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General Offices: 50 Trinity Place, New York, N. Y. ; 
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DIRECT STEAMER SERVICE . 
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To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports ee 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 


Frequent Service to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 
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Che JAA ristocrat 


Lv. Chicago . « «© «© « 10:30am 
Ar. Omaha . « » « « ion 
Ar. Denver or ee eS 1:05 pm 


: Aristocrat 
Che Blackhawk . rele . & 


Lv. Chicago . . . « 6:30 pm 
Ar. St. Paul ee hss 4 7:00 am 
Ar. Minneapolis . 7:35 am 


Che Ak Sar. “Ges 


Lv. Chicago . . . * 6:15 pm 
Ar. Omaha o 2 e SS 7:30 am 
Ar. Lincoln ~ ieee A Gk 9:05 am 


All trains have matched Pullmans of the semi-compartment 
type; decorated in light grey with ornamentation in blue, 
maroon and black; upholstered in pearl-green with rose 
undertone. 


All trains carry a full length lounge car . . . with radio, 
buffet, solarium, writing desk, library, bridge tables, easy 
chairs and inviting divans. 


The AK-SAR-BEN and the BLACKHAWK have telephone, 
valet service and a mid-train salon club car divided be- 
tween lounging space accommodating 18 people and single 
rooms with real beds, compartments and drawing room 
which may be had either individually, or en suite. 


The ARISTOCRAT has a new, beautiful and unique type 
of chair car in which the seats not only recline at various 
angles for maximum comfort, but also may be turned to face 
the windows. Radio in this car too. Seats are free. 


RESERVATIONS —TICKETS 
179 West Jackson Blvd. Phone Wabash 4600 


S. J. OWENS, General Agent, Chicago 























Volume XLVI 





Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





SOLVING THE TRANSPORTATION PROBLEM 


T seems to us that the time has come for cool and 

dispassionate consideration of the transportation 
situation and its problems by men competent to consider 
it, whose verdict would be likely to inspire public 
approval and confidence, and whose recommendations 
could be expected to take form in law, where law was 
needed, or in administration and practice where new 
law was not needed. 

We have the railroads, our principal carriers of 
commerce, to which most persons think we must con- 
tinue to look for the bulk of our carrying service, in 
increasingly precarious plight by reason of diminishing 
revenue. The causes for this are to be found not only 
in the present business depression, which affects all 
business, but in what the railroads, at least, hold to be 
a niggardly policy on the part of the Interstate Com- 
merce Commission, a narrow point of view on the part 
of many of those who pay freight rates, and unfair 
Competition by other agencies of transportation. When 
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the railroads say these things, what they say is dis- 
counted by the fact that they are motivated by selfish 
considerations. When others say it, those opposed to 
what they say can always pretend to find some railroad 
“{nfluence” behind it. One does not look for fair and 
statesmanlike consideration of the problem in Congress, 
for our national legislators are, most of them, influenced 
solely by the needs of their particular constituents to 
the exclusion of the national welfare, or by the mere 
desire to do what seems best from the point of view of 
reelection. Nor are most of them capable of scientific 
consideration of the matter we are discussing, even if 
they wished to be fair and sound. 

It seems to us, then, though commissions multiply 
and the people are more or less tired of them, that, if 
there ever was need for a commission to consider a 
problem of national importance, the time is now in the 
transportation situation. We suggest that there should 
be such a commission composed of one or more leading 
railroad executives, the same number of men whose 
immediate business is transportation on the industrial 
side, some motor transport men, some leaders in water- 
way promotion or transportation, and as a whole, some 
professional economists, perhaps some of the members of 
Congress who most resemble statesmen, and representa- 
tives of the Interstate Commerce Commission and the 
U. S. Shipping Board. The duty of this commission 
would be to survey the entire transportation situation 
and make recommendations intended to bring about a 
coordinated system of transportation designed to give 
every agency its proper place in the whole scheme, with 
no favor to any except as natural conditions and sound 
economy, unassisted by subsidy or any other form of 
unfairness, might justify it. 

This commision would inquire into the sufficiency of 
the revenue the railroads are earning and the causes for 
its insufficiency. It might, in this connection, include 
anything that could properly be said as to inefficient or 
wasteful methods and practices of the railroads. 

It would inquire into the soundness of the present 
inland waterway development policy and lay down 
recommendations as to what that policy should be. For 
instance, it might find that waterway development should 
be undertaken by the government only when a definite 
traffic demand seemed to justify it; that a definite study 
should be made as to the comparative cost of rail and 
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§ water transportation service and that those demanding 
" waterway development would have to take into consid- 
) eration that the differential between the water and the 
) pail rate would be based on that study; also that common 
> carriers on the waterways would have to pay for the 
use of them as places of doing business. 
' that the government should get out of the waterway 
: transport business. 





It might find 


It would inquire into the uses of the motor vehicle 


- in common carriage of freight and passengers and deter- 
; mine whether or not motor transport had an unfair 
» advantage over the railroads in free use of the highways 
' and in the matter of regulation. 
mendations to cure any faults it found here. 


It would make recom- 


It would go into the matter of intercoastal steam- 
ship competition with the railroads, determine whether 
and how the steamships should be regulated and to what 
extent the railroads ought to be permitted to meet 


' steamship competition by fourth section rates. 


After it had set up a sound scheme for the country’s 
transportation it would recommend methods of adminis- 
tration, either by the Interstate Commerce Commission 


Poor by other correlated bodies, each with the same purpose 


and point of view. 

The trouble is not so much that the railroads are not 
earning as much as the law says they should earn; 
perhaps it is perfectly proper and a sound development 
that some of their business should leave them and be 
directed to other channels. The difficulty is that no one 
knows from any authoritative source just what part 
each kind of transportation agency ought to be allowed 
to play, just what is subsidy and what is not, what is 
unfair and what is fair, what is sound and what is 
unsound. The railroads, of course, are for themselves. 
Waterway advocates draw beautiful pictures of the 
return of the river steamboat era and the huge amounts 
that can be saved in freight rates if Uncle Sam will pay 
the overhead. Shippers who can use these waterways to 
advantage have ears open to such arguments and deaf 
to opposition. Shippers who use motor trucks fear to 
have motor vehicles regulated or made to pay for the 
use of the highways lest rates go up. Legislators fill the 
air with loud sounds for this, that, or the other theory, 
without really knowing anything about the matter. The 
public is confused. It would listen to the findings of 
an unbiased, representative, able commission. Even if 
nothing final resulted, the air would be greatly cleared. 
We ask President Hoover to add just one more to his 
many commissions and then, perhaps, call it a day. 


NEEDED: A RAILROAD POLICY 


(The New York Journal of Commerce) 


The year 1929 marked the culmination of a decade of rail- 
road rehabilitation in the United States. A series of new poli- 
cles, embodied in the transportation act of 1920, were successful 
beyond the expectations of most of their sponsors. From a con- 
gested, overtaxed and financially embarrassed group of prop- 
erties, taken by and large, our railroad system has been trans- 
formed into an efficient, smoothly working and on the whole 
financially sound transportation network. 

; But it must not be forgotten that much of the success of 
this period was a result of the fortuitous outside developments 
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which proved of great aid to the carriers in their work of re- 
habilitation. First, there was the great business expansion of 
the decade, including the development of new industries and 
the opening up of new economic areas. The cumulative effect 
of this growth was an increase in traffic volume which brought 
about a rise in ton-mileage between 1919 and 1929 despite the 
simultaneous evolution of competing transportation facilities. 
Secondly, the period witnessed an initial price drop of severe 
character, which proved of aid in reducing operatng expenses, 
followed by a relative stabilty of the price level which per- 
mitted stabilization of wage and material costs. In the third 
place, satisfactory conditions in the security markets permitted 
the raising of substantial amounts of new capital on attractive 
terms, including considerable financing through the sale of com- 
mon stock which balanced the great rise in railroad funded debt 
that had occurred in the preceding decade. 

In the coming decade, the railroads face increasingly keen 
competition from competitive facilities of all kinds, including 
electric power carried from cheap sources of production by long- 
distance transmission lines, natural gas and gasoline pipe lines 
and increased use of automotive vehicles for both passengers 
and freight. Will the aggregate increase in traffic in the next 
ten years be large enough to feed these new facilities and yet 
permit some measure of traffic increase to the railroads also? 

Many observers express doubt on this source. The lack of 
new industrial developments similar to the popularization of 
the automobile on the business horizon is one factor creating 
skepticism on this score. Another is the tendency of newer 
competitive facilities to take away some of the most profitable 
classes of traffic from the railroads, such as coal and petroleum 
products. 

The current depression in railroad traffic has caused some 
observers to see the handwriting on the wall prematurely, and 
to trace the present slump to these fundamental factors. This 
involves a confusion of cyclical and secular factors. An improve- 
ment in general business during the next year or two could 
easily bring back the aggregate volume of railroad traffic to a 
level near that prevailing in 1929. But from the long range 
viewpoint, covering, say, the period of the next decade, these 
secular factors will make it increasingly difficult for the carriers 
to maintain their gross and net earnings at current rate levels. 

If this is the case, it is high time that the Interstate Com- 
merce Commission and Congress took cognizance of these ad- 
verse possibilities and instituted a comprehensive study of the 
situation. The experience of the war decade was too costly and 
disastrous to the public as well as to the railroads to risk a 
repetition on even a modest scale. The doctrine of the trans- 
portation act of 1920 was that all classes in the community 
were interested in a financially sound and well-managed trans- 
portation machine. If factors are recognized which tend to 
impair its effectiveness, it is high time a regular check on such 
tendencies were instituted so that appropriate corrective action 
can be taken when found necessary. 


WESTERN CLASS RATES 


Official classification lines have filed a petition for modi- 
fication in No. 17000, part 2, western trunk-line class rates. The 
petitioners say the decision requires very great reductions to 
Oe made in the western class rates and that these reductions 
are not justified by the record and that the report should be re- 
vised to eliminate such requirements. 

In addition to these reductions in the class rates, it is as- 
serted, the carriers are directed to make reductions in their 
rates on various commodities, including among others, butter, 
eggs, dressed poultry and live poultry, by reducing the percent- 
age which their classification ratings are of the first class rates, 
and that these reductions are not justified of record. 


The conclusion, continued the carriers, that certain other 
commodities, including, among others, cabbage, apples and po- 
tatoes, where they move on class rates which are to be revised, 
under the direction of the report are to be excepted from any 
increases in these class rates but where the class rates are to 
be reduced, they shall be given the benefit of the reductions, is 
not in accord with the record nor with sound principles of rate 
making. 

Another assertion is that the direction that the relation- 
ship of fifth class to first class be 37.5 per cent instead of 40 
per cent, is not justified nor is it in accord with the desire to 
obtain uniformity. 

The Greater Grand Forks Traffic Association of Grand 
Forks, N. D., and the People of the State of North Dakota have 
asked the Commission to deny the petition of the Twin Cities 
and Duluth for postponement of the effective date and reargu- 
ment and reconsideration in part before the entire Commission. 

The Illinois Manufacturers’ Association, in an answer to the 
petition of the western trunk line carriers for reopening, recon- 
sideration and modification of the report, and in a petition 
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of its own for reopening for further hearing, reconsideration and 
modification with respect to some of the Commission’s findings, 
declared that serious disturbance to the business of this country 
would result from any changes in the freight rate structure of 
Illinois. Its document recited facts about the upbuilding of the 
class rate structure, east and west, in the last fifty years. . 

That system of rates built up in the long period covered by 
the history recitals, the association said, was scrapped by the 
decisions of the Commission in the eastern and western class 
rate cases, in favor of, as it said, “an entirely new theory of 
mileage rates, with through rates between all points east of 
Illinois and points west of Illinois which reduced the present 
spread in the rates as between Illinois and all competitive points 
west of Illinois to the Rocky Mountains from 35 cents up to $1 
a 100 pounds on the first class rate, and varying amounts on 
classes lower than first class.” 

The brief in support of the petition for reopening declares 
that the establishment of carload commodity rates upon a fixed 
percentage relationship to the first class is an experiment com- 
mercially impractical in its application and may seriously dis- 
turb the business of this country.” 

The association also declared that the destruction of long 
established rate structures and competitive relationships be- 
tween individuals and localities by the rigid application of a 
distance scale of rates would cause commercial disturbance and 
might result in industries being moved from one location to 
another, as a result of which whole communities which had 
grown up around guch industries would be seriously affected. 
The association further declared that the rate of progression of 
a class distance scale was entirely unsuited to many highly com- 
petitive articles and was not conducive to the industrial and 
transportation interests of this country. 

The Denver Chamber of Commerce, the Pueblo Commerce 
Club and the Colorado Manufacturers and Merchants Associa- 
tion have asked the Commission to deny the petition of the west- 
ern trunk line railroads for reopening, etc., in No. 17000, part 
2, western trunk line class rates. 


R. R. CAPITAL EXPENDITURES 


Capital expenditures of the Class I railroads of this country 
for new equipment and additions and betterments to railway 
property were the largest in the first nine months of 1930 for 
any corresponding period since 1923, according to an announce- 
ment November 20, by R. H. Aishton, chairman of the executive 
committee of the Association of Railway Executives. 

The announcement was made by Mr. Aishton in connection 
with the annual fall meeting of the member roads of the Asso- 
ciation of Railway Executives held at the Biltmore Hotel in 
New York. 

“Capital expenditures actually made in the first nine months 
of 1930 totaled $698,821,000, an increase of $125,001,000 or approx- 
imately 22 per cent above the same period in 1929, and an in- 
crease of $198,654,000 or 39.7 per cent above the corresponding 
period in 1928,” said the statement authorized by Mr. Aishton. 

“The amount expended for capital account in the first 
three-quarters of 1930 exceeded by $69,728,000 or 11.1 per cent 
the amount of capital expenditures made in the first nine 
months of 1926, which, prior to this year had been the greatest 
for any corresponding period since 1923. 

“The railroads have made these expenditures in order to 
be ready to meet future transporiation demands adequately and 
without delay and to enable them to continue to make economies 
and efficiencies in operation that otherwise would not be 
possible. 

“Of the $698,821,000 actually expended for capital account 
in the nine months’ period this year, Class I railroads expended 
$272,825,000 for new equipment, while $425,996,000 were ex- 
pended for roadway and structures. 

“Capital expenditures actually made for locomotives in 
the first nine months of this year amounted to $66,043,000, an 
increase of $21,356,000 above similar expenditures made in the 
corresponding period in 1929. For freight cars, expenditures so 
far this year have amounted to $162,356,000, an increase of 
$36,270,000 over the same period last year, while for passenger 
train cars, the railroads have spent $33,270,000 so far this year, 
or an increase of $5,758,000 above the nine months’ period one 
year ago. For other equipment, expenditures amounted to 
$11,156,000, compared with $12,404,000 in the same period last 
year. 

“Among expenditures for improvements of roadway and 
structures, the largest’ item was that for station and office 
buildings and other station facilities, which amounted to $69,- 
340,000. This was an increase of $20,539,000 above similar 
expenditures made in the first nine months of 1929. For addi- 
tional main track, the railroads spent $49,139,000, an increase of 
$4,870,000 above similar expenditures in the same period one 
year ago, while for yards and sidings,. $38,465,000 were expended, 
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which amount was a reduction of $7,827,000 under the preced- 
ing year. For heavier rail, the railroads so far this year haye 
spent $40,215,000, compared with $33,995,000 spent in the same 
period one year ago. Expenditures for additional ballast ip 
the nine months this year have amounted to $9,755,000 com. 
pared with $11,533,000 in the preceding year. 

“For shops and engine houses, including machinery and 
tools, capital expenditures so far this year have amounted to 
$24,127,000 compared with $23,838,000 in the same period in 
1929. Capital expenditures for bridges, trestles and culverts for 
the first three-quarters of 1930 amounted to $44,384,000. In the 
same period last year, $43,253,000 were spent for the same pur. 
pose. For signals and interlockers, including telegraph and 
telephone lines, automatic train control, and other similar im- 
provements, the railroads in the first nine months of the cur. 
rent year spent $28,998,000, an increase of $8,766,000 above ex. 
penditures for similar items one year ago. For all other im. 
provements, $121,573,000 have been expended so far this year, 
compared with $90,918,000 for the same period one year ago, 

“Capital expenditures actually made in the first nine months 
of each year beginning in 1924, when reports by quarters were 
first received, follow: 


Roadway 

Date Equipment and Structures Total 

1924 $346,091,000 $264,813,000 $610,904,000 
1925 255,893,000 279,141, "000 535,034,000 
1926 271,023,000 358,0 070, 000 629,093,000 
1927 204,992,000 365, 223, 000 570,215,000 
1928 165,967,000 334, 200, 000 500,167,000 
1929 210,689,000 363,131,000 573,820,000 
1930 272,825,000 425,996,000 698,821,000 





REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended on Novem- 
ber 8 totaled 881,401 cars, according to the car service division 
of the American Railway Association. This was a reduction, 
due to election day, of 53,239 cars under the preceding week 
this year and a reduction of 167,567 cars below the same week 
last year. It also was a reduction of 172,952 cars below the 
corresponding week in 1928. 


Revenue freight loading by districts the week ended No- 
vember 8 and for the corresponding period of 1929 was reported 
as follows: 


Eastern district: Grain and grain products, 5,732 and 5,977; live 
stock, 2,508 and 2,861; coal, 43,386 and 44,365; coke, 2,034 and 3,159; 
forest products, 2, 663 and 4, 036: ore, 2,337 ‘and 3,669; merchandise, L ; 

5 and 73,087; miscellaneous, 69,561 and 93, 921; total, 1930, 
192, 006; 1929, 231, 071; 1928, 236,198. 

Allegheny district: Grain and grain products, 2,957 and 2,935; live 
stock, 1,768 and 2,292; coal, 41,507 and 48,614; coke, 4,075 and 5,614; 
forest products, 1,965 and 2,855; ore, 6,986 and 9,372; merchandise, 

C. L., 48,541 and 58,279; miscellaneous, 62,622 and 86,068; total, 
T$30. 170, 421; 1929, 216, 029; 1928, ,673. 

Pocahontas district: Grain rls "grain products, 266 and 287; live 
stock, 215 and 278; coal, 37,194 and 43,724; coke, 414 and av forest 
products, 837 and i, 321; ore, 329 and 310; merchandise, L. » 6,752 
and 7,693; miscellaneous, 5,818 and 7,504; total, 1930, BL 3967” 1929, 
61,600; 1928, 55,567. 

Southern district: Grain and grain products, 3,155 and 3,532; live 
stock, 1,346 and 1,574; coal, 22,190 and 22,680; coke, 487 and 576; for- 
est products, 12, 089 and 18,403; ore, 903 and 1,006; merchandise, L. 
ce. ,726 and 42,582; miscellaneous, 49,136 and 53, 636; total, 1930, 
129, 032; 1929, 143, 989; 1928, 151,260. 

Northwestern district: Grain and grain products, 10,819 and 
10,259; live stock, 8,186 and 9,205; coal 9,499 and 10,073; coke, 1,270 
and 1,605; forest products, 8,961 ‘and 14, 631; ore, 14, 401 and 22, 964; 
merchandise, 9,715 and $3, 108; miscellaneous, 34,682 and 
43,050; total, 1930, 117, 483; 1929, 144,295; 1928, 788. 

Central Western ‘district: Grain and My products, 10,706 and 
10,944; live stock, 12,554 and 14,172; coal, 13,195 and 15,936; coke, 
210 and 179; forest products, 6,201 and 9,949; ore, 2,811 and 3,839; 

merchandise, L. C. L., 32,980 and 36,168; miscellaneous, 64,637 and 
71,873; total, 1930, 143, 294; 1929, 163,060; 1928, 

Southwestern district: Grain and grain pn nl 5,254 and 5,390; 
live stock, 2,637 and 3,606; coal, 5,293 and 6,418; coke, 213 and 155; 
forest products, 4,894 and. 7,870; ore, 565 and 625; merchandise, L. 
C. L.,. 15,254 and 16, 962; miscellaneous, 43,230 and 47, 898; total, 1930, 
77, 340; 1929, 88,924; 1928, 83,830. 

Total, all roads: Grain and grain products: 38,889 and 39,324; live 
stock, 29, 164 and 33,988; — 172,264 and 191,810; coke, 8,703 and 11, 767; 
forest products, 37, 610 and 58, 465; ore, 28, 332 and 41 57853 merchandise, 
is C. 236,753 and 267,879; miscellaneous, 329,686 and 403,950; total, 
1930, 81° "401; 1929, 1,048, 968; 1928, 1,054,353. 


Loading of revenue fraight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 

Four weeks in January........... 3,349,424 3,571,455 3,448,895 
Four weeks in February......... 3,505,962 3,766,136 3,590,742 
Five weeks in March............. 4,414,625 4,815,937 4,752,559 
POUPr WeeEs In ATI... 2. .ccesccees 3,619,293 3,989,142 3,740,307 
Five weeks in May............... 4,598,555 5,182,402 4,939,828 
POGr WHERE 1 JUNC ...2 ccccccsccce 3,719,447 4,291,881 3,989,442 
POUPr WOGES IM JULY... .. ccccccccce 3,555,731 4,160,078 3,944,041 
Five weeks in August............ 4,670,368 5,600,706 5,348,407 
Four weeks in September......... 3,725,243 4,542,289 4,470,541 
Four weeks in October........... 3,817,786 4,679,411 4,703,882 
Week ended November 1......... 934,640 1,072,234 1,103,942 
Week ended November 8......... 881,401 1,0487968 1,054,353 

Re De ee eR Tere 46,720,639 45,086,939 
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Current Topics in 
Washington 





Men who know why the makers 
of the Constitution created an inde- 
pendent judiciary and why before 
them kings instituted courts, have an 
idea that the darkest spot on the 
name of Thomas Jefferson is that 
caused by the things he did in his seeming, if not positive efforts 
to intimidate the Supreme Court of the United States and un- 
horse his great cousin, Chief Justice John Marshall. Jefferson 
was a lawyer and was supposed to know that the foundation of 
a republic, if not every other form of government, was an un- 
afraid judiciary. Lesser men might be excused for doing the 
things Jefferson undertook. 

All of which leads to a statement given to the public by 
Gifford Pinchot, former governor and governor-elect of Penn- 
sylvania, on November 17, the day on which arguments were 
scheduled to be made in the Supreme Court of the District of 
Columbia in a case brought by the Clarion Power Co. against 
the Federal Power Commission. That company furnishes a 
large part of Pennsylvania with electricity. It is seeking to 
enjoin efforts of the power commission to go into its books to 
arrive at the “actual investment” of that company in its plant 
on the Clarion River. License to dam that river the company 
obtained from the power commission under a contract with the 
federal government giving the latter the right, at the end of 
the license period, to take over the plant at “actual investment” 
or at “fair value.” As to that litigation, Pinchot, in part, said: 


Gifford Pinchot 
Trying to 
intimidate the Courts? 


As governor-elect of Pennsylvania it becomes my duty to call 
public attention to a matter of great importance. The question in- 
volved is whether the people shall pay electric rates reasonable enough 
to yield a fair return on the actual investment of an electric company, 
or high enough to pay a return on inflated valuation. 

The decision to be reached is as to whether the ‘actual original 
legitimate investment’? of an electric water power company shall 
be accepted as the base upon which the rates to be paid by con- 
sumers will be calculated, or whether the company’s own padded 
statement shall be accepted on its face. 


If that statement was not intended to influence the court 
then many of those who read it will believe they have lost the 
power of anaylsis. 

Notwithstanding the allegation of the wise Pennsylvanian, 
the question to be decided by the court is as to whether or 
not what the power commission is trying to do is the proper 
way to go about finding the facts upon which it may make a 
finding, when the time comes, as to what actual investment was 
made. The company claims an investment of about $11,000,000, 
while, according to Pinchot, the power commission says the 
investment is something more than $4,000,000. 

The question of rates cannot be decided upon actual in- 
vestment, as implied by the governor’s statement. The rule is 
that rates must be based upon the “fair value’ and has been so 
since Smyth vs. Ames, down to the O’Fallon decision. The power 
commission claims that the power company comes too soon 
asking for an injunction to prevent the finding of facts enabling 
it to disclose the actual investment when the time for its use 
comes around. Several railroads ran to the courts to pfevent 
the performance of its duty by the Interstate Commerce Com- 
mission to make tentative and final valuations asking for injunc- 
tions. The courts told them to sit down and wait, before asking 
for relief, until the Commission tried to make use of the facts 
and figures it was seeking to their detriment. But they did not 
give out minatory statements to the newspapers to be published 
just at the time they were to be heard in court. 





Adoption, by the National Asso- 
ciation of Railroad and Utility Com- 
missioners, of the Walker resolution 
assigning the first two and a half 
days of their annual conventions here- 
after to reports of committees and 
the disposition of resolutions (elsewhere in this issue), means 
that the members of the association intend to give more time 
to talking about the problems that confront them than they have 
heretofore given. Addresses by persons not members of the 
association will not be in order until after the association has 
disposed of its own work. 

One of the things that stood out at the Charleston, S. C., 
convention like a piece of sausage on the end of the nose was 


State Commissioners 
Decide to Save Time 
for Their Own Talking 
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the fact that there were no such fights over reports of com- 
mittees as marked conventions in the earlier history of the 
association. The ruction over the report of the committee 
dealing with natural gas pipe lines was the only one that 
resembled some of the old time shindies. 

Lack of subjects to fight about was not the reason for the 
quiet. The program was too heavy, interspersed as it was with 
addresses, some of them good and some lacking in ideas that 
anyone could easily discover. At the risk of odorous compar- 
isons it may be observed that the report of the committee on 
consolidation of railroads was something that might have been 
given a discussion lasting, say, two hours. The report of Com- 
missioner Kanneberg of Wisconsin on the charges of electric 
companies was another thing which might well have been 
brought into prominence, particularly in view of the fact that 
a Wisconsin man was telling the public, in substance, that 
electric charges were not such country-wrecking things as 
Senator Norris of Nebraska, by his utterances about the “power 
trust,” has led some parts of the public to suspect. It is true 
that the Nebraska senator covers much ground illy defined to 
the public, in his tilting at the so-called trust, which, seemingly, 
is as nebulous as the “oil trust,” the “beef trust” and the various 
other bogey men erected by politicians who wax and grow fat 
upon the self-pity they arouse among poorly informed voters. 

In a way of speaking, if the people are oppressed by a 
“power trust” the fact may be taken as a reflection upon the 
state commissions. If the rates are outrageously high, the state 
commissions should be able to cut them down on what is a con- 
siderable part of the business of many of the companies com- 
posing the so-called trust, that is, intrastate business. Anyone 
who believes there is an oil trust also believes in goblins and 
witches. Gasoline price wars are to be found in many parts of 
the country practically every week. It is true that the smaller 
companies follow the prices of the big companies, but they follow 
them down as well as up. In the sense that prices are sensitive 
and bob violently but practically always in unison there is a 
combination among oil companies, with the leaders leading and 
the followers following. 


A discussion of the Kanneberg report might have brought 
out facts that would have been welcomed by the uninformed, 
among whom is the writer, and perhaps some of the state com- 
missioners as well. There is a suspicion among men who know 
about railroad rates that there is about as much of a power 
trust as there is a railroad trust. There is uniformity in rail- 
road rates—until someone decides that the bonds put on him 
by the federal Commission and the railroad associations have 
become intolerable. Such a decision comes when the competi- 
tion becomes so strong that somebody decides that it will no 
longer be tolerated—as for instance, the cuts in rates on cotton 
to meet truck competition, notwithstanding the fine cotton rate 
structure erected by the Commission, and cuts in passenger 
fares notwithstanding the erection of a 3.6 cents a mile basic 
passenger fare, now shot to pieces as the result of nibbling for 
a return of business to the steam railroads in western territory. 
That nibbling has been so strong that in large areas those who 
desire to travel can do so on the basis of about two cents a 
mile—in good coaches, too. 





A few days ago President Hoover made 
public the apportionment of seats to which 
each state will be entitled in the Seventy- 
Third Congress, the one that comes into 
office on March 4, 1933. The apportionment 
will not affect the House that was elected 
this month. That house will come into office on March 4 next. 
It will not, however, convene until December, 1931, unless there 
is an extraordinary session. 

About a quarter of a century ago Congress decided that a 
House consisting of 435 members, the membership then, would 
be large enough—too large some folks think. Therefore the 
Director of the Census was ordered to take his slide rule, after 
each decennial census, figure out the number of seats to which 
each state was entitled, and report the fact to the President to 
the end that he might properly proclaim the fact. That is what 
Mr. Hoover did on November 18. Congress disobeyed the Con- 
stitution ten years ago so there has been no reapportionment 
for twenty years. That has worked an injustice to a number of 
states, notably California and Michigan. Therefore California 
gains an unprecedented number of seats, nine, in the Congress 
that takes office in 1933. Michigan gains four, Texas three, New 
Jersey, New York and Ohio two each, Florida, North Carolina 
and Washington one each. 

‘(Missouri will lose three, Georgia, Iowa, Kentucky and Penn- 
sylvania will lose two each; Alabama, Indiana, Kansas, Maine, 
Massachusetts, Minnesota, Mississippi, Nebraska, North Dakota, 
Rhode Island, South Carolina, South Dakota, Tennessee, Ver- 
mont, Virginia and Wisconsin one each. 

A century ago the House of Representatives of the Twenty- 
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Third Congress had 214 members. In that Congress, Illinois and 
Delaware were the only states having but one representative. 
In the Seventy-Third Congress the class of one-member states 
will be composed of Arizona, Delaware, Nevada, New Mexico, 
Vermont and Wyoming. In the 1833 Congress the two-member 
state class was composed of Mississippi, Missouri and Rhode 
Island. In the 1933 Congress the two representatives class will 
be composed of Idaho (with one of its senators attracting more 
attention than all the representatives from the empire state with 
its 45 members), Montana (also with a senator much in the 
spot light), North Dakota (also not noted for quiet among her 
senators), and South Dakota, also not unknown in the Senate. 

A century ago New York had forty members, with Penn- 
sylvania second with twenty-eight members and Virginia third 
with twenty-one. 

Michigan, one of the large gainers in the 1933 Congress, was 
then a territory with one delegate. Arkansas and Florida were 
also territories, each, of course, with but one delegate. In that 
Congress there were no states west of the Missouri. Missouri 
was the only trans-Mississippi state, although Louisiana, then, as 
now, had territory west of the Mississippi. Only a study, not 
worth while, would disclose the states that in those days fur- 
nished the irregular party members believing themselves more 
progressive than their parties. A study might reveal that there 
was not as much egotism then as seems prevalent now. 


How serious the menace of natural 
gas pipe lines is deemed to have be- 
come to both the railroads and the coal 
mine operators, it is believed, may be 
inferred from the following taken from 
a bulletin of the National Coal Asso- 


Railroad and Coal - 
Men Considering 
Natural Gas Menace 


ciation: 


At a meeting with traffic executives of southeastern lines, held 
in Atlanta Thursday, fifteen coal operators of western and eastern 
Kentucky, Tennessee and Alabama coal fields presented the inroads 
of natural gas on the coal business and stressed the importance of 
a rate reduction sufficient to enable those coal fields to compete with 
natural gas. The situation was presented by Messrs. M. W. Bush 
and S. L. Yerkes, Birmingham, Messrs. C. F. Richardson and M. B. 
Lanier, western Kentucky, and Messrs. J. E. Butler and W. A. Elli- 
son, eastern Kentucky and Tennessee. The carriers cordially received 
the proposition and have taken it under advisement.—A,. E. H 


RAILROAD EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for September and 
the nine months ended with September, 1930, and 1929, for 
the United States as a whole, compiled from carrier reports by 
the bureau of statistics, follow: 





SEPTEMBER 
1930 1929 
Average number of miles operated......... 242,674.84 242,534.48 
Revenues: 
Ec ameneeEtee hind baeebe Pewee $ 363,472,597 $ 435,529,613 
Passenger *59,092,353 175,759,274 
BR ARAF ES ia 8,741,886 $11,260,968 
NE Ci div i racaviaes Same 6 9,969,228 13,197,980 
All other transportation... 15,038,239 18,504,116 
ON 10,329,943 12,091,226 
NS WE eo o.0:.056:0:610:0:5:0.5:6 06-00, 8:00:08 1,093,566 1,349,321 
POE TEE 0:00. 6 0:0. 066 ceessicdeeoe 269,200 327,580 
Railway operating revenues....... 467,468,612 567,364,918 
Expenses: 
Maintenance of way and structures... 59,208,558 77,687,389 
Maintenance of equipment...........+.. 80,854,471 99,995,255 
WHOM ccvecoceese BR eer eee 10,267,429 10,638,316 
ID Si cvlab dnc ek neranede wees 151,148,067 175,568,894 
Miscellaneous operations ..........++-. 4,227,990 5,071,988 
IND, 558 0.6. 6.0:56 6:4:6-95 06 4600.0-0:06-) 0:02 00 v00s 15,573,338 16,191,718 
Transportation for investment—Cr..... 1,148,844 1,294,933 
Railway operating expenses........ 320,131,009 383,858,627 
Net revenue from railway operations...... 147,337,603 183,506,291 
Rallway taX ACcruals.....cccccsccccsccccece 31,989,993 38,263,987 
Uncollectible railway revenues............+ 67,852 100,785 
Railway operating income......... 115,279,758 145,141,519 
me gee rents—Dr. balance............- 8,737,492 8,531,903 
Joint facility rent—Dr. balance............ 2,463,937 2,263,728 
Net railway operating income...... 104,078,329 134,345,888 
Ratio of expenses to revenues (per cent).. 68.48 67.66 
*Includes $3,000,392 sleeping and parlor car surcharge. 
tIncludes $3,670,028 sleeping and parlor car surcharge. 
tIncludes approximately $2,123,505 back mail pay. 
NINE MONTHS 
1930 1929 
Average number of miles operated........ 242,609.13 242,515.62 
Revenues: 
SE - GU eerernd eee Se $3,108,116,684 $3,622,921,675 
OE rer Te err eso 4573,111,503 =670,908,846 
Rr pasate Reiwebncieeaeh es 81,987,298 4110,842,511 
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re eet eer ee ee er 87,060,390 108,467,954 
All other transportation. ......cccccsece 135,347,585 160,192,848 
EL | beers k0'd-n 6he sanwenerddeanaaeawe 89,994,895 101,271,473 
PM SE re 9,937,994 10,008,214 
SORE FT a6 ce cinncscivccicvenese 2,830,62 2,929,284 
Railway operating revenues........ 4,082,725,729 4,781,684,237 
Expenses: 
Maintenance of way and structures.... 561,981,414 656,884,207 
Maintenance of equipment............. 790,589,983 907,803, 108 
re ee re ae 98,110,649 97,520,935 
OUD 66 :6.4-0:6:6409:6:604008600%00004 1,425,017,374 1,576,652,719 
Miscellaneous operations............... 40,603,342 44,616,747 
I, een his ele aaah wkd inked 146,127,737 145,813,134 
Transportation for investment—Cr..... 9,887,399 9,923,836 
Railway operating expenses....... 3,052,543,100 8,419, 397,034 
Net revenue from railway operations..... 1,030,182,629 1,362, 287,203 
PERO COE GOOPURIE occ cdcscsccrcceeseces 276,892,645 308,953,847 
Uncollectible railway revenues............ 731,113 860,017 
Railway operating income......... 752,558,871 1,052, 473,339 
Equipment rents—Dr. balance............. 72,839,314 70,644,624 
Joint facility rent—Dr. balance............ 20,291,996 18,974,262 
Net railway operating income...... 659,427,561 962,854,463 
74.77 71.51 


Ratio of expenses to revenues (per cent).. 


4Includes $27,967,939 sleeping and parlor car surcharge. 
gincludes $31,046,183 sleeping and parlor car surcharge. 
4Includes approximately $27,937,089 back mail pay. 


STAMPED BILLS OF LADING 


Eastern and western railroads, under date of November 17, 
definitely announced that they will accept, until June 30, 1931, 
old forms of bills of lading stamped on the face with a notation 
to the effect that they are subject to the terms and conditions 
of the revised form. The announcements followed receipt from 
Commissioner Porter of letters in response to inquiries from 
the railroad representatives as to what the Commission’s atti- 
tude — be in the matter. (See Traffic World, November 15, 
p. 1206.) 

The announcement of the western lines, issued by R.C. I’yfe, 
chairman of the western bill of lading committee, is as follows, 
a similar statement having been issued on behalf of eastern 
carriers: 


The shipping public was advised in announcement of June 1, 1930, 
with respect to revised forms of bills of lading, effective August 1, 
1930, as shown in Supplement No. 1 to Consolidated Freight Classi- 
fication No. 6, that, in appreciation of the fact that shippers had 
on hand large supplies of the superseded forms of domestic bills of 
lading, and in order to avoid an economic waste and to provide ample 
time for securing supplies of the new forms, the old forms might 
be used until December 31, 1930, provided there was stamped thereon 
notation as shown in such announcement. 

Urgent requests have been received from numerous shippers and 
shipper organizations representative of the shipping public generally, 
for further continuance of the acceptance of old forms because of 
the serious business depression which has resulted in heavy decrease 
in shipments with corresponding reduction in the use of bills of lading 
and consequently large remaining supplies of the old forms. 

In view of these unusual conditions it has been concluded by 
carriers in western territory that bills of lading which conform in 
other respects to the requirements effective prior to August 1, 1930, 
will continue to be accepted until June 30, 1931, with notation reading 
as follows: 

“This shipment is tendered and received subject to the terms and 
—— of the Company’s Uniform Bill of Lading, effective August 
" , 


Shipper’s Signature 
In this connection attention is directed to the supplemental report 


ee ee ee 


Agent's Signature.”’ 


of the Interstate Commerce Commission in Docket No. 4844, under 
date of July 15, 1930, calling attention to radical departures from the 
forms of the bills of lading in general use which are disapproved by 


the Commission, and pointing out that the use of such bills of lading 
is not a compliance with the interstate commerce act. 

On and after July 1, 1931, the forms of domestic bill of lading as 
published in the effective consolidated freight classification or supple- 
ment thereto must be used. 





DROUGHT EMERGENCY RATES 


“Last week found farmers, county agents, and drought relief 
workers busy making arrangements for shipments of feed and 
live stock before the reduced railroad rates are canceled on 
November 30,” Dr. C. W. Warburton, secretary of the federal 
drought relief committee, said November 17. “Already more 
than 52,000 carloads of feed and live stock have been shipped 
for farmers in the 1,016 counties designated by Secretary Hyde 
as eligible for the reduced rates, he said. 

“Recent reports from Virginia state that 10,000 carloads of 
hay and other feed have been shipped into the state to sup- 
plement the exceedingly poor crops made this year. Farmers 
in Virginia estimate that they have saved between $750,000 and 
$1,000,000 in feed shipments. Some farmers who did not want 
to buy in carload lots pooled their orders with the help of the 
county agents and bought through local dealers or cooperatives.” 
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Decisions of Interstate Commerce Commission 





ICING AND RE-ICING CHARGES 


The Commission, by division 3, in I. and S. No. 3455, absorp- 
tion of icing and re-icing charges on less-than-carload shipments 
of dairy products and dressed poultry in southern classification 
territory, has found justified the proposed cancellation of rules 
in individual tariffs governing the minimum weight and the 
absorption of icing and re-icing charges on traffic of the sort 
indicated carried in refrigerator cars and the substitution there- 
for of other rules. It has vacated its order of suspension and 
discontinued the proceeding. 

The respondents urged that one of the proposed rules around 
which controversy ranged was in the nature of a reduction on 
traffic moving wholly within the south; that it would result in 
the conservation of refrigerator car equipment. Those conten- 
tions were made particularly in behalf of the rules proposed to 
be substituted for the present Rule 2 applying on shipments 
moving to destinations in the south when originating at Ohio 
or Mississippi River crossings or from points beyond via those 
crossings and from or via Lexington, Ky., Nashville or Columbia, 
Tenn. The respondents insisted that earnings under Rule 2 
were unreasonably low. The Commission said that the proposed 
rules were the same as those which had been in effect on the 
southern lines of the Illinois Central since February, 1929, and 
were practically the same as those applicable in western ter- 
ritory. 

Protestants who caused the suspension of the schedules 
urged that the proposed minimum, proposed to be increased from 
10,000 to 15,000 pounds, would result in unjust discrimination 
in favor of meat packers who had a variety of commodities 
which might be included in cars with less-than-carload lots of 
dairy products and shipped throughout the south to one or more 
consignees at one or more destinations under the so-called 
peddler car rule, subject to an aggregate minimum of 10,000 
pounds; or in favor of dealers who were permitted to make 
shipments in any quantity lots in scheduled refrigerator cars 
where such cars were operated at the carrier’s option and on 
which the cost of icing and re-icing was absorbed, subject to a 
minimum of 10,000 pounds. 

The Commission said that the volume of movement in 
peddler cars was much greater than that under the rules here 
in issue and that packers did not ship dairy products in such 
cars to any extent. Moreover, it added, under the peddler car 
rule the shipper bore the cost of icing and re-icing. The Com- 
mission said it was the general opinion of the parties that the 
peddler car tariffs were not intended to apply on shipments con- 
sisting entirely of dairy products. The railroads said that if 
the Commission found that the peddler cars were applicable to 
shipments consisting wholly of dairy products they would im- 
mediately amend their tariffs so that the rules would not apply 
in such cases. The Commission said it saw no necessity for 
determining in this proceeding the’ application of the peddler 
car rule. It added that it did not appear that the protestants 
would be unduly prejudiced on account of the use of scheduled 
refrigerator cars by shippers at Chicago, Ill., or other points 
from which Rule 2 now applied if the proposed higher minimum 
of 15,000 pounds were established. 


STOVES, RANGES, FURNACES, ETC. 


Revision of rates on coal, wood and gas stoves and related 
articles has been ordered on or before February 16 by the Com- 
mission in I. and S. No. 3299, stoves, ranges, boilers, house heat- 
ing furnaces, parts thereof and related articles, from, to, and be- 
tween points in southern territory, embracing also No. 22379, 
Southern Association of Stove Manufacturers et al. vs. A. C. L. 
et al., and I. and S. No. 3363, stoves, ranges, boilers, house heat- 
ing furnaces, parts thereof and related articles, from, to, and 
between points in southern territory (2). 

In I. and S. No. 3299, respondents proposed to cancel all 
existing commodity rates on coal and wood stoves and ranges, 
hot air house heating furnaces and articles grouped therewith 
and on gas, gasoline, and oil stoves and articles grouped there- 
with, in carloads and in less than carloads, between points 
within southern territory and between points in that territory 
and official territory. Respondents also proposed to reduce the 
southern classification rating on coal and wood stoves and 
Tfanges and on hot air house heating furnaces and articles 
grouped therewith, in carloads, and on said articles in mixed 
carloads with gas, gasoline, or oil stoves, heaters, or ranges, and 
certain stove and range appliances or parts, from fifth to sixth 


class. No changes were proposed in the classification ratings on 
any of the articles in less than carloads, nor in the ratings pro- 
vided for gas, gasoline, or oil stoves in straight carloads. The 
schedules were suspended on protest of shippers, the state com- 
missions of Georgia, Alabama, and Tennessee, and other inter- 
ested parties. The suspension was subsequently vacated as to 
electric water heaters and iron or steel heating or power boilers 
and the Commission said the findings herein would not relate to 
those articles. The report said I. & S. No. 3363 presented 
similar issues. 

In the formal complaint case it was alleged that the present 
carload and less than carload ratings and rates on coal and wood 
stoves and ranges, coal and wood heaters, hot air heating fur- 
naces, gas stoves, stove hollowware and other stove furniture, 
stove castings, fireplace grates, and parts thereof, from points 
in southern territory to destinations in southern and official 
territories were unreasonable, and, in their relations to the rates 
from points in official territory unduly prejudicial to southern 
shippers and unduly preferential of shippers in official territory. 
Ratings and rates on gasoline and oil stoves were not assailed in 
No. 22379. 

The Commission said that coal and wood stoves, carloads, 
were at present rated fifth class in southern classification which 
governed the class rates in southern territory and between that 
and official territory, and in official classification. which gov- 
erned the class rates within official territory. Many carload 
commodity rates lower than the class basis, according to the 
report, are in effect within the south and from Ohio River cross- 
ings, St. Louis, Mo., and Virginia cities to southern territory, 
from southern producing points to central trunk line, and New 
England territories, and from central and Illinois freight terri- 
tories to the Mississippi Valley. It also said that many less- 
than-carload commodity rates lower than the class basis were in 
effect within the south, from southern producing points to Ohio 
River crossings and Virginia cities, local and proportional, and 
from the south over all-rail and rail-water routes to trunk line 
territory. It said that gas stoves, carloads, were rated fourth 
class, and that the fourth class rates were generally applicable 
between points within the south, but that there were numerous 
commodity rates somewhat below the class basis in effect to the 
Ohio River crossings, Virginia cities, and points beyond. It said 
the less than carload rating on coal and wood stoves was third 
class and on gas stoves second class. The suspended rates in- 
volved both increases and reductions, but the averages were 
substantially higher than those of the present rates, said the 
Commission. The findings of the Commission follows: 

1, That the proposed schedules have been justified except as herein- 
after noted. 

2. That the proposed schedules in so far as they apply on car- 
load traffic from points in southern territory to points in official 
territory and to points on the border between southern and official 
territories have not been justified. These schedules will be ordered 
canceled without prejudice to the filing by respondents of new sched- 
ules in conformity with the bases hereinafter prescribed or approved. 

3. That the less-than-carload rates assailed in No. 22379 are, and 
for the future will be, unreasonable to the extent that they exceed 
or may exceed the contemporaneous class rates subject to the re- 
spective ratings in the southern classification applicable to such arti- 
cles, but otherwise are not unlawful. 

4. That the carload rates assailed in No. 22379 are, and for the 
future will be, unreasonable to the extent that they exceed or may 
exceed rates made on the bases set forth in the following table: 

Coal and wood stoves and related articles, as covered by No. 
22379, at present taking fifth-class rating, in carloads, in southern 
classification. Forty per cent of the contemporaneous first-class 


rates from and to the same points. 

Gas stoves and related articles, as covered by No. 22379, at 
present taking fourth-class rating, in carloads, in southern classi- 
fication. Fifty-five per cent of the contemporaneous first-class rates 
from and to the same points. 

5. That the carload rates assailed in No. 22379 from points in 
southern territory to destinations in official territory, and on the 
border between Official and southern territoryies, according as de- 
fendants participate in said assailed rates and also in the rates from 
points in official territory to the same destinations, are, and for 
the future will be, unduly prejudicial to shippers from points in 
southern territory and to the traffic therefrom and unduly preferential 
of points in official territory and of shippers and traffic therefrom to 
the extent that the rates from southern territory points to the said 
destinations exceed, or may exceed, those contemporaneously main- 
tained and applied from official territory points to the same des- 
tinations by percentage differences greater than those which would 
resuJt from the maintenance of rates on the bases set forth in the 
following, traffic - eigen ; 

Coal and wood stoves and related articles, as cover , 
22379, at present taking fifth-class rating, in carloads, ght Re 
classification, from points in southern territory, to points in official 
territory and points on the border between official and southern ter- 
ritories. Thirty per cent of contemporaneous first-class rates from 
and to same points. 

Coal and wood stoves and related articles, from points in official 
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territory, to points in official territory and points on the border 
between official and southern territories. Thirty-five per cent of 
first-class rates prescribed or approved in Eastern Class Rate Investi- 
gation, 164 I. C. C. 314, from and to same points. 

Gas stoves and related articles, as covered by No. 22379, at pres- 
ent taking fourth-class rating, in carloads, in southern classification, 
from points in southern territory, to points in official territory and 
points on the border between official and southern territories. Forty- 
parr it 4 per cent of contemporaneous first-class rates from and to same 
points. 

Gas stoves and related articles, from points in official territory, to 
points in official territory and points on the border between official 
and southern territories. Fifty per cent of first-class rates prescribed 
or approved in Eastern Class Rate Investigation, 164 I. C. C. 314, 
from anda to same points. 

6. That, except to the extent above indicated, the rates assailed 
in No. 22379 are not unlawful. 

7. That in establishing rates upon the bases herein prescribed 
or approved, fractions of less than one-half cent should be omitted 
and fractions of one-half cent or more should be increased to the 
next cent. Minimum weights are to be the same as provided under 
the class rates. For the purposes of this report and order entered 
herein southern and official territories will be as defined in the 
footnotes on page 518 of the original report in Southern Class Rate 
Investigation, 100 I. C. C. 513. 

In view of our findings in I. & S. Nos. 3299 and 3363 it does not 
appear necessary to enter an order prescribing the bases of maximum 
reasonable rates herein approved in No. 22379. An appropriate order 
will be entered in No. 22379 requiring the removal of the undue pre- 
judice and preference therein found to exist. An order will also be 
entered in Il. & S. Nos. 3299 and 3363 requiring the cancellation of 
the schedules found not justified and vacating the order of suspension 
as to those schedules found justified. 


Commissioner Brainerd concurred in part, stating that he 
was unable to concur fully in the conclusions of the majority for 
the reason that he was of the opinion that the spread prescribed 
between the rates from points in the south and the rates from 
points in official territory to common destinations therein was 
not sufficiently narrow to remove the undue prejudice and undue 
preference found to exist in the relationship of said rates. Com- 
missioner Mahaffie did not participate in the disposition of the 
cases. 


BRICK AND RELATED PRODUCTS 


A readjustment on brick and related products to be made 
not later than February 10 has been ordered in No. 20767, 
Standard Fire Brick Co. vs. Guif, Colorado & Santa Fe et al., 
and No. 20476, City of Roswell et al. vs. A. T. & S. F. et al., 
from Pueblo, Colo., to destinations in Colorado, New Mexico, 
Texas, Oklahoma and Kansas, and on sewer pipe, from Kansas 
City, Mo., and Pittsburg, Kan., to Roswell, N. M. The Com- 
mission, by division 3, has found the rates described unreason- 
able but not otherwise unlawful. It has awarded reparation on 
shipments of fire brick and sewer pipe from and to the points 
indicated. 

According to the report the brick articles covered by the 
title complaint were included in the uniform brick list pre- 
scribed in National Paving Brick Manufacturers’ Association 
vs. A. & V., 68 I. C. C. 213. The report said that generally speak- 
ing, throughout the United States east of the Rocky Mountains, 
the commodities in the uniform list were accorded equal rates 
for interstate transportation, from and to the same points. 
Sewer pipe, draintile, and like articles, the report said, were 
specifically excluded from the list. Defendants, the report said, 
did not maintain a uniform brick list on traffic from Colorado 
origin points to the destinations here considered. The com- 
plainant, according to the report, sought rates on brick in 
straight or mixed carloads, minimum 60,000 pounds, which 
would not exceed the scale of rates prescribed in Southwestern 
Brick cases, 107 I. C. C. 681, 113 I. C. C. 169, 156 I. C. C. 191, 
157 I. C. C. 467, referred to in the report as the 14617 scale; on 
sewer pipe and fittings, in straight or mixed carloads, minimum 
26,000 pounds, rates not exceeding 160 per cent of the 14617 
scale; and on draintile, rates on a basis of that scale plus 1 
cent a 100 pounds, minimum 36,000 pounds. Complainant also 
asked for rates on mixed carloads of brick, sewer pipe and 
draintile or any other combination of such articles, which would 
not exceed the basis sought on sewer pipe. It said, however, 
that when the mixture included brick, the minimum might be 
made 40,000 pounds. The evidence, the report said, did not 
warrant a finding of that character. The report also said that 
the record was insufficient to warrant a finding that the rates 
assailed on draintile and sewer pipe were or are in violation of 
sections 3 or 13 of the interstate commerce act. 

In disposing of the case the Commission said it found the 
rates were and for the future would be unreasonable to the 
extent that they exceeded or might exceed the following: Brick, 
in straight or mixed carloads, rates based on 12 per cent of the 
southwestern scale first class rates prescribed for equivalent 
distances in the Consolidated Southwestern cases, computed in 
the manner designated therein, minimum 60,000 pounds; sewer 
pipe, straight or mixed carloads, rates based on 17.5 per cent 
of the southwestern scale first class rates, minimum 26,000 
pounds, subject to Rule 34 of the western classification; and 
draintile, rates based on 15 per cent of the southwestern scale, 
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first class rate, minimum 36,000 pounds; plus corresponding 
differentials for the hauls in New Mexico and for the hauls ip 
Oklahoma and Texas differential territories under the scale of 
differentials prescribed in the Southwestern cases for applica. 
tion in Texas differential territory. 

In the event that it was desired to apply, said the Com. 
mission, for hauls in excess of 150 miles, group rates in lieu of 
point-to-point scale rates, that might be done, the group rates ip 
each case to represent a fair average of the point-to-point rates 
to and from points in the group. Reparation was awarded in 
the title case. 

Concurring in part, Commissioner Aitchison said that he 
agreed to the prescription of rates on draintile and sewer pipe 
in the manner indicated but not the prescription of the 12 per 
cent basis on brick and related products, rates on which, he 
said, should be based on the so-called southwestern brick scales, 
and appropriate arbitraries where necessary as in Acme Brick 
Co. vs. A. & S., 160 I. C. C. 611. Commissioner Aitchison said 
that under the Commission’s orders the Southwestern brick 
scales applied generally in the southwest and that the Com. 
mission should not depart from that basis in this case. More. 
over, he added, the rate structure resulting from the prescrip. 
tion of the 12 per cent rates would be productive of prejudice 
to Colorado shippers and of preference of competing south- 
western producers. 

Commissioner Tate said that he dissented from so much 
of the report as awarded reparation in instances where the 
complainant did not bear the freight charges. 


IMPORTED CARPET WOOL 


The Commission, in I. and S. No. 3463, wool (imported) from 
New York harbor points and Boston, Mass., to Clinton, Mass, 
and Thompsonville, Conn., has found justified the proposed 
increased rates on imported carpet wool, in grease, in machine- 
pressed bales, carloads, from New York harbor points to Clin- 
ton, Mass., and from Boston to Thompsonville. It has vacated 
the order of suspension and discontinued the proceeding. The 
schedules were suspended upon the protest of the Bigelow 
Sanford Carpet Co., Inc. 

The schedules found justified were filed by the New Haven. 
That road, the Commission said, did not propose any change in 
the rates from New York to Thompsonville, but did propose to 
increase the present rates from Boston to Thompsonville to 
20.5 cents, minimum 50,000 pounds, and 24.5 cents, minimum 
30,000 pounds, and from New York to Clinton to 23.5 cents, 
minimum 50,000 pounds, and 28 cents, minimum 30,000 pounds. 

In disposing of the case, the Commission pointed out that 
in Iron and Steel Articles, 155 I. C. C. 517, it had prescribed rates 
on iron and steel articles worth from $38 to $95 a ton, for 
application within New England, rates of 20.5 cents, minimum 
40,000 pounds, for 134 miles, and 26 cents, minimum 40,000 
pounds, for 234 miles. It said that at the present low prices, 
imported carpet wool ranged in value from $200 to $520 a ton. 
On the basis of 40,000 pounds, the report said, the proposed rates 
would yield $82 to $112 a car as compared with $82 and $104 
under the rates on iron and steel articles for like distances. 
It also compared earnings under the cement rates with those 
proposed for carpet wool. 

Commissioner Eastman, concurring in part, said it seemed 
to him that the proposed rates from Boston to Thompsonville 
would violate sectoin 3 in view of the rates which the New 
Haven maintained from New York to Thompsonville. The 
distances, he said, were very nearly equal, and that therefore 
he could see no justification for rates higher from Boston than 
New York. Certainly, he said, there was no justification for 
the excess proposed. 

Commissioner Brainerd, dissenting, said that the rates pro- 
posed to be increased were those found reasonable in Bigelow- 
Hartford Carpet Co. vs. N. Y., N. H. & H., 156 I. C. C. 435. The 
carriers’ petition for reconsideration of that decision, he said, 
was denied on December 2, 1929. The decision in that case, he 
said, had not been modified. Commissioners Aitchison and 
Porter concurred in this dissent. 


LUMBER CASE MODIFIED 


Upon further hearing in No. 20567, Atlantic Lumber Co. vs. 
L. & N. et al., the Commission, by division 2, has modified the 
findings in the original report, 157 I. C. C. 236, as to rates on 
lumber from Duff and Knoxville, Tenn., to Cowansville and St. 
Hyacinthe, Quebec, Canada. In the former report the rates 
charged on hardwood lumber were found inapplicable in certain 
instances and the applicable rates were found unreasonable on 
and after November 14, 1924, to the extent they exceeded 4 
rate of 43.5 cents, which was also found reasonable for the 
future. Reparation was awarded. On November 8 and on De 
cember 30, 1929, the order for the future was modified and oD 
March 4, 1930, the modified order was vacated. On petition of 
the railroads the case was reopened on December 2, 1929, for 











Nov 
—-- 


furt! 
effe: 


was 
poir 
Riv 
poir 


visi 
tion 
furt 
pas' 
low: 
dice 
prio 
plic 
fro! 


felt 
a 5S 
as | 


mis 
fro! 
not 
has 


ear 
sou 
ter 
“ar 
the 
scr 
109 
in 

pro 








‘I, No. 91 
allie 


*Sponding 
hauls jp 
scale of 

> applica. 


the Com. 
n lieu of 
» rates in 
int rates 
‘arded in 


that he 
wer pipe 
@ 12 per 
rhich, he 
k scales, 
ne Brick 
ison said 
rn brick 
he Com. 
. More. 
prescrip- 
rejudice 
g south- 


30 much 
1ere the 


2d) from 
1, Mass., 
yroposed 
nachine- 
to Clin- 
vacated 
ig. The 
Bigelow 


~ Haven. 
lange in 
pose to 
ville to 
inimum 
> cents, 
pounds, 
yut that 
ad rates 
ton, for 
inimum 
40,000 
prices, 
) a ton. 
xd rates 
nd $104 
stances. 
1 those 


seemed 
sonville 
ie New 

The 
erefore 
mn than 
ion for 


es pro- 
igelow- 
>. The 
e said, 
ase, he 
yn and 


Co. vs. 
ed the 
tes on 
ind St. 

rates 
certain 
ble on 
ded a 
or the 
on De- 
ind on 
ion of 
29, for 





November 22, 1930 








further hearing “with respect to the general revision made 
effective June 15, 1929.” 

The Commission said that the general revision referred to 
was a comprehensive voluntary adjustment of rates from all 
points in the territory lying generally east of the Mississippi 
River and south of the Ohio and Potomac Rivers, and from all 
points in the states of Arkansas, Louisiana, Oklahoma and 
Texas to destinations in northeastern Canada. Under that re- 
vision the applicable rate on the traffic here under considera- 
tion, the report said, became 51.5 cents. As a result of this 
further hearing, the Commission has amended the findings on 
page 241 of the former report so as to have them read as fol- 
lows: “The allegations of unreasonableness and undue preju- 
dice have not been sustained. We find that the rates charged 
prior to January 1, 1927, were inapplicable, and that the ap- 
plicable rates were 51 cents from Knoxville and 49.5 cents 
from Duff.” 

Commissioner Brainerd, in a separate expression, said he 
felt obliged to dissent largely for the reason stated by him in 
a separate expression accompanying the former report, which, 
as does this one, awarded reparation. 





RATES ON CULLET 


The Commission, by division 4, in a report written by Com- 
missioner Eastman, in I. and S. No. 3459, cullet (broken glass) 
from, to and between points in southern territory, has found 
not justified a proposed readjustment of the rates on cullet and 
has prescribed reasonable rates to be made effective on or before 
March 20. The Commission found that the rates on cullet, in 
carloads, minimum weight 50,000 pounds, between points in 
southern territory and between points in southern and official 
territories, as embraced in the schedules here under suspension, 
“are and for the future will be unreasonable to the extent that 
they exceed rates made 15 per cent of the first class rates” pre- 
scribed in Southern Class Rates Investigation, 113 I. C. C. 200, 
109 I. C. C. 300, and 128 I. C. C. 567, with rates between points 
in North Carolina and points in trunk line territory made with 
proper refation thereto. Commissioner Mahaffie noted a dissent. 








EGG TRANSIT FOR LOADING 


The Commission, by division 3, in No. 22155, Lewis Feed & 
Egg Association vs. C. M. St. P. & P. et al., has found unduly 
prejudicial to origin points in the western part of Washington 
the failure of the carriers to provide for stoppage in transit for 
further loading of carload shipments of eggs in the western 
part of state similar to the service afforded shippers in the east- 
ern part of Washington loading cars for shipment to New York, 
N. Y., and other destinations in the east. The Commission said 
that the failure of the carriers to give the western part of the 
state the same privilege as allowed in the eastern part of the 
state was not unjustly discriminatory, but unduly prejudicial 
to the western points of origin and unduly preferential of the 
eastern Washington points of origin. The Commission’s order 
requires the removal of the undue prejudice not later than 
February 11. 


RULE 77 ON LUMBER 


The Commission, by division 3, in No. 21616, Perrine-Arm- 
strong Co. vs. Erie et al., and six sub-numbers thereunder, Same 
vs. Pennsylvania et al.; S. J. Peabody Lumber Co. vs. Pennsyl- 
vania et al.; Same vs. Same; Same vs. Same; Miner Lumber 
Co. vs. Pennsylvania, and Same vs. Same, has found that the 
failure of the defendants to publish and apply from Huntington, 
Ind., to Flint, Pontiac and Grand Rapids, Mich., prior to July 
30, 1928, but not thereafter, rates of 18.5, 18.5, and 17.5 cents, 
respectively, contemporaneously maintained from Chicago, II1., 
to the same destinations, and their failure to publish and apply 
from Hebron and Aylesworth, Ind., to Detroit the rate of 18.5 
cents maintained from Chicago to the same destination was 
unjust and unreasonable. eB 

Anoher finding was that the failure of the defendants to 
publish and apply from Flora, Ind., to Detroit the rate of 18.5 
cents maintained from Chicago to the same destination was and 
for the future would be unjust and unreasonable but not other- 
wise unlawful. Still another finding was that the assailed rate 
from Flora to Holly, Mich., was inapplicable and that the ap- 
Plicable rate was 21.5 cents. It found that the applicable rate 
was not unreasonable and that the assailed rate from Flora to 
Flint, was not, and is not unreasonable but that these rates 
were and are in violation of the long-and-short-haul part of the 
fourth section. It said that the unauthorized violation should 
be removed. No damage, the Commission said, was shown to 
have resulted from the fourth section violation. It further said 


that the assailed rate from Red Key, Ind., to Holly, Mich., was 
not inapplicable or in violation of the fourth section. Reparation 
was awarded op shipments from Huntington to Flint, Pontiac 
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and Grand Rapids; from Hebron, Ind., Aylesworth, Ind., and 
Flora, Ind., to Detroit; and, from Flora, Ind., to Holly, Mich. 

The Commission found that the rates assailed in Sub. No. 2 
and No. 5 were not unreasonable or otherwise unlawful. Com- 
plaints in those sub-numbers and Sub. No. 6 were dismissed. 

The cases all turned on the meaning of language employed 
in Rule 77, particularly the meaning of the words “next named 
station beyond.” The Commission said that it had consistently 
construed the publication of Rule 77, where it was applicable in 
connection with lower commodity rates from or to more dis- 
tant points, as substantial compliance with the requirements 
of the fourth section in so far as relief from its tariff provisions 
was concerned. Apparently, it said, the higher commodity rates 
from Flora, Ind., to Holly and Flint, Mich., were in violation 
of section 4, which fact, if said, appeared to raise a presumption 
of the unreasonableness of those rates. Such presumption, the 
report said, was rebutted by the fact that sixth class rates 
applied generally on this traffic in central territory. 

Defendants contended that complainants were not ‘the 
parties entitled to damages. The Commission said that with 
respect to three shipments covered by the title complaint and 
two shipments covered by Sub.-No. 1 of which complainant, 
Perrine-Armstrong Co. was consignor, complainants were not 
shown as consignors or consignees on the billing. Complainants 
testified that they billed the shipments at the directions of their 
customers with the name of the customers appearing as both 
consignor and consignee, but that the amount of the freight 
charges were deducted from the invoices in settlements with 
their customers. It appeared, therefore, said the report, that 
complainants were the actual shippers and that they bore the 
burden of the freight charges thereon. In support of that hold- 
ing the Commission cited Midland Coal Co. vs. St. L.-S. F., 51 
I. Cc. GC. 313. New rates are to be established not later than 
February 17. 


COMMISSION REPORTS 


Bakery Goods 


No. 22190, Loose-Wiles Biscuit Co. et al. vs. A. T. & S. F. 
et al., embracing also No. 22200, National Biscuit Co. vs. A. T. 
& S. F. et al., and No. 22290, Zion Institutions & Industries vs. 
C. & N. W. et al. By division 5. Complaints dismissed. Inter- 
state rates on bakery goods in carloads between points in Arkan- 
sas, Illinois, Kansas, Louisiana, Missouri, Oklahoma and Texas 
not unreasonable. 

Strawberries 

No. 22526, Henry Bresky & Son vs. Southern et al. By di- 
vision 3. Complaint dismissed. Rate, one shipment of straw- 
berries, Shoulders Hill, Va., to Bridgeport, Conn., applicable. 


Steel Concrete Forms 


No. 23282, Hausman Steel Co. vs. Pennsylvania et al. By 
division 3. Complaint dismissed. Rate, carload of steel con- 
crete forms, Atlanta, Ga., to Toledo, O., found applicable. 


Automobiles and Parts 


No. 22810, Alkire-Smith Auto Co. et al. vs. Bamberger Elec- 
tric et al., and No. 22822, Same vs. C. & E. I. et al. By 
division 3. Complaints dismissed. Charges, automobiles and 
extra parts, carloads, Flint, Mich., to Salt Lake City, Utah, and 
St. Louis, Mo., to Salt Lake City and Ogden, Utah, found 
applicable. 

Produce and Other Commodities 

No. 22778, Meridian Traffic Bureau for Tom Lyle Grocery 
Co. et al. vs. A. & S. et al. By division 3. Complaint dismissed. 
Class rates and rates on various commodities between Meridian, 
Miss., and points in California, Oregon, Washington, Montana, 
Idaho, Nevada, Utah, New Mexico and Arizona, not unreasonable 
or otherwise unlawful. 

Canned Fruit 


No. 22743, Armour & Co. vs. C. & O. et al. By division 2. 
Complaint dismissed. Rate, canned fruit, carloads, Modesto, 
Calif., to Lexington, Ky., over routes through Joliet, Ill., and 
other Illinois points, not unreasonable or otherwise unlawful. 


Creosote Oil 


No. 22506, Republic Creosoting Co. vs. A. C. & Y. et al. By 
division 3. Rates, creosote oil, tank-cars, Indianapolis, Ind., to 
destinations in Ohio, Michigan, Kentucky and Illinois, unreason- 
able to the extent they exceeded or may exceed 25 per cent of 
the first class rates for corresponding distances as prescribed 
in Eastern Class Rate Investigation, 164 I. C. C. 314, minimum 
as at present. This basis, the Commission said, approximated 
70 per cent of the fifth class rate under that scale. Reparation 
awarded and new rates to be effective not later than February 
16. 

Piling 


No. 22471, Manassa Timber Co. vs. A. T. & S. F. et al., two 
sub-numbers, Abeles & Taussig Lumber & Tie Co. vs. A. & E. 
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et al, Manassa Timber Co. vs. A. & E. et al.; and No. 23346, 
Same vs. Same. By division 3. Complaints dismissed. Rates, 
piling, origins in southeastern Missouri and northeastern 
Arkansas to interstate destinations in Missouri, Oklahoma, 
Kansas, Nebraska, the Dakotas, Minnesota, Iowa, Wisconsin, 
Michigan, Illinois, Indiana, Ohio, West Virginia, Pennsylvania, 
New Jersey and New York, not unreasonable ‘ 


Cotton Gins 


No. 21792, Murray Co. vs. A. G. S. et al. By division 3. 
Complaint dismissed. Rates, cotton gins, cotton gin machinery 
and parts thereof, Dallas, Tex., to Memphis, Tenn., and Atlanta, 
Ga., not unreasonable. 

Scrap Iron Reconsignment 


No. 23253, Perry, Buxton, Doane Co. vs. N. Y. N. H. & H. 
etal. By division 3. Reconsignment charges, six carloads, scrap 
iron and steel, North Easton, Mass., to Wierton, W. Va., thence 
reconsigned to Youngstown, O., unreasonable. Charge was $6.30 
a car. Reparation awarded on the authority of Chesnutt Lum- 
ber Co. vs. Director-General, 89 I. C. C. 236, and similar cases. 
The reconsignment charge was added to the combination of lo- 
cals to and from the point of reconsignment. 


Baled Straw 


No. 23117, Van Nostrand Saddlery Co. vs. C. B. & Q. et al. 
By division 3. Complaint dismissed. Rate, baled straw, Quincy, 
Ill., to Muscatine, Ia., not unreasonable or unduly prejudicial. 


Tile 


No. 23062, Atlantic Marble & Tile Co. vs. Union Traction 
Co. of Indiana et al. By division 2. Carload, tile, Anderson, 
Ind., to Atlanta, Ga., misrouted by Union Traction Co. Repara- 
tion awarded. 

Stearic Acid 

No. 23018, Darling & Co. vs. Illinois Central et al. Rates, 
commercial stearic acid, carloads, Chicago IIl., to New Orleans, 
La., and Memphis, Tenn., and points taking the same rates, 
unreasonable to the extent they exceed those at present appli- 
cable on stearines from and to the same point, minimum 30,000 
pounds. Reparation awarded. New rates to be established not 
later than February 10. 


Asphalt Paving Joints 


No. 23296, M. J. Nolan Co. vs. C. G. W. By division 2. 
Carload, asphalt paving joints, Clearing, Ill., to Langdon, Minn., 
found to have been undercharged. Claim based on alleged mis- 
routing found barred. Complaint dismissed. 

Road-Making Machinery 

No. 23330, Galion Iron Works & Manufacturing Co. vs. A. 
C. L. et al. By division 2. Rates, road-making machinery, fn- 
cluding road rollers and graders, between Galion, O., and Or- 
lando, Fla., and from Galion to West Palm Beach, Fla., inap- 
plicable. Found that class N rates were applicable between 
Jacksonville and Orlando and West Palm Beach. Reparation 
awarded. 

Rough Lumber 

No. 23011, Perrine Armstrong Co. et al. vs. N. Y. C. & St. L. 
et al. By division 3. Complaint dismissed Rate, rough lumber, 
Fort Wayne and Bluffton, Ind., to Minneapolis, Minn., not un- 
reasonable. 

Straw 

No. 22500, United Paperboard Co., Inc., vs. C. B. & Q. By 
division 2. Complaint dismissed. Rate, straw, Machens, White 
Corn, Wilkie, Orchard Farm, Blase and St. Louis, Mo., to Peoria, 
Ill., applicable and not unreasonable. 

Dental Plate Adhesive [Powder 

No. 23001, Corega Chemical Co. vs. A. C. L. et al. By 
division 2. Rates, dental plate adhesive powder, less than car- 
loads, Cleveland, O., to specific points in southern classification 
territory, inapplicable to the extent that they exceeded the first 
class rating. Applicable rates not shown to have been unreason- 
able. Reparation awarded. 

Anthracite Coal 


No. 22395, Percy N. Sweetser et al. vs. D. & H. et al. By 
division 2. Complaint dismissed. Rate, anthracite coal, pro- 
ducing points in Pennsylvania to Reading, Mass., not unreason- 
able or otherwise unlawful. 

Phosphate Rock 


No. 22873, Georgia Southern Freight Bureau for the Home 
Guano Co. vs. A. C. L. et al. By division 3. Complaint dismissed. 
Rate, phosphate rock, other than ground, Bartow and other 
points in Florida to Dothan, Ala., not unreasonable or other- 
wise unlawful. 

Iron and Steel Wheels 


No. 22325, Cheney Weeder Co. vs. C. B. & Q. et al. By 
division 3. Complaint dismissed. Rates, iron and steel wheels, 
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Quincy, Ill., to Cheney, Wash., not unreasonable or inapplicable, 
One shipment found to have been overcharged. Refund of 
overcharge directed. 
Bituminous Coal 

No. 22632, Rutledge & Taylor Coal Co. vs. Kentucky & Ten- 
nessee et al. By division 3. Rate, bituminous coal, Cooperative, 
Ky., to Waukegan, IIll., unreasonable but not otherwise unlawful 
to the extent it exceeded $3.20 a net ton. Reparation awarded. 


Petroleum Gas Oil 

No. 22316, Russell Oil Co., Inc., vs. A. T. & S. F. et al. By 
division 3. Complaint dismissed. Rate, petroleum gas oil, Los 
Angeles, Calif., to Billings, Mont., not unreasonable or other. 
wise unlawful. 

Strawberries 

No. 21953, Clark Fruit Co. vs. L. & N. et al. By division 3, 
Rate, strawberries, Bells, Tenn., and Thorsby, Ala., to Fort 
Wayne, Ind., not unreasonable over route of movement or in 
violation of ‘the fourth section. Shipments, Thorsby, Ala., to 
Cincinnati, O., diverted at Latonia, Ky., to Fort Wayne, Ind., 
misrouted by the L. & N. Reparation awarded for the differ. 
ence between the charges paid and those that would have ac- 
crued at a rate of $1.195, minimum 17,000 pounds, applicable 
over the route the shipments should have moved. Reparation 
awarded. 

Bananas 

No. 22591, Packer Produce Mercantile Agency et al. vs. A. 
T. & S. F. et al. By division 3. Rate, bananas, carloads, El 
Paso, Tex., to Hays, Kan., unreasonable but not unduly preju- 
dicial to the extent it exceeded or may exceed the column 45 
rate from and to the same points prescribed in Consolidated 
Southwestern cases, 123 I. C. C. 203, minimum 20,000 pounds. 
Reparation awarded. New rate to be established not later than 
February 10. 

Smokeless Powder for Cannon 

No. 22542, Athol Manufacturing Co. vs. Wharton & Northern 
et al. By division 2. Complaint dismissed. Rate, salvaged 
smokeless powder for cannon, carloads, Picatinny, N. J., to Athol, 
Mass., not unreasonable. 

Lumber 

No. 22609, Perrine Armstrong Co. vs. Chicago & Erie et al.; 
No. 22610, Same vs. Pennsylvania et al.; No. 22887, Same vs. 
Same., and parts of fourth section application No. 2073. Com- 
plaints dismissed. Rates, lumber, Huntington and Markle, Ind., 
to Philadelphia, Pa., and New York, N. Y., not unreasonable but 
in violation of the long-and-short-haul part of section 4. Re- 
moval of fourth section violation required. Rates, lumber, Flora 
and Frankfort, Ind., to Boston, Mass., Portland, Me., and Ports- 
mouth, Va., not unreasonable or unduly prejudicial but in viola- 
tion of the long-and-short-haul part of section 4. Removal of 
such violation required by the fourth section order mentioned. 
Rates, lumber, Flora, Ind., to Baltimore, Md., Millmont, Pa., 
and Wayland, N. Y., not unreasonable or unduly prejudicial. 
Relief denied by fourth section order No. 10484, lumber from 
Indianapolis, Ind., to Baltimore, Md., Millmont, Pa., and Wayland, 
N. Y., effective March 5. 


Dredging Machine Parts 


No. 22555, Wilbanks & Pierce, Inc., vs. C. C. C. & St. L. et al. 
By division 3. Claim, reparation based on alleged inapplicability 
of the rate charged on a carload of dredging machine parts, 
Middletown, O., to Manatee, Fla., found barred by the statute. 
Rate, carload of dredging machine parts, Middletown, O., to 
Bradenton, Fla., inapplicable. Applicable rate was a combina- 
tion based on Jacksonville, Fla., the factor south of Jacksonville 
having been 25.5 cents. Reparation awarded. Commissioner 
Brainerd dissented. 

Sulphate of Ammonia 

No. 22537, By-Products Coke Corporation et al. vs. A. & R. 
et al. By division 3. Rates, sulphate of ammonia, carloads, 
and on ammoniacal liquor, in tank cars, origins in central and 
eastern trunk-line territories, to destinations in southern terri- 
tory, unreasonable to extent they exceed or may exceed the 
rates found reasonable on fertilizer and fertilizer materials for 
like distances between points north and south of the Ohio 
River in Fertilizer and Fertilizer Materials, 151 I. C. C. 613. 
New rates are to be effective not later than February 15. 


Lumber 
No. 22569, Perrine-Armstrong Co. vs. B. & O. et al. By 
the Commission. Complaint dismissed. Rates, lumber, Fred- 
ericktown, O., to Chicago, Ill., and from Mount Vernon, O., to 
St. Louis, Mo., not unreasonable or otherwise unlawful. 


Paper Transit 


No. 22622, Hawley Pulp & Paper Co, et al. vs. A. & R. et al. 
By division 3. Complaint dismissed, Defendants’ failure to 
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permit stopping of cars in transit to complete loading of paper 
and paper products at complainant’s mills in Oregon, Washing- 
ton and California not unreasonable or otherwise unlawful. 


HARRIMAN-LOREE LINE ARGUMENTS 


The Trafic World Washington Burcau 


Arguments were made, November 18, in Finance No. 4741, 
application of the New York, Pittsburgh & Chicago Railroad 
Co., for permission to build a railroad on the line selected years 
ago by the late E. H. Harriman and L. F. Loree, the latter now 
president of the Delaware & Hudson, extending from Easton 
to Pittsburgh, Pa. The argument was based upon the record 
as made on a further hearing. In the examiner’s proposed re- 
port on the first hearing it was pointed out that the record 
was not as full as it might have been and that as it stood the 
Commission would not be warranted in granting the certificate 
of convenience and necessity desired by the applicant. Argu- 
ments for the certificate were made by H. T. Newcomb and 
Henry O. Evans, the former the attorney and the latter the 
president of the applicant corporation. L. F. Loree, whose 
persistence has kept the project alive for many years, was an 
interested listener. Henry Wolf Bikle, general attorney for the 
Pennsylvania, spoke for the opposition which consisted of the 
railroads operating in the territory through which the proposed 
line would be built. 

The applicant came, said Mr. Newcomb, at a period of ex- 
treme depression, the greatest since 1873, seeking permission 
to spend more than $175,000,000 for labor and materials be- 
cause of confidence in the future of the United States and of 
the eastern region. The proposal, he said, was to build a line 
283 miles long in the region of greatest traffic density of the 
highest conceivable operating efficiency. When built, he said, 
it would be the only railroad in the world ever planned and 
constructed according to the highest standard of engineering 
skill to serve a region of the highest traffic density, reducing 
the distance between New York and Pittsburgh by 75 miles 
and the distance between New York and Chicago by about 100 
miles. It would have no grade of more than 16 feet to the mile 
and a summit level of 1,560 feet, in a region where no railroad 
did not have to overcome grades of 65 feet to the mile and 
where the largest volume of traffic was now carried through a 
tunnel at an elevation of 2,160 feet. 

“It will provide a route over which one locomotive will haul 
heavier train-loads than can now be hauled over the Pennsyl- 
vania between Pittsburgh and Altoona by 4 locomotives of the 
same size,” said Mr. Newcomb. 

After calling attention to the fact that the Secretary of 
War had detailed two army officers to testify in behalf of the 
line as a desirable from a military point of view, Mr. Newcomb 
said that opposition from existing railroads was to have been 
expected. All human progress had been made by substituting 
better tools for less efficient tools. A poor man or a poor 
country, he said, had to get along with cheap and inefficient 
tools." Always, he added, the oldest of the relatively inefficient 
tools had objected to the introduction of better tools. 

“If there had been a public authority in the field of illum- 
ination exercising power like that now exercised by this Com- 
mission,” said Mr. Newcomb, “when Thomas A. Edison first 
devised and was ready to market the incandescent lamp, un- 
doubtedly the manufacturers of petroleum products would have 
appeared as protestants. And if such an authority had adopted 
the theory urged by such protestants it would have declared 
that Mr. Edison must not be allowed to manufacture and sell 
his great improvement over the kerosene lamp but that that 
privilege must be reserved for John D. Rockefeller, who had 
already occupied the illumination field.” 

Mr. Newcomb said that the proposed railroad could trans- 
port freight at a cost of 6.5 mills a ton mile and have an operat- 
ing ratio of 40.47 per cent while its rivals would be operating 
on ratios ranging from 70 to 74 per cent and having ton-mile 
costs ranging from 7.1 mills to about 8.75 mills. 

Mr. Evans answered some of the technical objections urged 
later by Mr. Bikle as to the corporate capacity of the applicant 
and called attention to the aid that construction of this rail- 
road would give to the plans of President Hoover for the 
amelioration of the unemployment situation. 

Observing that the name of the applicant was longer than 
its line, Mr. Bikle said that this was an extraordinary applica- 
ee Rg that the applicant did not expect to develop any local 
raffic. 

“Here you have the proposition,” said Mr. Bikle, “of a 
carrier proposing to insert itself as a link in traffic channels 
composed of other railroads thereby increasing the number 
of units engaged in carrying east and west traffic when the 
theory of the law is that the number of units should be reduced. 
All this is to be done .on the theory that the new carrier can 
do the work at less expense than the existing line.” 
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“It has been admitted that there is no legal way whereby 
the existing lines may be compelled to turn any of their traffic 
over to the applicant. That is a necessary admission in view 
of the Subiaco decision. Our friends do not seem to believe 
us when we say we will not give them any traffic.” 

“There is the magnet of $3.38 a train-mile cost,” suggested 
Commissioner Meyer, looking at a chart which had been placed 
on a frame before the Commission’s bench. 

“Ah yes, it is easy to make figures before a railroad has 
been constructed,” retorted Mr. Bikle, who suggested that after 
a railroad had been built the alluring figures disappeared. 

Mr. Bikle examined some of what he said were the 
prophesies of the applicant made five years ago when there 
was an argument on the question. He called attention to the 
fact that an annual growth of traffic amounting to 3 per cent 
was then used in the estimate of the Applicant, while the pres- 
ent estimates were based on an annual increase of 2 per cent. 
That, he suggested, was a serious come down. Figures showed, 
he said, that traffic was not growing as the applicant had sug- 
gested. He attributed failure to grow to the competition of 
waterways, trucks and busses. 

It was all a delusion, Mr. Bikle said, to suggest that the 
existing lines could increase their earnings by turning some 
of their traffic over to the new line which asserted that it could 
haul the traffic at so much lower cost. He said that turning 
traffic over to the new line would cut the gross and net revenues 
of the existing lines. 


PRICE TOO HIGH FOR BELT LINE 


Because it believes that the price of $150,000 the Southern 
Pacific proposes to pay for the Union Belt Railway of Oakland 
in Alameda county, California, is too high, the Commission, by 
division 4, in a supplemental report in Finance No. 6637, South- 
ern Pacific Company proposed acquisition, has denied the 
application of the Central Pacific and the Southern Pacific for 
authority to acquire the property. In Finance No. 6508, the 
Commission heretofore denied an application of the Western 
Pacific seeking authority to acquire the belt line, less than a 
mile long. 


The Commission said the Union Belt property was wholly 
controlled by four industrial concerns, called the proprietary 
interests, whose plants were served by the line. In its conclu- 
sions, the Commission said: 


In our previous report we noted that sale of the Union Belt 
has been a matter of active concern to the proprietary interests 
for some time; traced the negotiations looking to that end—first 
with one and then the other trunk-line carrier; and observed that 
in these negotiations the proprietary interests had never indicated 
a definite purchase price, but evidently entertained a somewhat 
exalted idea of the worth of the Union Belt. 


Since the industries served by the Union Belt require shipping 
facilities which the line provides, and these facilities permit direct 
loading into cars which would not be possible without the line, it 
is clear that the availability of the line is of distinct value to the 
industries concerned. That this element was accorded little weight 
in the appraisals is apparent from the results attained. Certainly 
those results and the proposed purchase price are in marked con- 
trast with the common practice of donation of land for right-of-way 
purposes by concerns desiring industrial track facilities. 

It is not established that the price proposed to be naid by the 
Southern Pacific for the Union Belt Company’s properties is reason- 
able and proper and compatible with the public interest, and our 
approval and authorization of the proposed transaction therefore must 
be withheld. 


SECURITIES OF C. N.S. & M. 


The Chicago, North Shore & Milwaukee Railroad Company 
has filed an answer to the bill of the government, filed several 
weeks ago in the federal court for the northern district of 
Illinois, at Chicago. The complaint of the government asked 
for an injunction restraining the road from issuing or guarantee- 
ing further securities without the permission of the Interstate 
Commerce Commission (see Traffic World, October 11, p. 874). 


In the road’s reply, signed by Charles E. Thompson, vice- 
president, the specific allegations of the government, as to the 
identity of the C. N. S. & M. as a part of the general trans- 
portation system of the country and a railroad coming under 
the specifications of the act, are denied. It is, according to the 
answer, an “electric interurban line.” Its roadbed is not, as 
alleged by the government, designed and built according to 
general steam railroad specification, and there are many parts 
of the road where it is prevented by ordinance and by sharp 
curves from moving freight, or from using steam locomotives. 
Neither is the road a member of the A. R. A., except in the 
sense that it is an associate member, a class of membership, 
the answer states, reserved for those not eligible to regular 
membership. 

The answer goes on to say that less than 24 per cent of 
its gross revenues are derived from freight transportation and 
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less than 9 per cent from interchange freight. Of the freight 
moved, only 39 per cent is carload. 

In conclusion, the answer insists that the road “is not re- 
quired by section 20a to obtain the consent of the In- 


terstate Commerce Commission to issue its securities. . 


RAIL RESEARCH WORK 


Scientific research, ranging from a study of the best methods 
of treating bone fractures to improvements in locomotive con- 
struction, are being conducted by the railroads, according to a 
report submitted to the board of directors of the American Rail- 
way Association at the meeting of the association in New York 
November 19. The report was approved by the organization. 

The railroads, according to the report, are now more active 
in research work than ever before, due to a desire to continue 
“the tremendous strides forward that have been made in the 
past eight years in both safety and efficiency.” 

“Railway officials are resorting more and more to scientific 
research in an effort to devise means of promoting still greater 
efficiency and economy in order to counteract the effect of re- 
duced revenues caused by a falling off in traffic,” said the asso- 
ciation. 

The medical and surgical section, according to the report, 
has been making a study in conjunction with the American 
College of Surgeons with a view of developing the best method of 
treating fracture cases among employes and passengers. A 
report on this subject is expected to be made in the near future. 

The railroads through the American Railway Association 
have also been conducting experiments under actual operating 
conditions to determine what improvements should be made to 
the present system of air brakes now in use on trains. Road 
tests were begun more than one year ago on a division of the 
Southern Pacific in California and are expected to be completed 
about March 1, 1931. Prior to the road tests, laboratory tests 
were conducted at Purdue University. This series of experi- 
ments were begun in 1924 and when completed will have cost 
approximately $2,000,000. 

Due to the increasing use of tank cars for carrying oils, 
gasoline, acids, and other kinds of liquids moving in large 
quantities, the association has just started a series of tests at 
Purdue University to determine what improvements should be 
made in tank car appliances. 

In addition, an investigation has just been started at the 
same university by the rail carriers of devices for the automatic 
connection of air, signal and steam hose between railway cars. 
There are more than forty different devices of this nature and 
these tests will require at least a year. 

In addition, tests are also being made as to means of bring- 
ing about a still greater improvement in the quality of steel 
rails and car wheels, methods of reducing rail wear on curves 
and stresses in railroad track; sanitation in relation to equip- 
ment and coach yards; greater utilization of locomotives and 
conservation of fuel; development of the best preservatives pos- 
sible for cross ties; greater standardization of railroad materials 
and supplies; standardization of various types of freight cars, 
and scores of other subjects, all of which are designed to bring 
about increased safety and efficiency in operation. 





PETITIONS FOR REHEARING, ETC. 


No. 23025, Southard Feed & Milling Co. vs. C. & A. et al. 
Complainant asks for reconsideration, reopening and/or modifi- 
cation of order. 

No. 21345, the Galion Iron Works and Manufacturing Co. 
vs. A. C. L. et al. Complainant asks the Commission to re- 
instate complaint herein and reopen foregoing case for purpose 
of determining amount of refunds due this complainant. 

No. 21144, Williamson-Halsell-Frazier Co. et al. vs. O. S. L. 
et al. Complainants ask for reopening, reargument and further 
consideration. 

No. 17000, Part 3, Cotton, Rate structure investigation. 
Respondents in southwestern territory, for whom F. A. Leland 
and A. C. Fonda, are agents, ask for postponement of effective 
date of orders, and modification of portions of the orders and 
findings. 

No. 16506 (and sub. Nos. thereto), Larabee Flour Mills 
Corporation et al. vs. A. T. & S. F. et al. Complainant, Lara- 
bee Flour Mills Corporation, asks the Commission to issue 
forthwith an order, or orders, for the refund of overcharges 
found to be due this complainant in the decision in this case 
(148 I. C. C. 5). 

No. 21177, Chemical Lime Co., et al. vs. Pennsylvania et al. 
Complainants, in a supplemental petition, ask for reconsidera- 
tion and reargument on record as made. 


No. 22579, Warren Paint & Color Co. vs. C. B. & Q. et al. 


Complainant asks for reconsideration and modification of report 
and order. 
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No. 23042, ‘William B. Wright, et al. vs. O. S. L. et al, 
Defendants ask for reconsideration by entire Commission on 
record as made. 

No. 16327, Texas ‘Portland Cement Co. vs. A. W. et al. 
ga defendant ask for modification of order of June 30, 
1926. 

No. 23818, State Corporation Commission of Virginia vs. 
Pennsylvania et al. Delaware & Hudson moves the severance 
of the complaint in this proceeding. 

No. 23981, North Carolina Hosiery Manufacturers’ Traffic 
Association vs. B. & M. et al. Delaware & Hudson moves the 
severance of the complaint. 

No. 23740, Gates Rubber Co. vs. A. C. & Y. et al., and No. 
23893, Federated Metals Corporation vs. Chicago Junction et al, 
Delaware & Hudson moves the severance of the complaint. 

Fourth Section Applications 13457 et al., Pacific Coast 
fourth section applications, and No. 21918, Los Angeles Chamber 
of Commerce vs. S. P. et al. Los Angeles Chamber of Com- 
merce, complainant in formal case and protestant in fourth 
section applications, asks the Commission to modify its order. 

No. 21570, Abendroth Brothers vs. B. & A. et al. Complain. 
ant asks for reopening therein and reconsideration by division 
3, on record as made. 

No. 23042, William B. Wright et al. vs. O. S. L. et al. De. 
fendants in a supplemental petition asks for reconsideration by 
entire Commission on record as made. 


SUSPENDED TARIFFS 


In I. and S. No. 3535, the Commission has suspended from 
November 20 until June 20 schedules in supplement No. 33 to 
Illinois Central I. C. C. No. E-1689, and other tariffs of various 
carriers. The suspended schedules propose to revise rates on 
bituminous fine coal, in carloads, from Illinois, Indiana and Ken- 
tucky to South Dakota and intermediate territory in North Da- 
kota and Minnesota, resulting generally in increases, of which 
the following is illustrative: 


From Herrin, Ill., rates in cent, 2,000 pounds, to Huron, S. D., 
present 431, proposed 474; Watertown, S. D., present 393, proposed 432. 


In I. and S. No. 3536, the Commission has suspended from 
November 20 until June 20 schedules in supplement No. 33 to 
Illinois Central I. C. C. No. E-1689, and other tariffs of various 
carriers. The suspended schedules propose to revise rates on 
bituminous coal, in carloads, from Illinois, Indiana and Ken- 
tucky to Wisconsin and intermediate territory, resulting gen- 
erally in reductions, of which the following is illustrative: 


From Herrin, Ill., rates in cents a ton of 2,000 pounds, to Beloit, 
hese ent 275, proposed 240; Fond du Lac, Wis., present 325, pro- 
pose 


In I. and S. No. 3537, the Commission has suspended from 
November 20 until June 20 schedules in Jones’ I. C. C. No. 2340 
and Boyd’s I. C. C. No. A-2113. The suspended schedules pro- 
pose to revise the rates on iron and steel articles from points 
in central freight association territory to destinations in Michi- 
gan, Minnesota and Wisconsin, via rail-and-lake and rail-lake- 
and-rail, which would result in many increases and reductions. 

In I. and S. No. 3533, the Commission has suspended from 
November 14 until June 14 schedules in supplement No. 18 to 
J. H. Glenn’s I. C. C. No. A-688. The suspended schedules pro- 
pose to increase the wharfage charges on lumber and related 
articles, at the port of Mobile, Ala., for account of the Mobile 
& Ohio Railroad. The following is illustrative, rates in cents 
per 100 pounds (except as otherwise noted): 


M. & O. R. R. WHARFAGE CHARGES AT MOBILE, ALA. 


Applicable on Present Proposed 


CD. 6. 6.01061.0 0:6: 6046 0 aie esewewberewsneesecenen 3% 1 
TE 5506. 0:9:018 6:50:40: 5 545.5 000:4.006,600 605 000095600008 % 1 
DE SE, Si 0:0.6:59:0:0% 6-46 050 006s 646 60.08 6006464016 00000 % 1 
OPO ro ee er Te rr *15 1 


*Rate in cents per 1,000 feet (equivalent to 4% cent per 100 Ibs.). 


In I. and S. No. 3534, the Commission has suspended from 
November 15 until June 15 schedules in the following tariffs: 
L. D. Chaffee, agent: Supplement No. 20 to I. C. C. No. A-184; 
supplements Nos. 2 and 5 to I. C. C. No. A-216; also tariffs of 
other agents. The suspended schedules propose to cancel pres- 
ent carload rates on sugar via barge-rail routes from New 
Orleans, Gramercy, Reserve and Three Oaks, La.; also Mobile, 
Ala., to points on the lines of various carriers in the southeast, 
and in addition provide for the non-application of class rates 
on sugar. The proposed cancellations and restrictions will result 
in the application of combinations of water and rail rates, thereby 
greatly increasing the present rates. 
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Proposed Reports in I. C. C. Cases 





FRUIT AND VEGETABLE DIVISIONS 


A revision of the Commission’s prior report, 98 I. C. C. 268, 
in No. 14244, Erie Railroad Co. et al. vs. A. & V. et al. has 
been recommended by Examiner E. J. Hoy, so as to bring the 
decision within the scope of the Commission’s jurisdiction as 
delimited by the Supreme Court of the United States in Brim- 
stone R. R. Co. vs. United States, 276 U. S. 104 (48 S. Ct. Rep. 
282). The complaint was brought by the Erie with a view to 
having the Commission prescribe the division, for the eastern 
railroads, out of joint eastbound transcontinental rates on 
fresh fruits and vegetables to the Duane Street station of the 
Erie at New York, N. Y. 

In making its prior report, the Commission, by division 4, 
proceeded upon the assumption that, as the rates had been in- 
creased pursuant to Increased Rates, 1920, 58 I. C. C. 220, 
known as Ex Parte 74, they had been increased pursuant to a 
finding or order of the Commission within the meaning of sec- 
tion 15(6) of the interstate commerce act. It, therefore, made 
its order; dated April 30, 1925, retroactive to September 13, 
1922, the date of the filing of the complaint. The Supreme 
Court, in the Brimstone case, said that the jurisdiction of the 
Commission to establish divisions out of joint rates was limited 
to such rates as were specifically passed upon in proceedings 
before it and that permissive orders and general findings as to 
rates did not confer jurisdiction to make such an order as was 
put forth in the prior report in this case. 

After reviewing cases in which the rates in question were 
involved Hoy said that the Commission should find that the 
joint eastbound transcontinental rates on apples, in straight 
carloads, deciduous fruits, in carloads (other than apples in 
straight carloads), and fresh vegetables, in carloads, to the 
Duane Street station of the Erie at New York, set forth in trans- 
continental I. C. C. No. 1084 supplements thereto and reissues 
thereof, between September 13, 1922, the date of the filing of 
the complaint herein, and June 25, 1925, 30 days after the 
service of the order entered in the prior decision, were not es- 
tablished pursuant to a finding or order of the Commission 
within the meaning of section 15(6) except that the rates on 
peaches, pears, and plums, in baskets, carloads, and on apples, 
in bulk or in baskets, carloads, from points in the Yakima Val- 
ley on and after May 25, 1925, were established pursuant to a 
finding and order within the meaning of section 15(6). 

The Commission, Hoy said, should further find that accord- 
ingly it might not lawfully fix the division retroactively to Sep- 
tember 13, 1922, and that the original order should be modified 
so as to become effective on June 25, 1925, in so far as it 
affected the divisions of joint rates in I. C. C. No. 1084, and 
applicable on apples in straight carloads, on deciduous, carloads 
(other than apples in straight carloads), and on fresh vegeta- 
bles, carloads, except that in so far as it affected the divisions 
of joint rates on peaches, pears, and plums, in baskets, car- 
loads, and on apples, in bulk or in baskets, carloads, originating 
at points in the Yakima Valley as described in Kloeber vs. 
N. P., 96 I. C. C. 487. As to that traffic the Commission’s order, 
Hoy said, should be written so as to become effective May 26, 
1925, thirty days after the issuance of the order in that case. 


PROPOSED REPORTS 


Live Hogs 

No. 22935, North Packing & Provision Co. et al. vs. C. B. & 
Q. et al. By Examiner John McChord. Rates, live hogs, double- 
deck cars, Burlington, Clinton and Muscatine, Ia., Keithsburg 
and Savanna, IIl., to East Cambridge, Worcester and Brightwood, 
Mass., New Haven, Conn., Newark, Harrison and Jersey City, 
N. J., Baltimore, Md., and Harrisburg, Pa., unreasonable, be- 
tween November 1, 1928, and August 1, 1929, to the extent they 
exceeded 59 cents a hundred pounds and a rate of 56 cents a 
hundred pounds to Baltimore, Md., and Harrisburg, Pa. Repara- 
tion proposed. 

Brick, Etc. 

No. 21540, Lexington Board of Commerce vs. C. & O., a sub- 
number, Lous Des Cognets & Co. vs. Same, and I. and S. No. 
3453, clay products from Charleston, W. Va., to destinations on 
L. & N. in Kentucky. By Examiner L. H. Dishman. Upon fur- 
ther hearing, findings in 159 I. C. C. 283, that rate on brick and 
articles taking brick rates, Charleston, W. Va., to Lexington, 
Ky., were unreasonable but not unduly prejudicial, affirmed. 
Proposed increased rates on clay products, from Charleston, 









W. Va., to destinations in Kentucky on L. & N. found justified. 
Order of suspension vacated and proceeding discontinued. 


Common Brick Reparation 
No. 16282, McEwing & Thomas Clay Products Co. vs. C. & 
E. I. et al., and a sub-number, Same vs. C. R. I. & P. et al. By 
Examiner D. C. Dillon. Upon further hearing, amount of rep- 
aration due on shipments of common brick or building block, 
Albion, IIll., to St. Louis, Mo., determined. Former reports, 118 
I, C. C. 211, 148 I. C. C. 527, and 155 I. C. C. 387. 


Iron Mass 


‘ No. 23638, Alpha Lux Co., Inc., vs. Reading et al. By Ex- 
aminer S. V. Markley. Dismissal proposed. Rates, iron mass, 
Port Richmond (Philadelphia), Pa., to St. Paul, Minn., and vari- 
ous destinations in official territory not shown to have been or 
to be unreasonable. Alleged undue prejudice as to destinations 
in New England not sustained. 


Butter, Eggs and Poultry 


No. 22939, Swift & Co. vs. C. & N. W. et al. By Examiner 
Paul O. Carter. Rates, butter, eggs and dressed poultry, in 
straight and mixed carloads, points in the Dakotas, Minnesota 
and Nebraska to Chicago, Ill., since November 1, 1929, should 
be found not unreasonable. Rates on the same commodities 
from points in the described origin territory to destinations east 
of the Indiana-Illinois line should be found to have been unrea- 
sonable since November 1, 1929, to the extent that they have 
exceeded the rates in effect on October 31, 1929, from and to 
the same points. Reparation recommended. 


Cereal Beverage 


No. 23351, Val Blatz Brewing Co. vs. A. T. & S. F. et al. 
By Examiner Charles A. Rice. Reparation recommended on 
finding rates and ratings on Blatz Malt Vivine, in carloads and 
less-than-carloads, were not unreasonable on and after February 
10, 1930, but that they were unreasonable prior to that date to 
the extent that they exceeded, in less-than-carloads, second class 
in official, souhern and western territories, and, in carloads, 
minimum 36,000 pounds, fourth class, in official, fifth class in 
southern, and calss A in western territories. 


Cotton Mill Machinery 


No. 23583, Bemis Brothers Bag Co., Inc., vs. L. & N. et al. 
By Examiner L. J. P. Fichthorn. Recommends reparation and 
waiver of undercharges on finding rate, cotton mill machinery 
and equipment, dismantled, old or used, St. Louis, Mo., to Bemis- 
ton, Ala., unreasonable to the extent it exceeded 61 cents. 


Benzol 


No. 23490, Standard Oil Company of Louisiana vs. F. E. C. 
et al. By Examiner Michael P. Corcoran. Recommends that 
defendants be authorized to waive collection of outstanding 
undercharges on finding that the applicable rate on benzol, 
North Baton Rouge, La., to Key West, Fla., for export, was 84.5 
cents and that that rate was unreasonable to the extent that 
it exceeded 70 cents. 

Cotton Piece Goods 

No. 23221, Crown Overall Manufacturing Co. et al. vs. M. & 
O. et al., and parts of fourth section application Nos. 2138, 1563, 
1572, 2045, and 2043. By Examiner Paul G. Thompson. Rate, 
cotton piece goods, any quantity, Stonewall, Miss., to Cincinnati, 
O., unduly prejudicial to Stonewall and unduly preferential of 
Mobile, Ala., New Orleans, La., Natchez, Magnolia, Fernwood, 
and Mc Comb, Miss., to the extent it exceeded or may exceed 
contemporaneous rates on cotton piece goods from the pre- 
ferred points. New rates recommended. Reparation proposed 
to be denied; also fourth section relief. 


Dressed Poultry 


No. 18564, Cudahy Packing Co. et al. vs. B. & O. et al. By 
Examiner Charles W. Berry. Upon further consideration rec- 
ommends rates on dressed poultry, carloads, Sioux City, Ia., to 
New York, N. Y., and other eastern destinations be found ap- 
plicable on some shipments and inapplicable on others. Rec- 
ommends that some shipments be found to have been misrouted 
and that reparation be awarded. Original report, 160 I. C. C. 
328. Berry recommended that the Commission find that the 
rates assessed were applicable on shipments originating at 
points on the C. M. & St. P., C. & N. W., and C. B. & Q., de- 
scribed in this report as being embraced in group 1; also that 
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the Commission further find that the applicable rates on ship- 
ments originating on the Illinois Central, described as originat- 
ting in group 2, were combinations made on Henderson, Ky., 
under the principle of Rule 5(b) of Tariff Circular 18-A. 


Cotton Hosiery 


No. 22979, Marshall Field & Co. vs. Wabash. By Examiner 
L. J. P. Fichthorn. Proposes finding that less-than-carload rate, 
cotton hosiery, St. Louis, Mo., to Chicago, Ill., from December 
1, 1925, to November 14, 1928, was inapplicable; that the ap- 
plicable rate during that period was 61 cents; that on and 
after November 15, 1928, the rate assailed was, is, and will be 
unreasonable and in violation of the fourth section as alleged 
to the extent that it exceeded, exceeds or may exceed 64 cents. 
Reparation proposed. 

Fuller’s Earth 


No. 22906, Barnsdall Refineries, Inc., vs. Midland Valley et 
al., two sub-numbers, Midcontinent Petroleum Corporation vs. 
S. A. L. et al., Champlin Refining Co. vs. Atlanta & St. Andrews 
Bay et al., and No. 23060, Root Refining Co. vs. M. & O. et al. 
By Examiner W. A. Disque. Rates, fuller’s earth, carloads, 
points in Georgia and Florida to destinations in Arkansas and 
Oklahoma, unreasonable, except from Superior, Fla., since July 
14, 1928, to the extent they exceeded or may exceed class E 
rates, named in column No. 17% in Consolidated Southwestern 
Cases, 123 I. C. C. 203, minimum 60,000 pounds; and from Su- 
perior to the same destinations to the extent they exceeded or 
may exceed those just mentioned by more than 90 cents a net 
ton. Reparation and new rates proposed. 


Pig Iron 


No. 23754, E. D. Jones & Sons Co. vs. New York Central et 
al. By Examiner Paul R. Naefe. Shipments, pig iron, Harriet, 
N. Y., to Pittsfield, Mass., misrouted by New York Central. 
Reparation proposed. 

Petroleum Products 


No. 23622, Grant Co-Operative Oil Co. vs. A. T. & S. F. et 
al. By Examiner C. J. Peterson. Rates, gasoline and other 
refined petroleum products, Casper and Glen Rock, Wyo., to 
Grant, Neb., not unreasonable or otherwise unlawful. Rates, 
like products, points in Kansas, Oklahoma and Texas, to Grant, 
Neb., unreasonable to the extent they exceeded or now exceed 
48 cents from midcontinent group 2, 52 cents from group 3, 
and 56 cents from the Ranger, Tex., group. Proposed that the 
Commission further find that for the future rates will be unrea- 
sonable to the extent they may exceed 47 cents from group 2, 
50.5 cents from group 3, and 54.5 cents from the Ranger group. 


Reparation proposed. 
Bituminous Coal 


No. 23538, Locher & Co., Inc., vs. C. & O. By Examiner F. 
A. Clifford. Rates applicable prior to September 8, 1930, 
bituminous coal, mines on the Chesapeake & Ohio in the New 
River and Kanawha districts of West Virginia to Locher, Va., 
proposed to be found unreasonable to the extent they exceeded 
the present rate of $2 a net ton from the New River and $2.10 
from the Kanawha district. Reparation proposed. 


Drag-Line Excavator 


No. 23709, Smith Brothers, Inc., et al. vs. L. & N. et al. 
By Examiner Carl A. Schlager. Carload rate, one drag-line ex- 
cavator, Boyette, Fla., to La Fruta, Tex., inapplicable. Proposed 
to be found that class N rate to Jacksonville, Fla., as a factor 
was applicable. Reparation proposed. 


FINANCE APPLICATIONS 


Finance No. 8558. Chicago, Indianapolis & Louisville Railway Co. 
asks authority to issue nominally $457,000 of first and general mortgage 
5 per cent gold bonds and to pledge and repledge them for short term 
notes. 

Finance No. 8560. Mobile & Ohio Railroad Co. asks authority to 
issue and sell $5,000,000 of 5 per cent secured gold notes and to issue 
and pledge $6,000,000 of refunding and improvement 5 per cent mort- 
gage gold bonds therefor. The notes have been sold to J. P. Morgan 
& Co. at 96% and interest, subject to the approval of the Commission. 
The proceeds are to be used to retire $4,000,000 of St. Louis & Cairo 
4 per cent bonds and to reimburse the company’s treasury. 

Finance No. 8561. New York Telephone Co. and Pioneer Telephone 
Co. of Clarence ask approval of Commission of acquisition by former 
of property of latter in Erie county, N. Y. 

Finance No. 8569, application of Baltimore & Ohio Railroad Co. 
for authority to abandon operation over the Washington, Baltimore 
& Annapolis Electric Railroad from a point on its Washington branch 
near Fort George C. Meade Junction, Md., to a point near Rogue 
Harbor Run, Md., a distance of about 4.2 miles. The operation de- 
sired to be abandoned was that established in war time to enable 
the applicant to serve a military camp. 

Finance No. 8536. City of Panama City, Fla., and the Atlanta & 
Saint Andrews Bay Railway Co. ask authority to complete construc- 
tion and operation of approximately 41%4 miles of line from Millville 
Junction to Bay Harbor, Fla., in connection with development of the 
port at Panama City. 

Finance No. 8566. Algers, Winslow & Western Railway Co. asks 
authority to issue and sell $250,000 of first mortgage 6 per cent gold 
bonds at 95 to the Guardian Trust Company of Cleveland, Ohio; to 
issue $252,000 of general mortgage 6 per cent sinking fund gold bonds 
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and to issue 5,000 shares of non-par common capital stock in connec. 
tion with the construction and acquisition of lines in Pike county, Ind, 

Finance No. 8567. Osage County & Santa Fe Railway Co. asks 
authority to issue first mortgage bond for $1,800,000 and deliver jt 
to the A. T. & S. F. in satisfaction of an equal amount of indebted. 
ness to that company. 

Finance No. 8562. Western Maryland Railroad Co. asks authority 
to abandon a branch line extending from Gahanhurst to Weaver 
W. Va., approximately 3 miles. , 

Finance No. 8486. Supplemental application of Pennsylvania Rail- 
road Co. for authority to construct and operate a connecting track 
between the Terre Haute & Peoria and the N. Y. C. & St. L. at 
Farmdale, Il. 


UNCONTESTED FINANCE CASES 


Supplemental report, and amendatory certificate and order, in F, 
D. 6229, (1) authorizing the Pittsburgh & West Virginia Ry. Co. to 
operate over a track of the Pittsburgh, McKeesport & Youghiogheny 
R. R. Co. at Connellsville, Pa.; and (2) amending original report 
and certificate (138 I. C. C. 755) so as to authorize change of route 
for . of approximately 7 miles in Fayette county, Pa., ap- 
proved. 
_._ Report and order in F. D. No. 8541, authorizing the Baltimore & 
Ohio Railroad Company in Pennsylvania to issue, from time to time, 
not exceeding $95,012.50 of capital stock, consisting of 1,900% shares 
of the par value of $50 each, to be exchanged, par for par, for an 
equal amount of capital stock of merged companies, approved. 

Report and certificate in F. D. No. 8493, authorizing the Atchi- 
son, Topeka & Santa Fe Ry. Co. to operate under trackage rights 
over a part of the line of the Peoria & Pekin Union Ry. Co. in Taze- 
well county, IIll., approved. 

_ Amended report and order in F. D. No. 8426, authorizing the 
Michigan Central R. R. Co. and the New York Central R. R. Co. io 
acquire control, by lease, of the railroad and properties of the Lan- 
sing Manufacturers’ R. R., approved. 

Report and order in F. D. No. 8540, authorizing the Pittsburgh 
& West Virginia Ry. Co. to issue at not less than par not exceeding 
$4,000,000 of unsecured short-term notes at a rate of interest not to 
exceed 4% per cent per annum in connection with the construction 
of the applicant’s Connellsville and Donora extensions, approved. 

Report and certificate in F. D. No. 8507, authorizing the St. Paul 
& Kansas City Short Line R. R. Co. to abandon and the Chicago, 
Rock Island & Pacific Ry. Co. to abandon operation of part of a 
branch line of railroad in Lucas county, Iowa, approved. 


HOCH-SMITH GRAIN 


The Commission, in fourth section order No. 10490, issued 
in answer to application No. 14189, filed by E. B. Boyd, H. G. 
Toll and F. A. Leland, has authorized the carriers to establish 
rates on grain and grain products ordered by it in No. 17000, 
part 7, Hoch-Smith grain, on the existing basis in so far as the 
fourth section is concerned. The order in respect of grain and 
grain products is similar in character to No. 10470, giving the 
carriers relief in respect of class rates ordered by the Com- 
mission in No. 17000, part 2, western class rates. (See Traffic 
World, November 8, p. 1144.) In other words, the Commission 
gives what is colloquially known as “wide open” relief so that 
the rate structure prescribed by the Commission may be sub- 
stituted for the rate structure now in existence, without any 
change in so far as fourth section relief is concerned except 
as the present relief is limited by the findings in the grain 
decision itself. 

The Louisville (Ky.) Board of Trade in No. 17000, part 7, 
grain and grain products, has asked the Commission to modify 
that portion of its report and order of July 1, 1930, prescribing 
on grain and grain products rates of 9 cents a hundred pounds, 
Kansas City, Mo., to St. Louis, Mo., and 16 cents, Kansas City 
to Memphis, and a differential of 4 cents, Omaha, Neb., over 
Kansas City to St. Louis, and 6 cents, Omaha over Kansas City, 
to Memphis, so as to require carriers to maintain rates to and 
via Louisville that will result in continuance of existing equaliza- 
tion of through rates via Louisville with the rates applicable via 
Memphis until the situation can be dealt with in No. 17000, part 
7A, grain and grain products to and within southern territory. 

The. Ogden (Utah) Grain Exchange has asked the Commis- 
sion to postpone the effective date of the order in No. 17000, 
part 7, to July 1 because of the effect of the reduction of rates 
January 1 on grain on hand. 


CHANGES IN DOCKET 


Hearing in No. 22907, Illinois Silica Sand Traffic Associa- 
tion vs. A. C. & Y. Ry. et al. (and cases grouped therewith), 
industrial sand cases, 1930 (adjourned hearing), No. 23889, 
Industrial Silica Corporation vs. A. & B. B. R. R. et al., No. 
23930, American Minerals Corp. et al. vs. A. C. & Y. Ry. et al. 
No. 23936, Whitehead Bros. Co. et al. vs. B. & A. R. R. et al. 
No. 23912, Malleable Iron Range Co. vs. A. A. R. R. et al., and 
No. 23897, H. B. Smith Co. vs. N. Y. N. H. & H. R. R. et al. 
assigned for November 21, at Chicago, before Examiner Fuller, 
was canceled and reassigned for January 13, at Chicago, be- 
fore Examiner Fuller. 

Hearing in No. 23553, Apache Powder Company against S. 
P., and No. 23730, Apache Powder Company vs. C. R. I. & P. 
et al., assigned for November 21, at Phoenix, Ariz., before Ex- 
aminer Hagerty, was postponed to a date to be hereafter fixed. 

Hearing in No. 23627, Abrahams & Co. et al. vs. C. & O. Ry. 
et al., assigned for November 21, at Huntington, W. Va., before 
Examiner Fleming, was canceled and reassigned for November 
29, at Huntington, W. Va., before Examiner Fleming. 
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November 22, 1930 


N. A. R. U. ©. CONVENTION 


(By A. E. Heiss, Staff Correspondent, Charleston, S. C.) 











HARVEY H. HANNAH 





Harvey H. Hannah, chairman of the Tennessee commission, 
newly elected president of the National Association of Rail- 
road and Utilities Commissioners, is the state commissioner 
with the record of longest continuous service. For twenty-four 
years he has been a member of the body of which he is chair- 
man. Inasmuch as he is young looking and has just been elected 
for another term of six years, the probabilities are that it will 
be many years before a rival record is set up. 

At home they call the new president General Hannah. He 
has served as adjutant general of the state. In his youth he 
was private secretary to his uncle, Governor “Bob” Taylor. 
But he had more than civilian service in the military branch of 
Tennessee. He was in the war with Spain and served as a 
military governor in Cuba. As an orator he is of such power 
that he has been over the United States as the representative 
of the Democratic national committee in several campaigns. 
Remembering that his uncle, the governor, was in great demand 
as a lecturer as well as a political speaker, it might be suggested 
that oratory runs in the family. 








Natural gas caused a flare-up—in fact, two of them—at the 
first evening session of the forty-second annual convention of 
the National Association of Railroad and Utility Commissioners. 
(See Traffic World, Nov. 15, p. 1221.) The first came when the 
committee on service of public utility companies, by its chair- 
man, Thomas E. McCay of the Utah, presented its report. The 
second came when E. V. Williamson of the West Virginia com- 
mission submitted the report of the committee on statistics and 
accounts of public utility companies. 

Trouble came when Chairman McKay said: “Of course, 
much of the gas thus being transported is being carried in inter- 
state commerce, and because of this additional service being in- 
volved in interstate commerce, it may be argued by the pro- 
ponents of federal bureaucracy that it is an additional reason 
for federal regulation of all public utility service. The fact is, 
however, that the various state commissions are quite alive to 
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the proper regulation of this service, as well as others, which 
involve transportation of their products in interstate commerce, 
and all are very confident that proper, adequate regulation can 
be had through state commissions.” 

Objections to those declarations were made by Charles D. 
Shukers and Clinton H. Montgomery, of the Kansas commission, 
and Frank P. Morgan, of the Alabama commission. They dis- 
agreed with the proposition that the state commissions could 
take care of the situation. They were so insistent that federal 
legislation was needed to enable the public to cope with the new 
industry, involving an estimated investment of about $750,- 
000,000, that the association sent the report back to the com- 
mittee to have it re-written. The result of the re-writing was a 
complete reversal. The committee then announced the con- 
clusion that the states had not adequate power. The quoted part 
of the committee report was re-written so as to have the asso- 
ciation say, by receiving and printing the report, that the states 
have not adequate power and that the committee urges federal 
legislation so as to control the price “at which the gas pipe 
lines sell the gas to the distributing companies.’”’ The committee 
report contains the definite recommendation that “we urge Con- 
gress to enact appropriate legislation to control the interstate 
transportation of gas.” 

The second eruption took place when J. Wade Coffman, 
chairman of the West Virginia commission, moved that the 
association adopt a scheme for natural gas accounting which 
was carried in the Williamson report in addition to receiving 
and printing the report. 

James S. Benn of the Pennsylvania commission objected and 
argued so earnestly against such action that it went over to 
the next day. Carl E. Jackson, general counsel for the American 
Gas Association, upon invitation of President Webster, who was 
presiding, made the point that many of the big natural gas 
companies had not been heard on the subject. The debate over 
the subject lasted long, President Webster finally sending the 
subject over to the next day. It was adopted the next day on 
a roll cal. 

After the association had gone on record as being of the 
view that the state commissions had not the power to deal with 
natural gas pipe lines and the transportation of gas across state 
lines, Alexander Forward, managing director of the American 
Gas Association, a former member of the association from Vir- 
ginia, made an address the burden of which was that it would 
be but another case of the camel putting its nose into the tent 
if the federal government were asked or permitted to have 
anything to say about the regulation of gas companies having 
interstate pipe lines. 


Senator Smith Speaks 


Senator Ellison S. Smith of South Carolina, ranking Demo- 
crat on the Senate committee on interstate commerce, who 
has the distinction of having been chairman of that committee 
once while the Democrats controlled the Senate and once when 
the coalition of irregular Republicans and Democrats would not 
have the late Senator Cummins of Iowa as chairman, con- 
gratulated the association on its good taste in coming to Charles- 
ton and commented facetiously, not only on the gas row but on 
other foibles of state commissioners and those who had appeared 
before the senate committee. 

“I’m not going to discuss this natural gas question,” said 
he, “though I am a member of a body that has pipe lines of its 
own that it has never submitted or ever will submit to the 
control of the Interstate Commerce Commission.” 


Invention, he said in the course of a lot of philosophic re- 
flections, had resulted in so much money in the United States 
that the people were going bankrupt, so much cotton that they 
were going naked and so much wheat that they were starving. 
He declared that the country was trying to run things on a horse 
and buggy basis in an industrial age, but he did not explain 
what he meant by that. Another declaration was that the United 
States were trying to operate on a $5 a day basis in a world 
that, unfortunately, was on a fifty cents a day basis, his sug- 
gestion being that that was an impossible feat bound to bring 
disappointment. Although he saw the internal combustion engine 
making as great a revolution as the steam engine he declared 
that the railroad would survive, which the stage coach and the 
sailing ship had not been able to do. 

In the report of the committee on intercorporate relations, 
written by John F. Shaughnessy of the Nevada commission, it 
was declared that the practice of the state commissions was to 
allow management fees to holding companies only where services 
of management were performed. 

Paul A. Walker, in presenting the report of the committee 
on federal and state cooperation, made what he called a per- 
sonal observation to the effect that he hoped that at the next 
convention the question of cooperation would be made a special 
order so there might be a general discussion to the end that 
there might be more progress in that matter than that made 
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by the submission of reports that were made parts of the record 
but not discussed. 


Motor Vehicle Regulation 


An argument in favor of the Iowa motor truck regulation 
statute was made by Joseph H. Hays of Sioux City, Ia., author of 
that legislation which provides for mandatory issuance of cer- 
tificates permitting operation of trucks when the applicant 
shows a willingness to comply with conditions precedent, with- 
out regard to public convenience and necessity. The law was 
written and framed by the Iowa Truck Owners’ Association, for 
which Mr. Hays was speaking, as part of the program of the 
truck owners for the cleaning of their own house. 

Mr. Hays said that if there could be accurate statistics of 
ton-miles produced by the railroads and by the trucks he be- 
lieved the tonnage operations of the trucks would compare 
favorably with those of the railroads. The irregular truck 
carrier was the recipient of his particular attention. That was 
the one which offered to carry anything anywhere over the 
3,600,000 miles of highways, which, he pointed out, had cost 
billions. His thought was that, inasmuch as the contract carrier 
could not be regulated, owing to the decision of the Supreme 
Court of the United States in the Frost case, the better part 
of wisdom, for the railroads, for the state regulating bodies and 
for the operators of trucks over regular routes, was to under- 
take the regulation of the irregular carrier through advice from 
the commissions, the owners of other classes of truck carriers 
and the railroads to the end that John Smith, the operator of 
one or two units, might be informed as to the risks he was taking 
and the things that he should do before he invested his money 
in one or more units. 

Ralph Budd, of the Great Northern, and Carl R. Gray, the 
younger, vice-president and general manager of the Omaha road, 
he thought, were the most enlightened railroad executives on 
the truck situation. He particularly liked, he said, the atti- 
tude of Mr. Gray, which, as reported by him, was that he, 
Gray, was a merchandiser of transportation whose business 
was to have on his shelves what the public desired to 
buy even to the extent of considering the embarkation in barge 
line transportation if any one showed an interest in buying it. 
Mr. Hays asked what was to become of the railroad answering 
his own question by saying that there was a place for it, per- 
haps managed in the manner indicated by the Gray idea. To 
restrain truck competition to protect the stockholders of rail- 
roads, he said, would be uneconomic and that the thing for the 
railroad to do was to go into the truck business as it had gone 
into the bus business, as a merchandiser of transportation. He 
quoted hog transportation figures, based on Sioux City operations 
to show that of the 1,895,770 hogs brought to that market in 
1929, 1,340,715 were brought there by truck and that more than 
half of all the animals brought to that market in 1929 were 
brought in by trucks. 


Certificates based on convenience and necessity, Mr. Hays 
said, were so conditioned chiefly because of the grant of the 
right of eminent domain to common carriers by railroad so as to 
make sure that the condemnation of private property was war- 
ranted by the public convenience and necessity. In the case of 
motor trucks upon the highway there was no such condemnation 
of private property, hence, he said, the reason for the rule having 
disappeared, the rule itself had to fall. 


The vaulation committee presented the bulletin, No. 124, 
issued by John E. Benton, the association’s general solicitor, 
devoted mostly to the Howell bill, S. R. 4005, as its report on 
valuation. 

O. P. B. Jacobson, chairman of the Minnesota commission, 
addressed the association on the millennial celebration of the 
Althing, parliament of Iceland, which he attended as one of the 
five representatives of the United States. He made it as a 
valedictory, expressing the thought that perhaps this would be 
the last convention of the association he would attend. 


Government in Business 


J. W. McArdle, chairman of the Indiana commission, ad- 
dressing the association on government and municipal opera- 
tion of utilities and other properties, attributed some of the 
present unemployment to the fact that the government of the 
United States was engaged in business. He said he was opposed 
to government ownership and operation as wrong in principle 
and unfair to tax payers who were taxed to make up the 
deficits of such things as the Alaska railroad and the government 
barge line, which only a part of the people could use. 

“We can’t all move down to the Warrior River, said the 
speaker, who observed that the federal Commission, when it 
made rates for the barge line did not base them upon cost, but 
only upon the theory that water transportation could be per- 
formed at a profit with rates about 80 per cent of the all-rail 
rates. Operations of the government in behalf of the farmers 


in the purchasing of wheat the speaker mentioned as one of the 
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private business operations in which the government was en. 
gaged. He said he had himself been a buyer of grain for many 
years and had to pay taxes while the government paid no taxes 
upon the property it used in competing with its own citizens, 
The railroads, he observed, would pay about $420,000,000 in 
taxes this year on property they used in competition with the 
barge lines. 

“Let the government get out of business,” said Mr. McArdle, 
“and the sun of prosperity will shine again.” 


Railroads and Motor Vehicles 


Although not so denominated, an address by L. R. Powell, 
Jr., president of the Seaboard Air Line, was taken as the railroad 
answer to the claims and desires of the motor vehicle as rep- 
resented in the address of Mr. Hays. In that address Mr. Hays 
was regarded as speaking for all trucks, although he was, in 
name, urging most largely the cause of the irregular truck oper- 
ator who offerd to carry anything for anybody at any time. The 
Iowa statute, of which Mr. Hays was the framer in large part, 
requires a certificate permitting operation of trucks to anyone 
complying with the easy conditions without any finding of public 
convenience and necessity by the regulating body. Mr. Hays sug. 
gested that the railroads might meet the challenge of the bus 
and truck by themselves going into transportation by motor 
vehicle. 

Mr. Powell frankly headed his address “Highway Motor 
Transportation vs. Transportation by Rail.” His fundamental 
conception was that there could be no competition of the sort 
the American people desired unless the new form of trans. 
portation could displace the older form by carrying on com- 
petition under like conditions and in like circumstances. He 
pointed out the many obligations placed upon railroads which 
had not been imposed on the truck, particularly the free use of 
the highways, freedom from the necessity of obtaining a cer- 
tificate of public convenience and necessity, freedom from the 
burden of separating grades, freedom from the obligation of 
limiting the hours of work by truck workers, freedom of the truck 
to pick and choose what it would haul and freedom from the 
requirement placed on railroads that they maintain and operate 
passenger and freight stations. 


“America owes much to her railroads,” said Mr. Powell. 
“They have been pioneers in the development of her natural 
resources and until recent years have provided the principal 
means for carrying on her commerce. Their destiny has not 
yet been achieved. The railroads seek no special privileges or 
preferred consideration. They do ask what they are sure a 
fair-minded public, when it understands the truth, will grant 
them, that there shall be no discrimination against them and 
that there shall be applied to their present situation the time- 
honored American motto ‘Equal opportunities to all—special 
privileges to none.’ Speaking for myself, and I believe I voice 
the sentiment of the American railroads, I beg to state that 
under such conditions we will accept the challenge of any 
competitor and in the arena of commerce cross swords with 
any foe.” 


With the birth of the motor-driven vehicle and the building 
of modern roads, Mr. Powell said, there had come into being 
a use of the highways which was never contemplated by our 
forefathers and as to which there had been little intelligent 
progress in respect to legal control and regulation. He said 
that if there were nothing more involved in the situation than 
the entrance of a new Chester into the field of competition, 
the railroads might well leave it to be settled according to the 
doctrine of the survival of the fittest. In such a contest, he 
said, it was to be presupposed that the victor could supplant 
the vanquished, both in efficiency and cost, with every character 
of services rendered by the vanquished and that neither con- 
testant would be hampered by conditions, rules or restrictions 
that did not apply to both. 

“Under existing conditions no such contest is possible,” said 
Mr. Powell, “nor can the motor vehicle step into the shoes 
of the railroads and serve in its entirety the shipping require- 
ments of the public. 

“Tested by its present state of development and so far as 
can be seen by its future possibilities, it can do no more than 
cripple its competitor and create a condition where the latter 
will be faced with the alternative of either rendering inadequate 
and unsatisfactory service, or of increasing its charges for that 
portion of the service which it alone can economically perform.” 

The speaker’s object was to point out the conditions which 
made it impossible for the railroads to accept the challenge, by 
reason of the restraints, burdens and limitations, most of them 
legal, he said, that were imposed upon the railroads but not 
upon the motor vehicle, namely, the railroads’ expense of pro- 
viding and maintaining its highway, while the motor vehicle 
used the improved roads, without cost to them, provided by the 
public. The railroads, he pointed out, never were given the 
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free use of streets in the cities, while, on the other hand, the 
motor vehicles not only had free use, but destroyed them, with- 
out paying one penny for the privilege; the fixing of rates for 
the railroads by public authority with service as well as rates 
regulated, while the motor vehicle was largely the master of its 
own rates and services; the public regulations as to the qualifi- 
cations of the operatives on the railroads; the fixing of wage 
scales to a considerable extent by public authorities, while the 
motor vehicle was permitted to employ men (at insignificant pay 
in comparison with the wages of railroad employes), whose 
only qualifications were ability to step on a gas accelerator, 
turn a weel and toot a horn; safety requirements fixed by law; 
and the right of the motor vehicle to choose what it would 
carry, While the railroads had to haul stone or anything else 
offered by the public because they were real “common carriers.” 


In addition to freedom from the requirements of a showing 
of public convenience and necessity of the motor vehicles, Mr. 
Powell pointed out, the great difference in the taxation burdens 
carried by the two forms of transportation. Quoting F. J. Liss- 
man as authority for it, Mr. Powell said that the railroads paid 
about five and a half times as much in taxes as the motor 
vehicle, on dollar for dollar of property investment. 


Mr. Powell expressed the opinion that the motor vehicle, 
competing for traffic not large enough to support both systems, 
could be controlled in no way except through the medium of 
statutory regulation and taxation. 


“Why should the motor carrier vehicle operated for private 
gain not pay a fair and adequate price for the use of facilities that 
have been provided out of public moneys,” asked Mr. Powell, 
“and why should not that price have some relationship to the 
cost and maintenance of these facilities which it uses? And 
in the imposition of further taxes upon it, why should not our 
legislative bodies seek to bring about, as far as humanly pos- 
sible, a parity in this respect between motor carriers and our 
railroads to the end that on approximately equal ground, with 
comparatively equal burdens, they may compete for the com- 
merce of the nation?” 

The address of Mr. Powell was put forward on account of 
the failure of a number of speakers and committees to be pre- 
pared to go forward on the afternoon of the second day, Mr. 
Powell being scheduled to speak on the afternoon of the third 
session. Reports of the committees on legislation, setting forth 
the status of measures before Congress and the position taken 
by the association in respect of them, of the committee on 
motor vehicle transportation, the committee on uniform regu- 
latory laws and the committee on generation and distribution 
of electric power were presented and disposed of in accordance 
with the routine—that of acceptance for placing in the record. 


Amos A. Betts, of the Arizona commission, chairman of the 
committee on motor transportation, presented figures, heretofore 
published by truck and bus statisticians, showing the growth of 
motor vehicle transportation. That committee said it was of 
tne opinion that the adoption of a uniform code by the states 
would be the strongest possible move in the achievement of 
a desire for the regulation of motor vehicle transportation. 
The committee recommended that the convention go on record 
in favor of such legislation. 


Resolutions Adopted 


The executive committee reported resolutions which were 
adopted indorsing H. R. 10288, commonly called the Parker- 
Couzens bill, now pending before the Senate, but not any of 
the amendments that have been proposed; the creation of re- 
gional committees of experts to deal with telephone deprecia- 
tion; opposing any form of federal legislation proposing the 
enlargement of federal authority by the creation of new agencies 
or the extension of the authority of present agencies, whereby 
the regulatory authority of the state commissions would be 
interfered with in fields in which they were now adequately 
functioning; the adoption of amendments to the interstate com- 
merce act so that an electric railway might be able to determine 
whether it was subject to state or federal jurisdiction in the 
matter of certificates of convenience and necessity and so that 
state authorities might know the extent of their powers over 
such matters; and relating to the Howell bill and to sections 
15a and 19a of the interstate commerce act. In addition, the 
convention adopted a resolution offered by Paul A. Walker, of 
the Oklahoma commission, limiting the first two and a half days 
of the next session to the presentation and discussion of reports 
of committees, thereby eliminating addresses, except of welcome 
and response thereto, until after the business of the association 
had been transacted. The convention then adjourned to 
Columbia, S. C. The preamble and resolutions in respect of 
the Howell bill and sections 15a and 19a follow: 


Whereas, this association by resolutions adopted in its annual 
convention held in 1921, and in five annual conventions since that 
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year, has condemned the rate-making provisions of Section l5a of 
the interstate commerce act as uneconomic and unsound, and, 

Whereas, the imposition of rates which will enable some carriers 
“to receive a net railway operating income substantially and un- 
reasonably in excess of a fair return upon the value of their railway 
property” is not justified by the fact that some other carriers may 
earn less than a fair return, and, 

Whereas, the taking away from carriers which are thus per- 
mitted to exact income “substantially and unreasonably in excess 
of a fair return” of a portion of that return, as is now attempted 
by the recapture provisions of Section 15a, is not of benefit either 
to shippers or to those railroads which fail to earn a fair return. 

Therefore, be it resolved, that this association reaffirms its atti- 
tude heretofore expressed respecting said Section l5a: 

Resolved, further, that this association is opposed to the re- 
capture provisions of the Howell bill. 

Resolved, further, that this association recognizes that the pro- 
visions of paragraph (f) of Section 19a, which directs the Interstate 
Commerce Commission ‘from time to time’ to make revaluation of 
all the railway properties of the United States “in like manner” as 
such properties were originally valued under Section 19a, are im- 
practicable, and that it is impossible to make any revaluation within 
such period of time as to accomplish the original purpose of said 
paragraph (f), and, 

Resolved, further, that it is the opinion of this association that 
such changes in the law should be made as may be necessary to 
relieve the Interstate Commerce Commission from the duty to revalue 
the property of carriers subject to the interstate commerce act 
“from time to time’ and ‘‘in like manner’ as such property is 
required to be valued under Section 19a,* or under subparagraph (b) 
of paragraph (6) of Section 5 of the interstate commerce act, but 
without in any way diminishing the power of the Interstate Commerce 
Commission to keep informed as to the capital investment of the 
carriers and as to changes in the property of carriers, by requiring 
reports to be made by carriers which shall show such changes, and 
= cost — and by inspection of carrier properties, accounts, 
and records. 


Trip to Columbia 


The convention was brought to an end at Columbia, the 
capital of South Carolina. The convention took a bus trip to 
the capital, which was not altogether pleasant because rains 
throughout the week had made some of the clay roads that had 
to be used for a forty-mile detour not the best for such a trip. 
The chief objects of the adjournment to Columbia were to en- 
able Governor Richards, a former member of the association, 
to give a formal welcome which he had been unable to give at 
Charleston and to give the members a view of a power devel- 
opment near Lexington, S. C., where a lake covering 76 square 
miles of territory, behind what is said to be the largest earth 
dam in the world, is being created. The dam is about two 
miles long and creates a head of water about 200 feet high. 


Governor Richards did more than pronounce a flowery wel- 
come. Although in Charleston R. Goodwyn Rhett, one of the 
former presidents of the Chamber of Commerce of the United 
States, spoke of the motor truck as an instrument for the 
restoration of the prosperity of Charleston, the governor flatly 
said that the motor vehicle was not fairly competitive with 
either the electric or the steam railroad. 

“We must preserve our electric and steam railroads,” said 
the governor. “Trucks and busses are not fairly competitive 
with our railroads and the competition must be made fair. The 
motor vehicle has its uses but we must preserve our railroads.” 

Calling on the representatives of the state commissions to 
preserve the rights of the states Governor Richards said that 
the railroad legislation of 1920 should be either repealed or 
radically amended, for the removal of the threat of concentra- 
tion of power in Washington and the elimination of the rights 
of the states. Encroachment of federal power on the rights of 
the states, in his opinion, was the most serious threat in our 
life at this time. 

The South Carolina commission, which had charge of the 
comfort and entertainment of the members of the association at 
Charleston, brought its work to a climax with a dinner to the 
members of the association with enough Charlestonians added to 
give every guest a guide. Commissioners Blease, Coney and 
Nance composed the committee charged with primary respon- 
sibility, but Chairman McAdams and other commissioners were 
hearty volunteers in the work of entertainment. 


Addresses at Dinner 


Mr. Rhett was the principal speaker at the dinner on behalf 
of the hosts and H. H. Harrah on behalf of the visitors. The 
association presented a watch to Charles Webster, its retiring 
president and large vase to Mrs. Webster. 

Accounting for the present relatively low commercial estate 
of Charleston, Mr. Rhett said, were several swirling currents in 
which one of them was floating the fact that Charleston was 
still paying interest on bonds issued in aid of pioneer railroads, 
all of which had passed into the hands of systems interested in 
hauling freight north and south to ports other than Charleston 
and the failure of the vision of Robert Y. Hayne, antagonist of 
Daniel Webster, which called for an east and west railroad link- 
ing the great lakes with Charleston via the Ohio River cross- 
ings. That failure was due, in part, to the rivalry between 
Hayne and Calhoun, the latter favoring an east and west road 


*Either under said paragraph (f) of said Section 19(a). 
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through Georgia and Alabama, although, as Mr. Rhett said, 
Georgia, for twenty years, blocked the entry of the Charleston 
& Hamburg into Georgia, which could have been accomplished 
by a crossing of the Savannah River into Augusta. Construction 
of the east and west railroad, on the Hayne line, Mr. Rhett sug- 
gested, would have brought about the development of the Pied- 
mont section of the Carolinas, now the wonder of the country, 
years before it came. Just to illustrate his point, Mr. Rhett 
drew attention to the fact that for years the sixth class rate 
from Cincinnati, O., to Charleston was 46 cents, while to rival 
ports on the Atlantic it was as low as 21.5 cents and to Halifax 
22.5 cents. 

Admitting that the situation had been changed in the period 
of federal control, Mr. Rhett said that commerce, however, had 
cut itself deep channels to other cities and that it was and 
would continue to be uphill work for Charletson to regain some 
of it. Black slavery, forced on the Carolinas by British policy 
and then the votes of New England states in the forming of 
the Constitution, he contended, was also a deterrent factor, 
which, at the end of the war. between the sections, left South 
Carolina prostrated, unable to pay wages to the freed blacks. 
Mr. Rhett also referred to the intense interest in the pending 
fourth section application No. 2040, in which a basis of rates 
was proposed that, according to the southern view, would be 
a useless adjustment. That application covers export rates, in 
which, he said, Charleston was greatly interested. 

Trucks, he said, were bringing about a real revolution for 
Charleston and he warned the railroads that they would be 
forced to take the steps that they should have taken years ago. 
But he said the opportunity had come to Charleston to resume 
her position in the commerce of the country, but he said it would 
take years to bring about restoration. 

Commissioner Adolph Kanneberg, of the Wisconsin com- 
mission, chairman of the committee on generation and distribu- 
tion of electric power, on the last day at Charleston submitted 
figures that did not fit in with the allegations about the evil 
things done by the so-called “power trust” made by Senator 
Norris of Nebraska and other tilters against the power com- 
panies. As he figured costs, Mr. Kanneberg said the domestic 
user of less than 400 kilowatt hours was just about paying the 
cost of the service rendered to him. If his consumption was 
less than 350 kilowatt hours or over 1,200 kilowatt hours, Mr. 
Kanneberg said, he was paying a little more than cost. Small 
commercial and industrial consumers with annual consumptior 
of less than 12,000 kilowatt hours, he figured, were paying 
somewhat more than their fair share, counting the return at 
& per cent as being fair. 


THE CAR IS READY, SIR 


An automobile for his exclusive use will be awaiting a 
railroad passenger at the station when he arrives in a Pacific 
coast city, through an arrangement announced by the Northern 
Pacific. 

E. E. Nelson, passenger traffic manager, says a system has 
been worked out between the railroad company and automobile 
rental agencies in San Francisco, Los Angeles, Seattle, Port- 
land, Tacoma, and Spokane, whereby a passenger, when he buys 
his ticket, may designnate the type of automobile he desires 
for his use while in the west. Before the passenger boards 
the train he will know how much the cost will be for having 
the automobile for any stated period. When he arrives 
at his destination the car will be awaiting him. 


TRANSCONTINENTAL FARES 


As an aftermath of the independent action of the Santa 
Fe and other lines last week in announcing establishment of 
three levels of rates for passenger service between the central 
west and the Pacific coast, the Trans-Continental Passenger 
Association has issued a statement to the effect that similar 
action will be taken by “all railroads operating from the central 
west to California, Oregon, Washington, and western British 
Columbia.” The fares will go into effect January 1 and con- 
tinue in effect to June 30, inclusive, according to the present 
plan. 

Three classes of service, at the three different rates, will 
be available, illustrated by those to be published between Chi- 
cago and Pacific coast points. A $65 rate will be in effect 
on “tourist” sleeper service, representing a reduction of ap- 
proximately $14 under the standard one-way rate. A rate of 
$50, good only in coaches, will give a still further choice to 
the traveler, at a reduction of nearly $30 under the standard 
rate. All lines operating to and from California and north 
Pacific coast points are involved, including the Burlington, 
Chicago & North Western, Rock Island, Illinois Central, Soo 
Line, Canadian National and Canadian Pacific. The rates will 
be completely blanketed over that traffic commonly referred 


The Traffic World 


Vol. XLVI, No. 2) 








to as transcontinental, applying corresponding reductions op 
the two classes of service from and to points as far west as 
El Paso, Albuquerque and Salt Lake City. 

In announcing reductions from and to the Twin Cities, last 
week, President Ralph Budd, of the Great Northern, is quoted 
as having said that “the effect of this rate reduction will be 
still further to reduce the declining passenger revenues of the 
northwestern roads as a whole.” He was represented as be. 
lieving the move unwise, but compelled to act for his road by the 
competitive situation created by the earlier announcements of 
other roads. 





TRANSCONTINENTAL HOLIDAY FARES 


Schedules of holiday excursion fares have been announced 
by transcontinental roads which are asserted to be “lower than 
anything offered in the last twenty-five years.” These are to 
become effective December 16 and are to continue effective 
westbound until December 22, with special exceptions for pas- 
sengers leaving Chicago and other midwest points on December 
26, and are to expire on January 15. The basis, generally, for 
the trip to California points is the one-way fare plus fifty cents, 
if the passenger elects to return by the same route as he goes. 
For a round trip over diverse routes the fare will be one and 
a third times the one-way fare. The fare from midwest points 
in Oregon, Washington and Britsih Columbia and return will 
be one and a third times the one-way fare plus fifty cents, and 
the passenger will be permitted to return over a route other 
than the westbound if he so prefers. The announcement of 
the north coast reductions includes provisions for stopovers, but 
no mention of them is made in announcements of reductions 
in the California fares. 


JOINT PASSENGER SERVICE 


The Commission has reopened, for further consideration, No. 
23455, Puget Sound-Portland joint passenger-train service, upon 
the motion of the applicants for oral argument, reconsideration 
and modification of order in this case. The agreement among 
the railroads serving the Puget Sound-Portland territory is of 
limited duration and when it nears an expiration date it is taken 
up for further consideration and modification. It is on account 
of a desire of the parties to the agreement to modify it that the 
Commission has reopened the matter. 


RAILROAD FUEL COSTS 


In the table below appear the quantity and average cost of 
coal used by Class I railroads in locomotives in yard switching 
and transportation train service during the months of Septem- 
ber, 1930 and 1929, which were compiled by the National Coal 
Association from the reports of those railroads to the Interstate 
Commerce Commission: 


AVERAGE COST PER NET TON, 
Including Excluding 


1930 








direct direct 

Net freight freight 

tons used charges charges 

TOSMEOTN GIBITICE ok 0icie dd ssciccwonne 3,563,208 $2.38 $1.83 

SONG T MIPETICE 6c cnccscoscesoes 1,582,911 1.94 1.65 

WOSKEET GIBUFICE 2occccvesccewccce 2,403,779 2.56 2.42 

Ct er 7,549,898 $2.34 $1.98 
AVERAGE COST PER NET TON, 1929 

ey a 4,374,078 $2.43 $1.87 

BOUMEMCER GIBETICE 2.cccsrsescecose 1,863,418 1.95 1.66 

WROGCOTD GIBUTICE cc icisiccicetcces 2,847,259 2.62 2.48 

Cn MOO ks chet Scenes 9,084,755 $2.3 $2.02 


The averages shown, both those including direct freight 
charges and those excluding such charges, include the cost of 
labor, supplies, etc., incidental to handling the coal. 


SOUTHERN TRAFFIC LEAGUE MEETING 


Subjects docketed for the membership meeting of the 
Southern Traffic League at the Hotel Noel, Nashville, Tenn., 
December 4, include, in addition to reports of the president and 
other officers, the following: Jurisdiction of the Commission over 
coastwise rates; amendments to constitution; interterritorial 
rates—the more active participations of the League in confer- 
ences involving interterritorial rates; mileage scales and commod- 
ity rates based on percentages of class scales; dismissal by the 
Commission of shippers’ petitions for rehearing or reconsidera- 
tion of the Commission’s orders; rules of practice of the Com- 
mission; time allowed for oral argument by the Commission: 
reparation powers of the Commission; new business. 
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November 22, 1930 





R. B. A. CONVENTION 


(Stanley Smith, Staff Correspondent, New York, N. Y.) 


Railroads and those who believe that adequate rail trans- 
portation service is a national necessity must become militant 
in their demands that unfair competition on the part of other 
agencies of transportation must cease. This was the dominant 
note that ran through the twenty-second annual meeting and 
dinner of the Railway Business Association, held at the Com- 
modore Hotel in New York City, November 19. 

Unfair competition faced by the railroads was discussed by 
Elisha Lee, vice-president of the Pennsylvania Railroad, in an 
address on “What Railroads and Business Should Expect from 


Each Other.” 

As a foundation for his appeal for fair treatment for the 
railroads, he said that as media for increasing the country’s 
wealth and the volume of its commerce, the railroads held “the 
most important of all places in our national economy,” and 


added: 


Through their treasuries annually pass sums so stupendous as to 
exceed even the revenues and expenditures of the federal govern- 
itself. a 
we the seven years ended with 1929, our railroads spent $5,800, - 
000,000 upon improvements and betterments, The current year will 
add another billion. In the same period their services earned forty- 
three billions of dollars. They paid out in operating expenses thirty- 
two billions, including twenty billions for wages. Practically the 
entire balance, some eleven billions, also returned promptly to general 
circulation through taxes, fixed charges, dividends and improvements. 
For materials and supplies about $9,700,000,000 were spent, partly from 

earnings and partly from new capital. ; : 

The mere recital of such figures brings into clear relief the 
magnitude of the services which the railroads render, the part these 
services play in sustaining trade and employment, and the importance 
of railroad earning power and credit as factors in our general eco- 
nomic well-being. 


With that background, Mr. Lee said he wished to formulate 
two very simple questions, stating for each the answer which, 
in his personal view, expressed the truth: 


The first is: What should American business expect from the rail- 
roads? : ; 

An answer with which I think no one will disagree is: Reliable, 
dependable, speedy, economical transportation service, 365 days in 
the year, in all weathers, and in all states and conditions of trade. 

Is business getting such service? Emphatically, yes. American 
railroads in the last six or seven years have given American business 
the best transportation service, measured by all recognized tests, that 
the world has ever seen. 

The second question is: What should the railroads expect from 
business? 

My answer to that is: United support of policies, both govern- 
mental and commercial, which will not merely keep the railroads out 
of insolvency but will make them comfortably prosperous, stabilize 
their credit, and enable them to continue their progress and advance- 
ment and meet the ever rising standards of service required by public 
needs. 

Has business done this? Generally speaking, I am _ sure that 
American business men, and particularly the leaders of our great 
industries, realize fully the necessity for a constructive attitude toward 
the railroads, and guide their own conduct accordingly. 

In many important respects, however, I cannot avoid the con- 
clusion that there have been very unfortunate exceptions, harmful 
and unjust to the railroads, and in the long run destined fo injure 
business itself. I refer especially to what may be termed opportunist 
policies with respect to freight rates, and the patronage and encourage- 
ment of other media of transportation engaged in unsound and un- 
economic competition with the railroads. 


Railroads to Fight 


American railroads, though acknowledged to be the best in 
the world, continued he, had for many years been given far 
more than “their share of trouble and rough treatment.” 


“We, in the railroads, have made the mistake of over- 
meekness,” said he. “We have taken too many vicious and 
evilly meant blows on the chin with a smile. From this time on, 
if I correctly interpret the spirit of my colleagues, there is to 
be a change in the air. The railroads, their stockholders, their 
employes and their managements have rights, and we are going 
to fight for them with the best that is in us. 

“Starvation returns have been the lot of the railroads for 
years. The day is at hand when better treatment is necessary, 
and must be demanded. Our natural allies will be the con- 
structive, thinking business men of the country who do not 
need to have it proved to them that they need good railroads. 
We want to feel that these leaders of business, of which this 
audience is highly representative, are with us, and I am con- 
fident they will be, when the situation is fully realized.” 

Mr. Lee said some of the difficulties of the railroads were 
inherent in the railroad laws, or in policies and theories of 
regulation, and added: 


There are ways, however, in which business, itself, has repeated 
opportunities to lend the railroads greatly needed help even under 
our present laws and regulative practices. 

A most important one would be by concertedly refraining from 
efforts to pull down specific rates for temporary competitive advantage. 

Another would be by acquiescing in efforts to advance individual 
rates, or groups of rates, where a sound basis for so doing exists. 
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Still another would be by registering disapproval of competition 
against the railroads which is not self-supporting or depends on 
subsidies. 

Business cannot be given a full bill of health, 
respects, upon the record of recent years. 

The last general reduction in freight rates, by regulative authority, 
took effect the middle of 1922. It become fully operative in 1923. In 
the latter year the average revenue for carrying a ton one mile was 
11.16 mills. By 1929 this had fallen to 10.76 mills, a reduction of 
40 hundredths of a mill, or about 3.6 per cent. 

The chief factor which brought this about was the attrition of 
rates—the results of constant effort, here and there, in thousands of 
instances all over the country, to obtain a small concession in some 
specific rate, or group of rates, for some competitive advantage, 
accruing or anticipated, on the part of some individual industry or 
group of industries, or industrial or commercial district. 

Where a proper adjustment of rates is required by fairness, the 
railroads should, of course, meet the situation either by individual 
advances or reductions. Unfortunately, rate adjustments are almost 
universally downwards, and many are not warranted. 

Nearly every such change forced upon a railroad must be followed 
by further changes before the adjacent rate structure reaches equil- 
ibrium again, so that the evil tends to spread. 

I would not have you feel that the railroads are entirely blameless 
in the situation I am describing, as there have been instances where 
some individual railroad attempted to gain temporary advantage by 
a lowering of a specific rate and then found that all it had accom- 
plished was a reduction in net all around. But generally such action 
has been the result of serious pressure brought to bear, which the 
officers of the particular road or roads, for reasons which seemed 
compelling to them, either rightly or wrongly could not resist. 

The decline in the average ton mile revenue in the seven years 
from 1923 to 1929, considered by itself, seems a very small thing; 
but so great are the figures of ton miles carried that the resultling 
loss has been very serious. If the traffic actually carried in 1929 had 
earned the average per ton-mile of 1923, the railroads would have 
received about $176,000,000 additional freight revenue, which would 
have all been added to net operating income. Had that been the 


in all of these 


case, the carry over from last year, together with the additional 
revenue which would be accruing this year, would be furnishing 
most important aid in a period of great difficulty. It would be a 


tremendous help in meeting the extremely serious problem of sus- 
taining employment. 

With the virtually complete concentration of regulative power 
over rates in the hands of federal authority, it used to be thought, 
especially since the passage of the transportation act, that competi- 
tion in rates was.ended, and that only competition in service remained. 
Everywhere this was hailed as a healthy condition. But what are 
we to conclude when we find pressure brought on a particular rail- 
road to reduce specific rates under threat of diversion of traffic to 
another railroad or to another medium of transport? Is not that 
a reintroduction of rate competition, and in a most insidious and 
dangerous form? 

Is not this true, also, where the pressure, instead of being aimed 
at the reduction of existing rates, is directed to prevent the strength- 
— of particular rates when sound reason exists for advancing 

em? 


Truck Competition 


Mr. Lee cited “a single example which may illumine both 
the process of attrition and the nature of unsound and un- 
economic highway competition as well.” This was the case of 
a truck operator who offered to handle business for an industry 
for less than the railroad charges. The industry asked the rail- 
road serving it to meet the truck operator’s charges and the 
railroad refused because the rate sought was unreasonably low 
and because establishment of such a rate would have upset the 
entire rate structure on the commodity in question throughout a 
wide area. The industry, continued Mr. Lee, gave the business 
to the truck operator who had bought his equipment on install- 
ments he expected to meet out of earnings. The trucker later 
failed, not having allowed sufficiently for depreciation and up- 
keep, and the business, for the time being, returned to the rail- 
road, but now another trucker is after the business on a similar 
basis. 

“Such competition,” said Mr. Lee, “as this is of course 
uneconomic and harmful from every viewpoint, though typical 
of what is going on in thousands of instances all over the 
country. The truck operator loses his investment in the end; 
the railroad loses business and revenues. The gain to the 
manufacturing plant is too trifling to be considered as any 
adequate offset to these far-reaching wrongs.” 


American business, according to Mr. Lee, is justly entitled 
to the benefit of all real advances in the art of transportation, 
whether upon the railroads themselves or in the form of other 
agencies. Continuing, he said: 


But can we say that the country will be helped in the long run 
by subsidizing expensive artificial waterways through taxation and 
then compelling the railroads to make through rates with them, 
short-hauling themselves and cutting their own revenues? 

If these waterways are really needed, what justice or reason 
is there in a law which singles out the railroads, whose special 
business is that of transportation, as being the one and only agency 
in the country forbidden to use them? 

If it is sound doctrine that the true economic place of the motor 
vehicle in commercial transport is in performing auxiliary services 
in coordination with the railroads, then is it sound to allow wholly 
unregulated competition against the railroads, for long distance haul- 
ing, on highways built and maintained out of taxes? 

Can the railroads, as the principal taxpayers of the country, 


continue indefinitely to support these forms of competition against 
themselves? 

These and similar problems must be squarely faced by our busi- 
ness leaders. 
and policies which are fundamentally 
intelligence 


Business must choose between temporary expediency 
sound. As I have complete 
integrity of the leaders of American 


faith in the and 
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business, I am confident that the ultimate choice will be the wise 
one. The well-being of the entire nation most urgently requires it. 
What Railroads Face 


Meanwhile the railroads have many things to contend with, 
against which perhaps they have no effective basis of complaint. 
To mention some, we have the competition of non-commercial motor 
vehicles, both passenger and freight; the increasing use of pipe lines 
for oil and gasoline; the increased use of water power as a substitute 
for coal; the possibility of burning coal at the mouth of the mine 
instead of transporting it. 

The railroads are attempting to do their part in every direction 
possible to meet the situation which exists, and will continue to do 
so with undiminished vigor and vision. We on the Pennsylvania— 
and I think our views represent railroad opinion generally—hold that 
the railroads are the fundamental and basic transportation agencies 
of the country, and that all other forms of commercial transport 
on the highways, the airways and the waterways, should be grouped 
around them, as auxiliaries, in a coordinated and comprehensive 
service to provide the kind of transportation the public wants in 
a form best adapted to its specific needs. 

Please note, however, that coordination of trucks, for instance, 
with railroads, to collect and deliver freight in terminal areas, or 
even to replace way freight trains on short lines of light traffic, 
is one thing. Unregulated, uncontrolled, haphazard competition of 
commercially operated trucks that serve no economic needs, but 
use the public highways almost free of charge, is another and very 
different thing. It is unsound, injurious, wasteful and unfair. 

The operation by the government of barge lines that do not 
pay, and probably never will but take traffic from the rails by 
waterways built and maintained through taxation is without rational 
excuse. 

It is easy to see that railroads, in order to preserve their use- 
fulness and their ability to maintain and improve their service, owe 
it as a duty to the public to protect their revenues. The public 
on its side, and particularly that portion of the public engaged in 
the carrying on of business, has a corresponding duty to aid the 
railroads in these absolutely necessary efforts. 

May I close with an expression of full confidence that these 
good friends of the railroads who are here tonight, will continue 
to play their part of constructive leadership which has perhaps never 
been more urgently needed than now. 


Railroads and Waterways 


Samuel B. Botsford, executive vice-president of the Buffalo 
(N. Y.) Chamber of Commerce, in his address, occupied the 
role of one who appreciated the advantages of waterways 
“economically justified’ but who, at the same time, urged that 
the railroads should put the facts before the public more 
effectively than ever before with respect to railroad service 
and its problems. He made a plea for a transportation yard- 
stick to measure inland waterway proposals. After indicating 
Buffalo’s vital interest in waterways, Mr. Botsford referred to 
the position taken by President Hoover that there should be 
“economic justification” for waterway projects, and said that 
that phrase, as the President used it, deserved support. As 
used in the composition of a rivers and harbors bill, said he, 
the phrase was “full of dynamite for taxpayers.” 

“There is a natural tendency for the several sections to 
merge their interests,” continued he. “ ‘Economic justification,’ 
analyses by transportation experts, evidence of a return in 
reduction of costs and increased values, are not enough in evi- 
dence. Years ago, rivers and harbors bills fell into disrepute. 
Senators and congressmen voted for one another’s projects. 
This process earned the name of ‘pork barrel.’ The saturnalia 
faded away, not because any machinery for its control was 
developed, but because the public lost its appetite for unpro- 
ductive waterways. In recent years, there has been a revival 
of interest. ‘Waterways are fashionable, official, accepted as 
sacred without investigation. We are confronted with the pros- 
pect that a great many millions of dollars are yet to be ex- 
pended upon inland streams, upon the demand of propaganda 
organizations, some financed by public funds. 

“In Buffalo our studies have given paramount importance 
to a neglected phase—the tax bill paid by Buffalo industry and 
commerce to the federal government for the whole inland water- 
ways program throughout the United States. Last year, of the 
sum raised by the federal government from income and mis- 
cellaneous internal income taxes, New York state disgorged 
more than 28 per cent. For improving rivers and harbors and 
for the inland and coastwise waterways service treasury net 
payments were 82 and four-fifths millions, not including any 
sums taken from funds previously deposited with the Inland 
Waterways Corporation for capital outlays in extending the 
barge lines. New York’s 28 per cent of this is 24 millions. 

“Some economists believe the peak is here. Their grand- 
fathers announced similar observations as to pensions. Since 
1919 the increase has been 136 per cent. If in the next ten 
years the increase can be held down to 136 per cent the bill in 
1940 will be $195,000,000. At 28 per cent the Empire State 
will then pay some $56,000,000 for waterways, mostly 1,000 to 
2,000 miles from Buffalo and some much farther. To offset 
such a growth in the tax burden on Buffalo manufacture and 
trade, the savings in freight rates through use of waterways 
would require a very tidy rise in water-borne traffic in and out 
of Buffalo. 


What “Economic Justification” Means 
“We believe that economic justification of a waterway im- 
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provement includes consideration of the original cost and 
probable upkeep. Not long after this conviction had crystallized 
on the Niagara River, the 1930 rivers and harbors Dill was 
taking shape on the Potomac. A Buffalo congressman wag 
chairman of the House committee which framed that measure. 
You may well inquire what will be that congressman’s course 
in the next Congress. The truth is he will not be in the next 
Congress. He was overtaken by misfortune in the party 
primary. Difference of opinion about rivers and canals was not 
the major issue. Not even in this era of drought is the water 
problem restricted to development of inland streams into high- 
ways of commerce. We are endeavoring also to transform the 
human gullet from a pipe-line carrying miscellaneous fluids into 
a waterway. It is interesting to note, however, that Congressman 
Dempsey’s record on rivers and harbors did not insure the 
support of all our leaders in business. Senator Allen of Kansas, 
champion of the middle west waterways tournaments, has also 
been retired. Evidently the public does not regard wholesale 
advocacy of waterways as paramount. 

“Buffalo is hunting a yardstick of advisability in waterway 
projects, and calling for volunteers. Buffalo at present looks 
with favor on certain improvements in the New York state canal 
system. Much more do we care about preventing the return of 
the federal pork barrel. If part of New York’s canals are to 
be federal and the new yardstick cuts down what we want done 
here, we are ready to make a sacrifice to help establish the 
national habit of improving rivers only when they ought to be 
improved and not because congressmen hustling for a hundred 
other projects swap votes. 

“The engineer has a certain prestige. Our army engineers 
are entitled to the greatest respect. But their job does not in- 
clude the making of appropriations or decisions on general 
governmental policies. This is a democratic country. Our 
army engineer is a servant of the people, and Congress issues 
the orders. An even colonels are human. In recent years an 
engineer, to deserve approval from the custodians of power and 
purse, must advocate a liberal policy. It isn’t fair for tax- 
payers to sit back and leave to a hard-working group of engi- 
neers the job of deciding what Congress should do, when con- 
gressmen, under the influence of propaganda, have already pro- 
claimed what shall and must be done. 

“A large number of business men think railroad men are to 
be censured for their discussion of waterways. I think so too. 
But my criticism is that railroad men have not talked about it 
enough. They have neglected a plain duty. Railroads are 
transportation agencies. They have the facts. These facts 
should be presented by people who understand transportation 
matters and not left to endless discussion by real estate spec- 
ulators. Railroads are taxpayers. Taxes on railroads affect 
dividends to stockholders and the rates paid by shippers. Rail- 
road officers should be heard by the public. Their statements 
should be considered on the merits. Questioning motives, whole- 
sale denunciation, are not in the public interest. ° 


“Business men in general, the trade groups which represent 
those who must pay the taxes, have been silent. We are in 
compitition with nations which practice economy. Inland water- 
ways represent a continuing charge upon the public purse. | 
call for a transportation yardstick to measure inland waterway 
proposals, and for men who can read that kind of a yardstick.” 

Virgil Jordan, economist of the McGraw Hill Publishing 
Company, in an address on the business outlook, touching on 
the railroads, said: 


Now that the great bull market for stocks is over and the pros- 

pects for improvement in the bond market are favorable, this condition 
for long-term planning of railroad and utility development will be 
fairly well satisfied during the coming year. But this promising factor 
Is completely offset by increased uncertainty which surrounds the rail- 
roads, utilities and, therefore, many other industries, in respect to 
governmental policies. The requisite stability of sources of capital 
necessary for planned development over long periods can not be 
assured so long as so many unsettled problems of railroad and utility 
regulation remain in the air. Until policies affecting recapture of 
railroad earnings, railroad consolidation, and the regulation of com- 
petitive forms of transportation are so clarified: as to restore the full 
scope of individual initiative, the ability of the railroads and other 
utilities to do their part along these lines in promoting more stable 
development of American business will be handicapped. 
_ For this reason it is vitally necessary for the business community 
in general not only to lend its support in the correction of the under- 
lying international maladjustments mentioned so as to promote closer 
international business cooperation and to lengthen the term of busi- 
ness planning in every field, but also to exert all the resistance it can 
to every extension of governmental activity or control which hampers 
the reilroads, utilities or any other business in doing its share toward 
stabilization through long-term planning. 


Resolutions 
Resolutions adopted by the association follow: 


Under their pledge to President Hoover our railways will have 
expended for capital account in the nine months ended September 30, 
698 millions, an increase of 21.8 per cent over the corresponding period 
a year earlier. Such overflowing good faith on the part of an element 
itself one of the most grievous sufferers has served as an important 
factor in relieving the national hardship. When drought aggravated 
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industrial and trade depression the railways promptly responded with 
emergency rate reductions. Superservice has been continued in spite 
of drastic declines in traffic and earnings. We congratulate the rail- 
roads. They have met the crisis ably, loyally and generously. 


Rallway Revenue 


While industry and commerce are preparing their plant and meth- 
ods for low-cost operation and quality service in the coming contest 
for home and export markets, our railway system, a primary imple- 
ment of those occupations, is cramped in that respect by its inability 
to accumulate reserves in fat years as did other corporations. Rail- 
ways are straining now not to expand carrying capacity for the future 
put to preserve immediate solvency. A substantial upswing in freight 
traffic might strain their facilities, yet the recent moderate resort to 
credit has illuminated the weakness of their resources and net earn- 
ings. The quest for a correction of this perennially recurring national 
misfortune is everybody’s affair. Responsibility must be more clearly 
fixed. Competition among themselves complicates the duty of the 
railways to labor together for foresight in rate development, To con- 
trol car distribution they have a joint agency. Control of rate and 
revenue trends should be sought in a similar way. Progress, proposed 
and promoted by organized shippers, has been made through the 
regional trunk line associations and classification committees. These 
are the points of constant contact between railways and shippers; the 
points of original jurisdiction in rate adjustment. These rate com- 
mittees and the representative specialists who appear before them 
should be left in no doubt that they will have support from business, 
railroads and the general public in guarding continuously and vigil- 
antly the railways’ financial basis for future superservice. The Inter- 
state Commerce Commission in the application of its rate policies often 
deals with situations where it is not the aim to depress total revenue. 
We urge the Commission in such procedure to abandon the practice 
of ordering reductions and then afflicting the railways with the di- 
lemma of initiating compensatory advances, rendered difficult by 
competition, or absorbing a loss of income which they cannot afford. 


The Transportation Act 


We oppose piece-meal tinkering with the essentials of the trans- 
portation act in advance of a well-formed public opinion on the whole 
railway problem. The Howell bill now pending before the Senate 
committee on interstate commerce is hardly more than a stump- 
speech against freight-rate advances apprehended by some who imag- 
ine that valuation of railway property bears any real relation to 
commercial transportation. On the phases with which it purports to 
deal the measure embodies proposals that have only begun to receive 
the protracted discussion due changes so far-reaching. Other aspects 
are vital to a well-rounded solution. The organization and scope of 
the Interstate Commerce Commission obviously require a thorough 
overhauling. No revision of the act would be safe or sound which 
postponed coordination of the several forms of transport on_ terms 
designed to preserve first of all the ability of the largest and most 
indispensable agency, the railroads, to give, as they must, the pre- 
dominant share of the joint service. We suggest to committees of 
Congress that instead of inquiring opinions on any draft dealing with 
railway preparedness and the conditions essential thereto they invite 
expressions from representative specialists as to whether railway 
legislation is an imperative adjunct to the return of prosperity and 
if so what legislation. 


The Interstate Commerce Commission 


We renew our appeal for protection of the Interstate Commerce 
Commission from political pressure in railway rate regulation. With 
great satisfaction we have welcomed the course pursued as President 
in that regard by Herbert Hoover, who has respected the independence 
of the Commission with the same deference as if it were the Supreme 
Court. This example is commended to all federal officers. Members 
of the Cabinet, who are a part of the appointing authority, members 
of Congress, who define the powers and duties of the Commission and 
fix commissioners’ tenure and salaries, and especially senators, who 
confirm nominations, should steadfastly abstain from attempts to influ- 
ence the action of the Commission in the exercise of judgment dele- 
gated to it by statute. In confirmation proceedings senators should 
refrain from questions disclosing the course which they desire nominees 
to pursue in office if confirmed. Service upon the Commission should 
be made more attractive to desirable men by increasing the salary. 
For men of the required calibre $12,000 is obsolete. 


Government Ownership 


Business men should unite to resist the clamor for government 
ownership of railways, power plants and other utilities. Nationwide, 
candidates for office pressing such proposals have been elected, in part 
by votes of business men who personally approve keeping the United 
States on the basis of individual initiative. Business men’s real views 
should be conveyed unmistakably to all party leaders, office holders 
and candidates. Condemnation should greet every measure involving 
federal investment in railway securities or property. We favor imme- 
diate sale of the federal barge lines. Pending such action, if only to 
prove good faith in national repudiation of government in business, 
Congress should authorize abandonment of federal barge service on 
any river section where private lines have developed to the point of 
shrinkage in federal barge traffic. Business groups specially interested 
in railways should be ready to reciprocate with other groups in resist- 
ing socialism. The Railway Business Association opposes the Senate 
measure pending in conference in the present Congress for federal 
operation of the Muscles Shoals plants and all other federal, state and 
city invasion of electric power and other utility business. Pioneering 
problems and evils in that field should be dealt with by the public 
not through floundering endeavors at management but through pro- 
gressive regulation, 


Regulation of Trucks and Busses 


_Subjection of railways to truck and bus competition while regu- 
lating rail traffic but not highway traffic is short-sighted. The effect 
is to inflate a form of transport which cannot replace railways as 
our chief reliance and if not regulated gives no guarantee of dependa- 
bility. Such privateering weakens the railways, which are a certain 
necessity. Interstate common carriers by highway should have federal 
regulation. oe a solution of the obstacles to control of truck 
transport, a beginning should be made with busses. We regret that 
the bus regulation measure passed by the House, upon which the 
railway and highway interests had agreed, is obstructed by amend- 
ments in the bill which the Senate committee has reported out. Exclu- 
Sion of railways from owning and operating automobile lines should 
be stricken out. If we narrow the field in which railways are per- 
mitted to seek earnings we increase their operating cost per traffic 
unit. The result will be higher rates or impaired service on the remain- 
ing rail traffic. For the same reason we favor restoring to the rail- 
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ways the right to operate boats. The contrary provision in the barge 
act of 1928 should be repealed. Wherever the railways are willing to 
undertake transportation, by rail, highway, store-door, water or air, 
we should welcome this and regulate it. As a protection against 
excessive charges the country is committed to regulation. This is only 
confused and diluted by attempts to sanctify competition. 


Inland Waterways 


More attention, in our judgment, should be paid to defining and 
applying to federal appropriations for inland waterways the limit sug- 
gested in President Hoover’s phrase “economic justification.’’ Army 
engineers, directors of the budget, senators and congressmen have 
been too much left without competent impartial aid in drawing the 
line and in resisting indiscriminate pressure for projects. Authorities 
of the highest standing insist that economic justification as commonly 
claimed in recommending waterway appropriations is incomplete and 
misleading. Waterway improvements are paid for out of taxes upon 
all the citizens. Business men favoring such projects, especially in 
their own regions, should welcome if not initiate the development of 
a standard by which to defend the expenditure. Further study should 
be given to the possibility of developing a basis, fair to water and 
rail carriers, for the regulation of water-borne commerce so far as 
within the jurisdiction of the United States. 

Income Taxes 


Even though to balance the budget the Treasury must slacken 
speed in the curtailment of the national debt, we favor continuing on 
the business of 1930 the one per cent income tax reduction which 
ro applied to 1929 business only. This is no time to increase 
ax burdens. 


Alba B. Johnson, president, presided at the meeting and 
dinner. Frank W. Noxon, secretary, explained the resolutions 
submitted, and also delivered an address on “Standards in 
Purchasing Policy.” “Railway Manufacturing” was the subject 
of an address by Harry C. Oviatt, vice-president of the Manga- 
nese Track Society. Mr. Johnson was reelected as president of 
the association. 


COMMISSION ORDERS 


No. 21510, F. W. Tunnell & Co. vs. Long Island et al. Peti- 
tions of defendants and interveners, American Agricultural 
Chemical Co. and Virginia-Carolina Chemical Corporation, for 
postponement of effective date of order denied. 

Finance No. 8481, N. Y. C. R. R. acquisition of Boyne City, 
Gaylord & Alpena. Proceeding assigned for hearing before 
Commissioner Meyer and Examiner Walsh at office of I. C. C., 
Washington, D. C., December 3, 10 a. m., standard time, for 
purpose of receiving evidence additional to that contained in 
the record of said hearing before said board of arbitrators on 
the commercial value of the property of the B. C. G. & A. R. R., 
the scrap value of said property, and the effect on consolidated 
revenues of the abolition of any existing arbitraries likely to be 
abolished as a result of the proposed acquisition; for completing 
such record wherever such evidence is lackng on any matter 
essential to the application of the several theories of valuation 
put forward by the parties; and for the receipt of any other 
additional material and relevant evidence bearing upon the 
issue. 

No. 21238, W. M. Smith & Co. vs. N. O. & N. E. et al. Com- 
plainant’s petition for further hearing denied. 

Finance No. 8484, application of Northern Pacific, Oregon- 
Washington R. R. & Navigation Co. and Great Northern for 
certificate to acquire and operate a portion of the line of Long- 
view, Portland & Northern. Chicago, Milwaukee St. Paul & 
Pacific permitted to intervene. 

No. 23116, D. E. Ryan Co. vs. Great Northern et al. 
plainant’s petition for further hearing denied. 

No. 23104, New England Waste Co. vs. A. & Y. et al. Com- 
plainant’s petition for oral argument denied. 

No. 19909, S. J. Peabody Lumber Co. vs. N. Y. C. & St. L. 
et al., No. 22364, Same vs. Same et al., and No. 22888, Same vs. 
W. & L. E. Complainants’ petition for further hearing denied. 

No. 22947, Cleveland Wire Spring Co. vs. D. T. & I. et al. 
Complainant’s petition for rehearing denied. 

No. 22672, Atlantic Bridge Co., Inc., vs. L. & N. et al. Com- 
plainant’s petition for rehearing denied. 

No. 21186, Washington Building Lime Co. vs. B. & O. et al. 
Defendants’ petition for reconsideration on record as made 
denied. 

No. 21882 (and Subs. 1 and 2), Shreveport Chamber of Com- 
merce vs. C. & E. I. et al. Proceedings reopened for reconsid- 
eration for sole purpose of determining applicable weights on 
cars stated. 

No. 18911, Edgerton Manufacturing Co. vs. A. & R. et al. 
Proceeding reopened for reconsideration on record as made 
solely for the purpose of determining the minimum weight 
applicable and the amounts to be awarded in connection with 
the through rates from Chicago and Michigan City. 

No. 15914, Armour & Co. et al. vs. Director-General, as 
agent, C. M. & St. P. et al. Proceeding reopened for further 
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direct. 

No. 20865, Celotex Co. vs. A. C. L. et al. 
opened for argument and reconsideration. 
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No. 23901, Oklahoma Millers’ Association vs. A. T. & S. F. 
et al. Pillsbury Flour Mills Co. permitted to intervene. 

No. 23815, Public Service Commission of State of ‘Wyoming 
vs. C. B. & Q. et al. Ray Lyman Wilbur, Secretary of Depart- 
ment of Interior, permitted to intervene. 

No. 23839 (and Sub. 1), Omaha Grain Exchange vs. A. & S. 
et al. Atchison Chamber of Commerce and Leavenworth Cham- 
ber of Commerce permitted to intervene. 

No. 23093, Sub 10, City of Randolph, Neb., et al. vs. A. T. 
& S. F. et al. Shell Petroleum Corporation permitted to inter- 
vene. 

Finance No. 8508, Application of D. & H. for certificate to 
abandon a portion of its Honesdale Branch in the State of 
Pennsylvania. Commonwealth of Pennsylvania, by W. A. 
Schnader, attorney general, permitted to intervene. 

No. 23898, Iola Cement Mills Traffic Association et al. vs. 
A. T. & S. F. et al. Consolidated Cement Corporation permitted 
to intervene. 

No. 23891, J. D. Crosby Co. vs. Pennsylvania et al. Stanley 
Works, Inc., permitted to intervene. 

No. 23728, American Glue Co. et al. vs. B. & M. et al. Motion 
of Delaware & Hudson for severance in this case overruled. 


No. 21922, Paratex Corporation et al. vs. A. C. & Y. et al. 
Order entered herein October 13, 1930, amended nunc pro tunc 
by inserting: N. Y. C. & St. L.—The New York, Chicago & St. 
Louis Railroad Company, in lieu of N. Y. C. & St. L—The Nash- 
ville, Chattanooga & St. Louis Railway, now shown. 

No. 23861, Leader Iron Works, Inc., vs. I. C. et al. Steel 
Tank Association, Columbian Steel Tank Co., Butler Manufac- 
turing Co., Standard Steel Works, American Steel Works, Eaton 
Metal Products Co., Graver Tank & Manufacturing Co., Morrison 
Brothers, Brown Sheet Iron & Steel Co., Western Steel Prod- 
ucts Co., and Felker Brothers Manufacturing Co. permitted to 
intervene. 

No. 22426, rates and minimum weights on metal contain- 
ers, No. 15879, eastern class rate investigation, and No. 17000, 
part 2, rate structure investigation, part 2, western trunk line 
class rates. The petition of the Steel Barrel Manufacturers’ 
Institute for postponement of the effective date of the orders 
in 15879 and 17000, part 2, in so far as they affect rates on iron 
or steel barrels or drums involved in 22426, and for the re- 
tention of existing class or commodity rates within official clas- 
sification territory and western trunk line territory pending 
final decision in 22426, petition of the Standard Oil Company 
of New Jersey supporting the former petition, petition of the 
Tin Can Club, for similar extension as to rates on tin cans and 
pails, brief of the Procter & Gamble Company supporting the 
above petitions, petition of Evaporated Milk Association that 
the present rates on empty tin cans, carloads, be maintained 
in these territories pending final decision in 22426, and petition 
of Minnesota Canners’ Association for order in 17000, part 2, 
providing for non-application of the prescribed class rates on 
tin cans, carloads, from Chicago, IIl., to Minnesota points, denied. 

No. 23902, Oklahoma Portland Cement Co. vs. A. T. & S. F. 
et al. Republic Portland Cement Co. permitted to intervene. 


No. 23847, Denver Fire Clay Co. vs. Apache et al. Mon- 
tezuma Copper Co., Old Dominion Co., Phelps Dodge Corpora- 
tion, and Calumet & Arizona Mining Co. permitted to inter- 
vene. 

No. 23898, Iola Cement Mills Traffic Association et al. vs. 
A. T. & S. F. et al. Oklahoma Portland Cement Co., Lone Star 
Cement Co. of Texas, and Republic Portland Cement Co. per- 
mitted to intervene. 

No. 23899, Southwestern Portland Cement Co. vs. T. & P. 
et al. Oklahoma Portland Cement Co. and Republic Portland 
Cement Co. permitted to intervene. 

No. 23867, Farmers’ Union Oil Companies et al. vs. A. & S. 
et al. Shell Petroleum Corporation permitted to intervene. 

No. 23735, T. M. Sinclair & Co., Ltd., et al. vs. A. T. & S. F. 
et al. Associated Jobbers and Manufacturers permitted to inter- 
vene. 

No. 23682, American Warehousemen’s Association vs. St. 
L.-S. F. et al. Pensacola Chamber of Commerce permitted to 
intervene. 

No. 23903 (and sub. 1), Krupp Foundry Co. et al. vs. C. R. R. 
of N. J. et al. American Cast Iron Pipe Co. permitted to inter- 
vene. 

No. 23604, St. Louis Independent Packing Co. vs. A. T. & 
S. F. et al. Associated Jobbers and Manufacturers permitted to 
intervene. 

No. 19594, transfer of freight within St. Louis and East St. 
Louis, by dray and truck for and on behalf of railroads. Peti- 
tions of Chicago & Alton and St. Louis Shippers’ Conference 
for reargument and reconsideration on record as made, denied. 

No. 21161, Vivion and Norvell vs. D. & R. G. W. et al., No. 
23199, S. D. Riegel & Sons vs. C. of Ga. et al., and No. 23364, 
Corbin Fruit Co. vs. S. A. U. & G. et al. Complaints dismissed, 
same having been satisfied. 

Upon complainants’ request the Commission has dismissed 
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No. 19168, Rath Packing Co. et al. vs. A. T. & S. F. et al, 
No. 22892 (Sub. 1), George Allison & Co. et al. vs. Nfk.-Sou, 
et al., No. 23479, Louisiana Farm Bureau Selling Exchange, Inc., 
et al. vs. Y. & M. V. et al., and No. 23611, Gould Creamery (Co. 
et al. vs. B. & O. et al. 

Upon complainant’s request the Commission has dismissed 
No. 19581, Old Dominion Paper Co., Inc., vs. A. & R. et al, 
No. 21947, Swift & Co. vs. Long Island et al., No. 22251, Wander 
Co. vs. A. & R. et al., No. 22381, Arthur Capper, doing business 
as the Capper Publications, vs. A. T. & S. F. et al., No. 23196, 
Forest Garden Farms, Inc., vs. S. A. L. et al., No. 23260, Peoria, 
Hanna City & Western vs. T. P. & W., No. 23444, Perrin Arm- 
strong Co. vs. I. C. et al., No. 23641, Art Marble Co. vs. B. & O. 
et - and No. 23666, Schiavone-Bonomo Corporation vs. B. & O. 
et al. 

No. 23645, Abel Davis and Eugene Holland, receivers in 
equity for the Universal Gypsum Lime Co., vs. Ft. D. D. M. & §. 
et al. Complaint dismissed upon complainant’s request. 

No. 23864, Valley Camp Coal Co. vs. B. & O. et al. Balti- 
more & Ohio dismissed as a part defendant hereto. 

No. 20146, Penn Facing Mills Co. et al. vs. A. A. et al. Pro- 
ceeding reopened for further hearing, at such time and place as 
Commission may hereafter fix, for the purpose of permitting the 
parties to introduce such further evidence as they may have as 
to the character of the shipments involved in the claims for 
reparation, and also for the purpose of proving amount of repa- 
ration due complainants on basis of rates heretofore found rea- 
sonable during reparation period. 

Finance No. 8482, application N. O. T. & M. for authority 
to acquire control of the R: G. & E. P. Petition of Texas 
Mexican, intervener, requesting issue of subpoenas duces tecum 
to certain persons therein specified denied. ‘ 

No. 23892, Hoffman Lumber Co. et al. vs. A. C. L. et al. 
Southern Pine Association and Southern Cypress Manufacturers’ 
Association permitted to intervene. 


OHIO FLUXING STONE RATES 


The Commission, by means of a supplemental order in No. 
23625, rates on raw dolomite and fluxing stone within the state 
of Ohio, has instituted an inquiry into the situation produced 
by orders of the Ohio commission on April 10, 1929, to deter- 
mine whether the orders covering rates on raw dolomite and 
fluxing stone within that state, will cause any undue or unrea- 
sonable advantage, preference or prejudice as between persons 
or localities in intrastate commerce on the one hand, and inter- 
state or foreign commerce on the other hand, or any undue, 
unreasonable or unjust discrimination against interstate or for- 
eign commerce. All the railroads operating in Ohio have 
been respondents. The proceeding is to be assigned for hearing 
at such times and places as the Commission may hereafter 
direct. 


RECIPROCAL BUYING 


The Commission has announced further hearing in No. 22455, 
in the matter of reciprocity in purchasing and routing. A hear- 
ing will be held at New Haven, Conn., December 2, before Ex- 
aminer John L. Rogers in the United States court rooms there. 
It will be devoted principally to matters involving the New 
York, New Haven & Hartford Railroad. Another hearing will 
be held at the Hotel Pennsylvania, New York, N. Y., December 
8, before Examiner Rogers. This hearing will be devoted prin- 
cipally to matters involving the Erie, Lehigh Valley, and the 
Delaware, Lackawanna & Western. 


PANAMA CANAL REPORT 


Based on an interest-bearing capital indebtedness of $535,- 
743,840.33 at the end of the fiscal year 1930, the “canal” revenue 
of the Panama Canal in that fiscal year was equivalent to 3% 
per cent, according to the annual report of Governor Burgess, 
of the Panama Canal. 

The net income from tolls and other miscellaneous re- 
ceipts known as “canal revenue” was $18,082,451.78, according 
to the report. This was less than in the fiscal year 1928 but 
greater than in any other year of the canal’s history. 

Gross tolls collections brought in $27,076,890.01, as com- 
pared with $27,127,376.91 in the fiscal year 1929. In addition 
launches paid tolls of $517.77. 

“Considering the capital invested and accumulated interest 
on the investment,” says the report, “the present total capital 
liability is such that the canal is not as yet earning the annual 
interest charge at 4 per cent, the current borrowing rate of the 
Treasury of the United States. For this reason and others, in- 
cluding the necessity of extensive additional expenditures in 
order to bring the canal to its highest efficiency, it would ap- 
pear that at the present there is no occasion to consider a re- 
duction in tolls.” 

Statistics relating to canal traffic in the fiscal year 1930 
were published in The Traffic World of November 15, p. 1227. 
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RAIL EXECUTIVES ACT 


(By a Staff Correspondent at New York.) 


A program calling for specific action on the part of legis- 
lative and regulatory bodies to the end that there may be “a 
new spirit and attitude” toward the railroads was adopted by 
the Association of Railway Executives, in session at the Bilt- 
more Hotel in New York City, November 20. 

At the same time the railroad executives pledged them- 
selves to provide employment to the greatest possible number 
of men in the coming winter, and to continue improvement to 
poth line and equipment. 

The statement issued by the Association of Railway Ex- 
ecutives with reference to the program follows: 

“Without referring to or including in any way the results 
of the business depression of 1930, railroad freight traffic dur- 
ing the thirty years ending in 1920 increased more than seven 
per cent annually, while during the nine years from 1920 to 
1929 inclusive, the average annual increase was less than one 
per cent. At the same time passenger traffic showed an almost 
steady gain to 1920, the annual increase during the preceding 
thirty-year period being more than six per cent. During the 
nine-year period ending in 1929, there was an annual decrease 
of more than three per cent per year. From 1920 to 1929 in- 
clusive, there has been an increase of more than 181 per cent 
in the number of passenger automobile registrations and nearly 
236 per cent increase in the number of motor trucks in opera- 
tion. Reports also show an increase of from 10,000 motor 
buses in operation in 1920 to 92,500 in 1929 or an increase of 
825 per cent. Intercoastal tonnage through the Panama Canal 
increased from 1,372,388 tons in 1921 to 10,119,028 tons in 1929 
or an increase of 637 per cent. There also was an increase 
from 83,150,182 tons in 1920 to 160,927,905 tons in 1928 or 93.5 
per cent in the amount of traffic moved over inland waterways. 

“Contributing factors to the decline that has taken place 
in the amount of freight traffic handled by the railroads have 
been the pipe lines, high-power electric lines and the newest 
development of the piping of natural gas from the wells to 
large centers, which still further will reduce coal traffic. 

“In so far as any form of the above service is legitimute, 
and a natural economic development, the railroads have no 
right to complain. The public is entitled to the best transpor- 
tation at the lowest reasonable cost. However, where the rail 
carriers are prevented through legislation or regulation from 
fairly competing with new or old forms of transportation, or 
where the service rendered by the competitor is a subsidized 
one, such unfair handicaps should be removed. 

“The above refers to loss of traffic through competitive 
reasons. The traffic that remains has produced the following 
results: Average receipts per ton mile declined 15.6 per cent 
between 1921 and 1929, resulting in a cumulative loss to the 
railways of $5,769,835,000 in freight revenue during that period. 
This closely approximates the $6,855,416,000 that has been spent 
for capital expenditures during the same period. Operating 
expenses per traffic unit handled were reduced 21.2 per cent 
between 1920 and 1929. 

“This reduction in operating expenses per traffic unit has 
been accomplished largely through the enormous expenditures 
for capital improvements in the nine-year period which pro- 
vided improved locomotives and equipment, improvement in 
the physical structure, improvement in methods and which was 
done in conformity with the program of the railroads entered 
into in 1923. 

“Notwithstanding this economy and efficiency, rates have 
never produced the return on property investment contemplated 
in the Transportation Act, namely, 5% per cent, for the rail- 
roads as a whole. The rate of return on property investment 
in 1926 was 4.99 per cent, the highest for any year since the 
war. The rate in 1929 was 4.84 per cent, while for the first 
nine months of 1930 it was 3.54 per cent. 

“Reductions in rates, beginning with the year 1921, have 
continued up to the present moment. These reductions were 
brought about by action of the Interstate Commerce Commis- 
sion; through reductions made voluntarily by the carriers to 
meet competition, including that of unregulated or subsidized 
transportation; and through reductions made voluntarily by 
the carriers for the development of industrial enterprise and 
communities. This is the situation in which the railroads of 
the country find themselves. 

“What the railroads are asking is a new spirit and attitude 
on the part of legislative and regulative authorities through a 
recognition that the railroads are engaged in a business sub- 
ject, as other business is, to the operation of economic laws 
and should accordingly be permitted to adapt themselves 
quickly to changes in economic conditions which confront them; 
and through a recognition that railroad operation is a funda- 
mental public necessity and that the maintaining at all times 
of an efficient national system of transportation, adequate to 
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the business needs of the public, is necessary, if we are to 
progress as a nation. 

“The railroads at this time make the following recom 
mendations: 


1. A respite from rate reductions and suspensions by regulat- 
ing bodies, both intra and interstate, and from action that will in- 
crease the expenses of the carriers. 

2. A respite from legislative efforts of either the national or 
the state legislatures that would adversely affect rates or increase 
the expenses of the carriers, 

3. A withdrawal of government competition both through direct 
operation of transportation facilities, as well as indirectly through 
subsidies. 

4. A fairly comparable system of regulation for competing trans- 
portation service by water and on the highways, involving affirmative 
legislative action as follows. 

“As regards water transportation, legislation should cover 

A. Extending jurisdiction of the Interstate Commerce Commission 
over port to port rates, to include 

Determination of just and reasonable rates, and prohibition 
of discriminatory and unduly prejudicial rates. 

C. Publication of and adherence to rate schedules. 

D. Proper service requirements. 

E. Certificates of public convenience and necessity after proper 
showing. 

F. Opportunity for railways to enter this field of transporta- 
tion’ under proper supervision, but without handicap as compared 
with other transportation agencies. The Panama Canal act should 
be modified so as to permit railroad operation of waterway service 
in conjunction with rail service. 

G. And, in addition to affirmative legislative action, the reten- 
tion of the flexible character of section 4, interstate commerce act, 
sympathetically administered, with fair opportunity on the part 
of rail carriers to obtain relief after proper showing and including 
transcontinental traffic. 

As regards commercial highway transportation, by bus or truck, 
legislation should cover: 

A. Extending jurisdiction of the regulatory authorities over 
commerce carried by such agencies. 

B. Certificates of public convenience and necessity after proper 
showing. 

C. Proper protective requirements for financial responsibility 
and surety bonds or insurance. 

D. Adequate requirements for just and reasonable rates, both 
maximum and minimum, with provision for publication thereof and 
adherence thereto, and proper inhibition against undue and unjust 
discrimination. 

E. Proper service requirements. 

F. Adequate authority for rail carriers to operate such facilities, 
without discrimination in favor of other transportation agencies in 
the same field. 

G. Adequate provision for privilege or license fee imposed on all 
motor vehicles for hire or profit using highways, so as properly to 
participate in construction and maintenance costs of highways.” 


With respect to employment and improvements the follow- 
ing statement was issued: 


The Association of Railway Executives at their regular annual 
meeting held today gave their careful consideration to prevailing 
conditions, and in particular to the unemployment situation. 


Upon request of the President of the United States in the latter 
part of 1929, the railroads undertook an extensive program of construc- 
tion and building of equipment in order to offset the threat of a 
substantial suspension of business activities, and they have prac- 
tically carried out this program. 


In view of the continued depression and the consequent increase 
in unemployment, the railroads, notwithstanding recent unfavorable 
earnings which may be expected to continue for a time, and not- 
withstanding the unsatisfactory cash position of some of them, have 
today by a unanimous Vote declared it to be their policy to maintain 
their properties in condition necessary to handle effectively the traffic 
of the country, and to carry on as far as is practicable work which 
may provide employment to the greatest possible number of men dur- 
ing the coming winter and to continue improvement to both line and 
equipment. : 

The railway executives continue to have faith in the fairness of 
the American public and the future of American railways, and in 
that belief have declared this progressive policy for the coming year. 


Alfred P. Thom, general counsel, made a brief verbal re- 
port on the legislative situation that will exist, so far as the 
railroads are concerned, when Congress reconvenes next month 
for the short session. The report did not necessitate any 
action on the part of the executives. 

In addition to transacting routine business, the following 
officers were re-elected for the forthcoming year: Chairman, 
executive committee, R. H. Aishton; general counsel, Alfred P. 
Thom; general solicitor, Alfred P. Thom, Jr., and secretary- 
treasurer, Stanley J. Strong. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: P. G. Anderson, El Dorado, Ark.; John Henry 
Becker, New York, N. Y.; Fred R. Brown, Vancouver, Wash.; 
Harry L. Crowder, Philadelphia, Pa.; Joseph N. Ferguson, Jr., 
Omaha, Neb.; Arthur Gusack, Washington, D. C.; William Byrd 
Harris, Corpus Christi, Tex.; Harold S. Lefurge, New York, 
N. Y.; Oscar Emanuel Nelson, Lamar, Colo.; Roscoe C. Nelson, 
Portland, Ore.; Oberg Pederson, New York, N. Y.; Otto Richter, 
Spokane, Wash.; Ellis N. Slack, Washington, D. C.; Ferd. 
Schreiber, Wadsworth, O.; Harold C. Thompson, Cleveland, O.; 
Lewis B. Thornton, New York, N. Y.; Joseph P. Quigley, Los 
Angeles, Calif.; Leroy J. Williams, Denver, Colo. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. 


Copyright, 
1930, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court, Trial Term, Cayuga County.) Laws en- 
larging negotiability of bills of lading should be construed to 
protect purchasers of bills relying on statements therein.—Bea- 
con Milling Co. vs. New York Central R. Co., 244 N. Y. S. 573. 

Bill of lading reciting “weight ...... subject to correction” 
did not indicate shipper weighed grain nor relieve carrier from 
liability for shortage (personal property law, sec. 209). 

Personal property law, sec. 209, made carrier liable for bill 
of lading issued by it to purchaser in good faith for damages 
caused by non-receipt by carrier of part of goods and relieved 
carrier from liability if inserting words “shipper’s load and count 
or other words of like purport.” Carrier issued negotiable bills 
of lading for cars of grain, stating in each bill ‘weight of grain. 
Bills contained words “weight ...... subject to correction,” and 
weight of grain in particular car was typewritten in blank space. 
Plaintiff purchased bills of lading by paying for amount of wheat 
stated therein, relying on description in bills, and sued to re- 
cover for non-receipt of part of grain.—lIbid. 

Words “shipper’s load and count,” inserted in bill of lading, 
do not relieve carrier from liability for shortage unless goods 
were loaded and described by shipper (personal property law, 
sec. 209).—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Michigan.) Agreement for construction 
of sidetrack and lease to railroad did not authorize railroad to 
construct other tracks connecting with sidetrack for benefit of 
other shippers. 

Agreement provided that plaintiff’s predecessor should fur- 
nish right-of-way from main line of railroad company to plain- 
tiff’s flour mill, and lease right-of-way to railroad as long as 
spur should be maintained, and that plaintiff operate mill con- 
tinuously and ship products over railroad’s lines.—F. W. Stock 
& Sons vs. Litchfield Co-Op. Shippers’ Association, 232 N. W. 
Rep. 395. 

All circumstances should be considered, including damage 
to parties in granting or withholding discretionary writ of in- 
junction.—Ibid. 

Injunction will issue to restrain continuance of injury ma- 
terially lessening enjoyment of real property by owner.—lIbid. 

Shipper held entitled to enjoin railroad from using spur 
track to its plant as sidetrack extending to plants of competing 
shippers; there being no adequate legal remedy. 

Spur track running to plaintiff’s plant and used exclusively 
for plaintiff’s purposes was used by railroad as sidetrack to 
plants of competing shippers against plaintiff’s protest, and 
subsequently the siding was extended to competing plants and 
freight of competing shippers hauled over plaintiff’s spur track. 
Plaintiff sought to enjoin such use of its spur track, since ad- 
measurement in money of inconvenience to plaintiff would be 
extremely difficult, and remedy at law would be inadequate. 
Railroad had remedy by condemnation to acquire such trackage 
as it needs.—Ibid. 





(Supreme Coourt of New Mexico.) Comparison of rates on 
same commodity for similar distances in western country affords 
satisfactory evidence to test reasonableness of newly established 
rates.—John Becker. Co. vs. Atchison, T. & S. F. Ry. Co., 291 
Pac. Rep. 919. 





(Supreme Court of New Mexico.) Coal rates below trans- 
portation cost will not be enforced, where such commodity is 
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practically entire tonnage, and there is no other commodity from 
which loss might be recouped.—_San Juan Coal & Coke Co. vs. 
Santa Fe, S. J. & N. Ry. Co., 291 Pac. Rep. 920. 

Corporation commission has power in fixing joint intrastate 
rates over two or more lines to apportion division (Const., art, 
11, sec. 7).—Ibid. 





(Supreme Court of Missouri, Division No: 1.) Statutory 
presumption of necessity of motor carrier operating on specified 
date was not available to subsequent buyer; although on 
_— date he was driver for owner (Laws 1927, p. 409, sec. 
11). 

Evidence disclosed that relator applied for certificate of 
convenience to operate bus over proposed route, and that bus 
line had been continuously operated over such route for 14 
years, during which time its ownership passed through various 
hands, finally reaching relator. Laws 1927, p. 409, sec. 11, pro- 
vides that every motor carrier actually operating and rendering 
dependable service on December 1, 1926, shall be presumed to 
be necessary to public convenience.—State vs. Brown, 31 S. W. 
Rep. (2d) 208. 

Applicant for certificate from commission had burden of 
proving that bus line was necessary for public convenience 
(Laws 1927, p. 409, sec 11).—Ibid. 

Although commission’s findings on application for certifi- 
cate to operate bus line are supported by testimony, and in- 
dicate order intended, court cannot correct erroneous order 
(Rev. St. 1919, sec. 10522). 


Under Rev. St. 1919, sec. 10522, where application has been 
made to Public Service Commission for certificate of convenience 
to operate motor vehicle over proposed route, court’s authority 
. a to affirmance or reversal of order made by commis- 
sion.— a 


Where commission’s order on application for certificate 
to operate bus line is not separable, it must stand or fall in 
entirety (Rev. St. 1919, sec. 10522).—Ibid. 


CENTRAL WESTERN BOARD MEETING 


The Central Western Shippers’ Advisory Board will hold 
its twenty-first regular meeting in the Elks Club, Hastings, 
Nebr., December 5. The agricultural council of the board will 
meet the preceding afternoon at the Hotel Clarke. The execu- 
tive of the railroad contact committees will also hold their 
meetings at the Hotel Clarke on that day. 

The principal subjects for discussion at the agricultural 
council meeting are the changes required in grain storage facil- 
ities resulting from changes in marketing methods, and the 
effect of recent tariffs placed on wheat by Germany, France, 
Italy and other foreign countries. Leaders in the grain industry, 
both producers and distributors, will lead the discussion. The 
necessity for, and the effectiveness of alfalfa weevil quarantines, 
and the problem of smut in wheat will also be given considera- 
tion by the council. 


The board meeting will be called to order by John E. Curtiss, 
former chairman of the Nebraska Railway Commission and 
chairman of the Nebraska division of the board. The board 
will be welcomed to Hastings by J. M. Davis, mayor of the city 
of Hastings, and H. E. Bowman, president of the Chamber of 
Commerce. 

The routine order of business, consisting of commodity com- 
mittee forecasts of business conditions and transportation re- 
quirements for the major industries of the states of Colorado, 
Idaho, Nebraska, Utah and ‘Wyoming, interspersed with short 
talks concerning the accomplishments of the boards ard the 
results of heavier loading programs, will occupy the day. 

A banquet will be held at the Hotel Clarke in the evening, 
presided over by “Cul” Wright, so-called “Nebraska’s Will 
Rogers.” President Fred W. Sargent of the C. & N. W. will be 
the principal speaker. 





FOREIGN COMMERCE PUBLICATION 


The Department of Commerce has announced the publica- 
tion of volume II of the foreign commerce and navigation of 
the United States, calendar year, 1929. The volume is ready 
for distribution. It contains statistical data not included in the 
first volume, issued a short time ago, pertaining to the number 
and tonnage of vessels entered and cleared in foreign trade, by 
customs districts and countries, 1929; number and tonnage of 
vessels entered and cleared in foreign trade, by nationality and 
countries, 1929. Copies of the second volume may be obtained 
from any branch office of the Bureau of Foreign and Domestic 
Commerce of the Department of Commerce or from the super- 
intendent of documents, Government Printing Office. The price 
is $1. 
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N. I. T. L. Meeting at New York 


League Opposes Commodity Percentages of Class Mileage Scales—Polls Members on Order 
Shipments to Prepay Stations—Day Reelected President 


(Stanley Smith, Staff Correspondent, New York, N. Y.) 


president of the Canadian Industrial Traffic 

League, and W. T. Jackman, professor of political 
economy of the University of Toronto, receiving the 
report of the nominating committee, and directing that 
telegrams of felicitation be sent to J. M. Belleville and 
F. T. Bentley, the National Industrial Traffic League, at 
its annual meeting at the New Yorker Hotel, in New 
York City, November 20, resolved itself into committee 
of the whole to consider the situation 
growing out of the letter sent July 
29 by T. T. Harkrader, director of 
traffic of the American Tobacco Com- 
pany, to President Day, with refer- 
ence to League methods and policies. 

All of the session on Thursday was 
given over to this matter and was 
private. At Friday’s session, Paul M. 
Ripley, chairman of the committee 
of the whole, reported for the com- 
mittee that it recommended the 
adoption of three resolutions. The 
first resolution, which was adopted 
unanimously by the League, follows: 

“Resolved, that the president 
shall appoint immediately after this 
meeting a special committee to be 
charged with the responsibility of 
studying the present work, activities 
and scope of action of the League and 
to make such recommendations as 
are found to be warranted by con- 
ditions, said reports and recommen- 
dations to be submited to the mem- 
bership of the League for ratification.” 

The second resolution, which was 
defeated, set forth a number ‘of 
things to be considered by the spe- 
cial committee created by the first resolution. Mr. 
Ripley stated he personally did not favor the second 
resolution and would vote against it. After brief dis- 
cussion the League rejected the resolution, which follows: 

“Resolved, that the following resolution shall be 
referred to the same committee described in the previous 
resolution for consideration and report: 

“1. Resolved that no officer or director of the 
League shall be eligible to serve on the nominating com- 
mittee. 

“2. Further Resolved that the nominating commit- 
tee shall be appointed by the members of the League 
from the floor, at a regular session previously desig- 
nated by the president, at the time of the annual 
meeting. 

“3. Further Resolved that the executive committee 
of the League shall not have the power to reject or alter 
reports of committees or to reject or change proposals 
submitted to it when same emanate from the members 
of the League, without first having secured the approval 
of the League membership by letter ballot if necessary. 

“4, Further Resolved that the elective offices of the 
League shall be filled by industrial traffic managers and 


A FTER listening to brief remarks by F. W. Dean, 





W. H. DAY 


by commercial traffic managers in the same ratio that 
one group bears to the other in the membership of the 
League. 

“5. Further Resolved that where the president has 
the power to appoint committees and exercises such 
power, the membership of each committee shall be com- 
posed of industrial traffic managers and commercial 
traffic managers in the same ratio that one group bears 
to the other in the membership of the League. At no 
time shall the chairman of the com- 
mittees appointed by the president 
exceed the ratio previously mentioned. 

“6. Further Resolved that it is 
suggested and vigorously urged that 
industrial traffic managers be nom- 
inated and elected president and 
vice-president of the League for the 
ensuing year. 

“7, Further Resolved that the 
president shall appoint, immediately. 
following this meeting, a_ special 
committee to investigate and study 
the present staff of the League and 
to reorganize said staff should such 
action be found necessary or advis- 
able by the majority of the special 
committee. 

“8. Further Resolved that con- 
sideration be given to a change in the 
location of the headquarters of the 
League, and at the same time it 
should be stated to be the sense of 
the New York industrial traffic man- 
agers that the present conditions 
would seem to indicate Washington, 
D. C., as the most logical point for 
the League’s headquarters. 

“9. Further Resolved that if 
necessary the by-laws and constitution of the League 
shall be revised and amended to permit the carrying out 
of this resolution.” 

The third resolution provided that the League ex- 
press its opposition to the policy of the Commission in 
making commodity rates on percentages of first class 
mileage rates. There was considerable discussion of the 
mileage rate theory. R. C. Fulbright, chairman of the 
legislative committee, offered a substitute providing that 
the League express its opposition to the policy of mak- 
ing commodity rates on percentages of class mileage 
scales, unless such mileage scales were found to be in 
the best interests of the commerce in the commodities in 
question. This substitute was adopted. No reference 
to the Commission was made in the substitute, the 
purpose being to have the resolution refer to both state 
and interstate commerce. 


Officers Elected 


W. H. Day, president; Herman Mueller, vice-presi- 
dent, and Roy W. Campbell, treasurer, were renominated 
and reelected for the ensuing year without opposition. 
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The following were elected as regional vice-presidents: 
Trunk Line district: C. L. Hilleary, New York, N. Y.; 
Central Freight Association District: C. A. Sullivan, Detroit, 
Mich.; New England District: R. W. Poteet, New Britain, 
Conn.; Southwestern district: U. S. Pawkett, San Antonio, 
Tex.; Wstern Trunk Line district, J. P. Haynes, Chicago, «II1.; 
Pacific Coast district: I. F. Lyons, San Francisco, Calif.; 
Northwestern district: C. T. Vandenover, Minneapolis, Minn.; 
Southwestern district: A. W. Carey, Birmingham, Ala. 

The following were elected members of the board of di- 
rectors: W. N. Agnew, New York, N. Y.; Charles J. Austin, 
New York, N. Y.; J. D. Battle, Washington, D. C.; E. T. Bentley, 
Chicago, Ill.; L. C. Bihler, Pittsburgh, Pa.; F. H. Baer, Cleve- 
land, Ohio; George A. Blair, Chicago, Ill.; J. L. Bowlus, Mil- 
waukee, Wis.; E. F. Brown, Omaha, Neb.; F. C. Bryan, Mil- 
waukee, Wis.; Thomas J. Burke, Charleston, S. C.; F. W. Bur- 
ton, Rochester, N. Y.; T. C. Burwell, Decatur, Ill.; E. P. Byars, 
Fort Worth, Texas; J. A. Coakley, Cleveland, Ohio; R. B. Coap- 
stick, Indianapolis, Ind.; H. J. Conley, Fort Smith, Ark.; Guy 
L. Cory, Springfield, Ohio; E. P. Costello, St. Louis, Mo.; R. V. 
Craig, Chicago, Ill.; W. S. Creighton, Charlotte, N. C.; J. O. 
Cromwell, Macon, Ga.; Philip Croxton, New York, N. Y.; W. A. 
Curtin, Portland, Ore.; J. S. Davant, Memphis, Tenn.; Harry 
Dickinson, Denver, Colo.; F. A. Doebber, Indianapolis, Ind.; 
J. H. Donnell, Tampa, Fla.; Francis J. Dowd, Boston, Mass.; 
H. C. Eargle, Beaumont, Texas; A. H. Ferguson, New Bedford, 
Mass.; R. M. Field, Peoria, Ill.; H. M. Freer, New York, N. Y.; 
J. C. Graham, Jackson, Mich.; W. T. Hancock, Houston, Texas; 
T. T. Harkrader, New York, N. Y.; G. S. Henderson, Baltimore, 
Md.; Sam Herndon, Cincinnati, Ohio; George F. Hichborn, New 
York, N. Y.; F. C. Hillyer, Jacksonville, Fla.; W. C. Lefebvre, 
Detroit, Mich.; L. G. Macomber, Detroit, Mich.; J. S. Marvin, 
New York, N. Y.; J. W. McCune, Tacoma, Wash.; L. S. Mc- 
Intyre, Seattle, Wash.; W. C. Mitchell, New York, N. Y.; A. G. T. 
Moore, New Orleans, La.; Donald O. Moore, Pittsburgh, Pa.; 
Harry T. Moore, Atlanta, Ga.; E. C. Nettels, Battle Creek, 
Mich.; M. T. Otto, Dayton, Ohio; Morgan J. Parlin, Louisville, 
Ky.; F. E. Paulson, Allentown, Pa.; H. D. Rhodehouse, Youngs- 
town, Ohio; P. M. Ripley, New York, N. Y.; H. W. Roe, Tulsa, 
Okla.; C. H. Rolf, Philadelphia, Pa.; Robert C. Ross, Chicago, 
Ill.; C. F. Rowe, Duluth, Minn.; Charles R. Seal, Baltimore, 
Md.; H. F. Sundberg, Cedar Rapids, Iowa; J. H. Tedrow, Kan- 
sas City, Mo.; Clare B. Tefft, Toledo, Ohio; F. B. Townsend, 
Minneapolis, Minn.; M. M. Twohig, Cleveland, Ohio; A. F. 
Vandegrift, Louisville, Ky.; R. M. Vowels, Chicago, Ill.; H. J. 
Wagner, Norfolk, Va.; T. T. Webster, New York, N. Y.; W. S. 
Whitten, Lincoln, Neb.; P. R. Wigton, Watertown, S. D.; N. E. 
Williams, Fargo, N. D.; W. J. Womer, Chicago, Ill.; James G. 
Young, Columbus, Ohio; A. J. Sevin, Pittsburgh, Pa. 


Executive Committee Report 


Reporting for the executive committee, J. H. Beek, execu- 
tive secretary, took up the matter of publication of sixth section 
applications in the Daily Traffic World and the Traffic Bulletin, 
inquiring whether it was the wish of the membership that the 
bureau of traffic of the Commission continue to prepare and 
the publications named to continue to publish the applications. 
A number of members said the service was a valuable one and 
that they wished it to be continued. On motion of C. E. Childe 
the League voted that the service was valuable in the public 
interest and requested that it be continued. 

The League approved a recommendation of the executive 
committee that the League protest clauses six and nine of the 
American Railway Association manual with respect to side- 
tracks, and that it was not desirable to have a uniform side- 
track agreement. 

Mr. Beek said the executive committee asked for guidance 
‘with respect to the place for holding the next annual meeting. 
He said the custom had been to alternate between Chicago and 
New York. After brief. discussion it was voted that the presi- 
dent and the chairman of the executive committee be authorized 
to determine the place where the next annual meeting is to be 
held. A proposal was made that Chicago and New York should 
be excepted as places for the next meeting, but this was elimi- 
nated. 

The report of the special committee on revision of the con- 
stitution and by-laws of the League was presented. It was 
voted that this special committee should be discharged and the 
subject referred to the special committee created under the 
first resolution adopted on motion of Mr. Ripley as chairman 
of the committee of the whole. 


Aeronautics Report 


The committee on aeronautics, R. J. Dellinger, chairman, in 
an information report, said that it was very apparent that the 
general public was gaining more confidence in the safety of 
flying from year to year. Acrobatic flying, it said, had been 
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responsible not only for many fatal accidents but also for ad. 
verse public opinion as to the value of aviation. 

“Your committee intends to study the liability assumeq 
by the air lines,” said the report. “It is not now uniform and 
it is probable that after further study something valuable could 
be worked out in cooperation with the Department of Com. 
merce.” 

The committee said that the Railway Express Agency had 
advised that there was a reasonably steady increase in the 
volume of business handled by air express up to the recent 
business depression and, because of that slump in all business, 
air express naturally suffered. After reviewing the develop- 
ment of air mail service the committee said that the Post Office 
Department was entitled to a great deal of credit for pioneering 
aeronautics and developing many safety features. The report 
showed that, in the twelve months ended with July, 1930, 
7,762,555 pounds of mail had been carried by air and the car- 
riers paid by the government $14,599,260.90. The report was 
received, no other action being necessary. 


Bill of Lading Committee 


A number of bill of lading subjects was covered in the re- 
port of the bill of lading committee. W. R. Scott, chairman. 
With respect to billing shipments to prepay stations on order 
bills of lading, the committee considered the question of the 
advisability of establishing rules similar to those of the Cana- 
dian carriers. After reviewing the history of this matter, the 
committee said that a questionnaire had been sent to the mem- 
bership asking: 

(1) Should an arrangement be made whereby freight may 
be billed to prepay stations on order bills of lading? 

(2) If so, is it reasonable for the carriers to make a charge 
for the extra service, and what should that charge be? 

The committee said it received replies from 41 members, 
of whom 32 were in favor of an arrangement permitting freight 
to be billed to prepay stations on order bills of lading. Three 
members expressed opposition to such arrangements and six 
stated they were not sufficiently interested to make a recom- 
mendation. The committee recommended that it be furnished 
with definite instructions. It said that if it was the sense 
of the League that some arrangement of the kind should be 
established, then the committee recommended that the League 
consent to a reasonable charge for the service required, and 
that such a charge would be $3 a carload, and on less-carloads 
that the combination of locals be applied to and from stations 
at which the freight was held. Objection was made to the pro- 
posal that a charge of $3 a carload be approved and it was 
voted that the committee should be instructed to seek arrange- 
ments whereby no carload charge would be imposed for the 
service. 

With respect to the subject of extension of the time for 
using old bill of lading forms, the committee said that shippers 
had had notice for three years of a prospective change in bill 
of lading conditions, and should have governed themselves ac- 
cordingly in ordering supplies, and upon the passage of H. R. 
3141, last April, they were definitely put on notice that a change 
would be made in the near future. The committee said, in its 
opinion, the League could not reasonably seek an extension 
of time beyond December 31, 1930, and it was, therefore, rec- 
ommended that no effort be made by the League to obtain such 
extension and that the subject be stricken from the docket of 
the committee. The recommendation was approved. 

The committee considered the question of failure of car- 
riers to observe bill of lading prohibition against inspection of 
property and advised that Leagwe counsel had stated that the 
only way in which a shipper could be given a remedy and a 
liability imposed upon a carriér for unauthorized inspection 
was by legislation. The committee inquired of the membership 
as to whether the state of. the law with referénce.to this sub- 
pect was. unsatisfactory to the shipping public and if so what 
remedy should be sought. Nine replies were received. — All 
were to the effect that the present situation was unsatisfactory, 
but none suggested a remedy. The committee said that the 
fact that only nine members were sufficiently interested in this 
matter to answer the circular suggested that there was no 
necessity for any present action, but that, if it were desirable 
to make some attempt to improve the situation, it appeared that 
nothing could be done by modifying the bill of lading; the only 
possible redress being through new legislation, and that, there- 
fore, it recommended that the subject be stricken from the 
docket of the committee. The recommendation was approved. 
A substitute motion that legislation be sought was lost. 

The committee reviewed the situation with respect to the 
use of carbons in preparing a so-called “original” bill of lading. 
The committee said it would appear that this bill should not 
be made with a carbon. It said a light carbon impression might 
easily get smeary and illegible and might more easily be altered 

(Continued on page 1306) 
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Motor Vehicle Transportation 





Transport Coordination 


Rail-Motor Coordination Hearings Begun by Commission 
—Investment Figures Show Railroads Already in 
Truck and Bus Business in Earnest 


(Special Correspondence from St. Louis, Mo.) 


Three railroad executives testified, November 17, at the St. 
Louis hearing before the Commission on coordination of motor 
transportation (docket 23400), at the Coronado Hotel, with Com- 
missioner Ezra Brainerd, Jr., acting as chairman, assisted by 
Examiners Leo J. Flynn and Albert E. Stephan. 

The witnesses explained in detail expansion which their 
lines have worked out in development of motor transportation as 
an adjunct of rail service. All agreed that the bus cannot be 
slighted, at least in passenger traffic, and that the situation calls 
for supervision and regulation by the federal commission, in 
order to stabilize coordination for the benefit of the public, the 
rail carriers and the independent motor lines. 

F. H. Millard, assistant to the president, St. Louis South- 
western, who was on the stand all morning, submitted a com- 
prehensive explanation of the causes and results of these 
changes on the Cotton Belt. His testimony was illuminated 
with a mass of tables and graphs. H. E. Watts, passenger 
traffic manager of the Wabash, explained the contracts of his 
line with bus companies. 

P. J. Neff, assistant to the president of the Missouri Pacific 
and vice-president and general manager of the Missouri Pacific 
Transportation Company, testified most of the afternoon. 

E. W. Welch, vice-president of the East St. Louis and Subur- 
ban Railway, and urban and interurban trolley and bus system, 
stated that it was necessary, as a protective measure, that the 
Commission have charge of interstate motor service. 

In opening the meeting, Commissioner Brainerd announced 
that it would be impossible for him to preside at all the hearings. 
“But the matter will be well taken care of.” 


Commissioner Brainerd States the Case 


The Commissioner put in the record the “Statistical Sum- 
mary of Investment and Operating Figures Reported by Class 
I Railways in Questionnaire,” and, in a short, other explanation 
defining the objects of the hearings. “The railroads have been 
and today are,” he said, “the backbone of our national transpor- 
tation system, and their continued success is necessary to the 
welfare of the country. Other means of transportation have 
come forward in recent years and are performing useful service, 
among them the motorbus, being one of the best. Bus trans- 
portation is an established fact, and it is rapidly expanding, 
and is an important part of our national transportation system.” 

He drew attention to outstanding features in the “statistical 
summary.” The summary shows that Class I carriers have 
invested $40,048,607 in motor transportation, distributed as fol- 
lows: New England region, $7,243,919; Great Lakes region 
(Monongahela Ry.), $7,490; Central Eastern region, $8,136,571; 
Pocahontas region, $230,000; Southern region, $249,874; North- 
western region, $602,485; Central Western region, $18,114,020, 
and Southwestern region, $5,464,248. 

These railroads report 2,887 buses, 33,187.25 miles of route 
in intrastate business, 23,040.05 miles in interstate, 58,707,886 
bus miles operated, 5,090,561 passengers in interstate travel, a 
total of 34,113,361 passengers carried, anda total of $14,614,011 
of passenger revenue, of which $3,371,391 was in interstate 
traffic. 

In freight service, the number of trucks reported was 551 
and trailers 115; the number of miles in intrastate traffic was 
8,863.10 and in interstate 1,546.70; total number of truck miles, 
3,211,233, of which 254,833 was interstate; total number of tons, 
413,259, of which 22,968 was interstate; freight revenue, $1,580,- 
862, of which $88,311 was interstate. All the foregoing figures 
were for the period from Jan. 1 to June 30, 1930. Other tables 
in the summary give comparative recapitulations of the half of 
this year with 1927, 1928 and 1929. 

“There has been a decline of $240,000,000,” Commissioner 
Brainerd said, “in the passenger revenue of the class I railroads, 
western division, since 1920. The general effect of motor-vehicle 
operation on the railroads has been to decrease tonnage and 
revenue. Some railroads have adopted the motor-vehicle in 
various ways as part of their transportation service—some 





directly, some by contract, others by stock interest, others by 
subsidy. The summary elucidates these and other points. 

“The present railroad act does not allow coordination, 
except in a limited way as to terminals. There are no adequate 
provisions in the law as to rates and earnings. Each of the 
new adjuncts has its proper place in the national system of 
transportation. It is the object of these hearings to obtain 
facts. Arguments will be heard later, and there will be oppor- 
tunity to submit briefs. We want to obtain facts through these 
hearings. We want to find out economic phases of coordination, 
whether legislation is desirable and what kind, what the results 
have been in experience of rail and motor coordination, and in- 
formation and suggestions from those who have had experience. 
Other interests that are concerned in this subject have been 
assured of a chance to be heard.” 


Independent Lines Promise Cooperation 


Ivan Bowen, of Kansas City, counsel for the Pickwick- 
Greyhound lines, said that the independent motor lines were 
prepared to cooperate with the commission. ‘“‘We shall,” said 
he, “be glad to submit information. We note that certain rail- 
roads have reduced rates. Some of the reductions are seasonal. 
Some railroads evidently have started out to implant the 
European system of class rates. We can see no objection to 
this, as regards its effects on us. We would request now that 
certain statements as to rates and revenue be included in the 
record, and we especially ask that these statements comprise 
reports of the Frisco, Texas and Pacific and Santa Fe. We be- 
lieve that some railroads are maintaining their motor service at 
loss, and, if so, we want to find this out; if they are taking 
money from other sources to operate busses and trucks, we think 
the fact is important. It may be that revenue is being diverted 
to drive us off the highways. If the carriers can divert costs, 
then, I submit, they may run us out. Also, we ask that Vice- 
President Haugh, of the Union Pacific, be put on the stand.” 

Mr. Bowen was assured from the floor that Mr. Haugh 
would testify, probably in Chicago. 

‘ Other Bus companies were represented, as were their asso- 
ciations and the National Automobile Chamber of Commerce. 

Mr. Millard, of the Cotton Belt, went into the history of 
the decline of passenger traffic and the installation and develop- 
ment of motor-vehicle service, as applied to his lines. “Pas- 
senger miles declined,” he said, “from 137,691,000, in 1920, to 
approximately 47,334,000, in 1928, and 29,000,000 for 1930, based 
on the experience of the first eight months. Similarly, passenger 
revenue has declined from $4,031,000 in 1920 to $1,561,000 in 
1928, and to less than $1,000,000 for 1930, and if this rate of 
decline continues, the revenue from transportation will vanish 
by 1933.” 

Subsequently, he testified that, in his opinion, ihe principal 
cause of the decline has been the privately owned automobile, 
especially in local travel, with the motor bus ranking probably 
as the next cause. The same conclusion was drawn by Mr. Neff, 
later in the hearing, who seemed to make an impression on 
those present by saying that the long-distance travel appeared to 
be increasing. Mr. Watts, of the Wabash, also attributed the 
decline principally to good roads and private cars, and explained 
that the heaviest losses of passenger traffic to motor buses has 
been in the movement between big terminals, as, for instance, 
Chicago and St. Louis, Detroit and Chicago, St. Louis and Kansas 
City. 

Passenger. Traffic Loss Analyzed 


“The loss in passenger traffic,” Mr. Millard continued, “is 
attributable largely to the growing use of private automobiles 
for local journeys, due to the fact that it affords a more com- 
fortable journey than the local train, has greater mobility, and 
chiefly to the fact that the time of the journey can be regulated 
by the requirements of the business, instead of the business 
being regulated by an arbitrarily fixed schedule. A further 
and more important fact is that the cost of the transportation 
by private automobile, if as many as three passengers are Car- 
ried, is not appreciably greater than the journey by railroad. 
In other words, transportation by local train has been supplanted 
by a smaller and more flexible unit. 

“A similar transition has come about in the transportation 
of property. Statistics are not available to show the revenue 
for merchandise traffic as far back as the figures just quoted 
for passenger traffic. In 1923 the Cotton Belt’s revenue from 
merchandise was $3,240,532, and in 1929 was $2,545,243. Estimat- 
ing 1930 upon the eight months already known, the merchandise 
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revenue for 1930 will be about $2,360,000, or 70 per cent of the 
1923 revenue. In 1923 the Cotton Belt handled 224,000 tons of 
merchandise, and estimating 1930 upon the same basis as the 
revenue, there will be 139,000 tons, or 62 per cent of the 1923 
business. This indicates a greater falling off in tonnage than 
in revenue and consequent increase in the average haul, which 
was 324 miles in 1923, and 395 miles in the first eight months of 
1930.” 

Mr. Millard testified further that the railroad cannot meet 
the situation brought about by these two flexible motor units. 
“The progress which the railways have made,” according to him, 
“has been constantly away from small units and towards large 
units in order to secure heavier and therefore more economical 
loads. Largely by this means have the railroads been able to 
reduce the cost of transportation. The problem of local pas- 
senger traffic and merchandise freight requires a complete 
reversal of policies and the substitution of small and flexible 
units for large and unflexible units. When the Cotton Belt 
attacked this problem in 1928, it predicated its action upon the 
premise that motor vehicles were supplemental instrumentalities 
to railroad transportation, and not competitive instrumentalities, 
and that the railroads could well afford to adopt these more 
modern, flexible and economical units whenever, by doing so, 
they could afford a better or more economical service.” 

With regard to the privately owned automobile, he thought 
that no common carrier could take its place. “As we see it,” 
he stated, “all that can be accomplished is to furnish a local 
carrier service which will attract as much of this traffic as 
possible, and which will at the same time discharge the rail- 
road’s common carrier duties with as small a loss as possible. 
In 1928 the Cotton Belt decided to embark upon a program of 
gradual substitution of motor buses for local train service, 
wherever, after examination, it was found economical to do so, 
hoping in this manner to recover some of the lost passenger 
traffic by offering a more comfortable, mobile and flexible car- 
rier service.” 


Commissioner Wants Information 


Commissioner Brainerd, following the testimony closely, 
asked questions of the several witnesses. Rate divisions be- 
tween rail and bus companies under the same ownership, bus 
competition off-line by the subsidiary of a railroad with a com- 
peting rail carrier, whether carriers wished to evade supervi- 
sion of Federal supervision in development of motor coordina- 
tion, and whether there occurred discrimination as between 
interstate and intrastate traffic in store-door pickup and deliv- 
ery allowances, were some of the subjects examined. 

Mr. Millard and Mr. Neff were cross-examined by the com- 
missioner and by counsel of other carriers and of the inde- 
pendent bus lines. Mr. Neff testified that there were 2,000,000 
buses in Missouri Pacific territory competing with his company’s 
rail and bus lines. Asked by LaRue Brown, of Boston, counsel 
for the National Automobile Chamber of Commerce, where he 
obtained these figures, he replied “from your association.” Af- 
ter recess Mr. Neff caused some amusement by taking the stand 
and reducing the figure to 1,000,000. “The 2,000,000 is the 
number of vehicles manufactured on our lines,” he explained. 
“Anyhow,” remarked Commissioner Brainerd, smiling, “it 
seemed to you that there were 2,000,000.” 

The Southwestern Transportation Company, after incorpo- 
ration in Delaware, October 1, 1928, according to the testimony 
of Mr. Millard, secured authority to operate in Missouri on 
October 30, 1928, Tennessee on November 21, 1929, Arkansas 
on October 5, 1928, Louisiana on June 5, 1929, and Texas, Octo- 
ber 19, 1928. He testified that the franchises in all cases were 
for the right to do intrastate business, except between Green- 
ville and Mt. Pleasant, Tex., between Brinley, Ark., and Mem- 
phis, Tenn., and between Memphis and St. Louis, where the 
right is restricted to interstate business. Existing lines were 
bought up, and in some instances the Cotton Belt thus became 
a bus competitor of another railroad. 

Mr. Millard made it clear that his railroad has no intention 
of continuing such competition, and is disposing of these non- 
parallel and off-line bus routes as speedily as possible. At 
first, the intention was to restrict the bus service to intrastate 
business, but in 1930 the experiment had been so satisfactory 
as to denote possibilities in long-haul bus transportation. Be- 
tween Dallas, Tex., and Las Cruces, N. M., the bus subsidiary 
took over the Safeway Stages, Ltd., and operated its own 
vehicles from the St. Louis gateway, thereby establishing bus 
service, coordinated with the rail, between St. Louis and the 
Pacific coast. 

After two years’ operation of buses, Mr. Millard testified 
that these conclusions were shown: “That if the passenger 
revenue of the Transportation Company in 1929 be added to the 
railway company’s passenger revenue for this same year, the 
total is greater than the passenger revenue of the railway com- 
pany for 1928; that is, the motor coaches were successful in 
checking the downward trend of our passenger revenue,” and 
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“up to date we have been able to eliminate by substitution of 
motor coaches, passenger train miles amounting to a saving of 
approximately $560,000 per annum, at the same time effecting 
the increase in passenger revenue above noted.” 


Loss of Merchandise Freight 


The Cotton Belt studied the causes of the loss of merchan. 
dise traffic. Mr. Millard testified that there were four factors 
for the decline: They were the growing activities of LCL 
and class car forwarders giving coordinated rail and motor 
service, including store-door pickup and delivery; private trucks 
giving delivery from store-door to store-door, with freedom ip 
commodity mixtures and reduction of minimum weight; ni. 
gratory contract truck haulers, and “the commercial truck com. 
mon carrier which affords pickup and delivery, and a service 
which within certain limitations is more expeditious, frequent 
and flexible than can be afforded by a strictly rail service.” 

Continuing, Mr. Millard said that “we have found that in 
order to give merchandise the expeditious transportation which 
modern business requires, it can no longer be successfully han- 
dled on local trains, but must be handled on through fast freight 
trains operated on expedited schedules.” In developing the 
truck service, he explained that the Cotton Belt had been guided 
by six principles. 

Complete transportation of merchandise from warehouse to 
store-door he mentioned as the first. Second, the railway must 
be in position to furnish frequent service; third, when the 
parcels amount to as much as a carload, rail hauling is prefer- 
able, but the motor truck is more economical for carrying 
parcels to be delivered at a number of stations; fourth, in the 
case of one shipment which is insufficient for a car, but is suf- 
ficient for a truck and trailer, the latter service is better, and 
is practically container service; fifth, the practice of loading 
merchandise for terminal or break-bulk points has been devel- 
oped for expediting transportation, and much of this freight is 
transferred to trucks at these points; sixth, wherever econom- 
ically possible “the handling or distribution of less-than-carload 
by railway car is eliminated.” 


Regarding pickup service, Mr. Millard said that the bus 
company allows the shipper six cents per 100 pounds for the 
latter’s drayage to the bus depot. At present, he added, vehicle 
lot shipments from one shipper to one consignee, in truck and 
trailer, with a minimum of 6,000 pounds, are taken at the fourth 
class rate. Chain store organizations use this service. 

As to the terminal or break-bulk points, Mr. Millard said: 
“We formerly operated a daily set out cars from St. Louis to 
Dexter, 184 miles; St. Louis to Malden, 197 miles; St. Louis to 
Campbell, 208 miles; St. Louis to Piggott, 218 miles; St. Louis 
to Rector, 225 miles, and St. Louis to Jonesboro, 264 miles. 
We now consolidate all of these cars into two, the Malden and 
Jonesboro cars, and distribute by truck to all intermediate sta- 
tions.” He figured the annual saving in this particular in- 
stance as 96,000 car miles. He explained that the hauling might 
be rail and truck, or all rail, or truck, rail and truck, or rail, 
truck and rail, or either with pickup and delivery. 

In 1929 the carrier and bus line entered into a contract, 
which provided that the former should receive from the latter 
50 cents per loaded car mile for each car, and the bus line 
from the railroad 25 cents per vehicle mile for freight, express, 
mail or baggage. “The substitution of motor truck service,” he 
said, “has stopped permanently the decline in merchandise 
traffic, and when the operations of the transportation company 
are extended to cover the entire field, will bring increased 
revenues.” 

The routes and franchises purchased by the Southwestern 
bus line, he said, cost $262,743.03, of which $204,138.25 was for 
certificates of permit and franchises and $59,604.78 for 51 equip- 
ment units. The actual cost of equipment bought from manu- 
facturers was $814,242.85. 

Mr. Millard was plied with queries by the commissioner, the 
examiners and attorneys about the interstate and intrastate 
phases of traffic and transportation, and he stated with posi- 
tiveness that the Cotton Belt Route had desired to be regulated 
by the Interstate Commerce Commission, as well as by state 
boards. “We had conversations with members of the national 
Commission, indicating our wish that the bus company should 
be brought under its jurisdiction; but the inclination of opinion 
appeared to be that this would be llegal. So we, although not 
agreeing, dropped the idea. We look upon the transportation 
company as being in the same category as an express company, 
and wanted the commission to take jurisdiction.” 

The bus line is competitive in interstate commerce, he said, 
at El Paso, Tex., and Las Cruces, N. M., on the transconti- 
nental service, besides points indicated in his direct testimony. 
He named Magnolia, Ark., on the Louisiana & Northwestern, as 
a competitive point. 

Commissioner Brainerd aimed to get facts relative to rate 
allocations between the railroad and its bus subsidiary. Mr. 
Millard showed that the carrier always took the tariff rate. 
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Questioning brought out the fact that it would be possible to 
puy a railroad ticket, travel by bus and have baggage checked 
and moved, although the bus does not haul baggage. Mr. 
Millard admitted that this was possible, but improbable, as 
salesmen do not carry baggage. The railroad and bus line 
peing the same in ownership, the passenger tickets are usable 
on either, the object being to facilitate and encourage travel. 
The bus fare, the witness said, generally is higher than the rail. 

“Is the fare not a local matter, one of local conditions?” 
asked Attorney-Examiner Flynn. “A small difference in fare,” 
was the response, “whether higher or lower, is of slight impor- 
tance. Conveniences are decisive.” 

“What is your policy as to feeders?” from Mr. Flynn. 

“We believe in feeders, but not in suckers. By experience 
we have found a difference.” 

Counsel Bowen of the Pickwick-Greyhound Lines advanced 
the idea of there being opportunity for bus service in which 
competition with rail carriers is not involved. “You think that 
there’s room for this service?” 

“Yes.” Continuing, Mr. Millard stated that the bus line 
took no freight out of St. Louis, but was in passenger service 
exclusively from this northern gateway. 


Missouri-Pacific Services Outlined 


P. J. Neff, head of the Missouri Pacific bus service, made 
an emphatic declaration for Federal regulation of bus and 
truck lines engaged in interstate commerce. “There is,” as- 
serted he, “a great need for Federal regulation for both freight 
and passenger motor lines. The development of motor trans- 
portation has resulted in great investment by the rail carriers 
in this branch of the service, and, unless there is proper regula- 
tion of rates, service, and so on, railroads might use these 
new facilities to create competitive conditions where they 
could not enter by rail. The Missouri Pacific has felt this 
competition to a large extent, because at least three large 
railroads own or operate bus lines in Missouri Pacific territory. 
The Cotton Belt, for example, has created with bus competition 
what it could not set up with tracks.” 

The Missouri Pacific bus line, according to his testimony, 
is restricted to passenger traffic. The line was incorporated 
Nov. 15, 1928, in Delaware, with a broad charter, so that new 
facilities, such as air transportation, might be adopted. The service 
was inaugurated in Arkansas and Missouri, Jan. 21, 1929, and 
the passenger highway of the system at present embraces 4,200 
miles, all paralleling the Missouri Pacific rail lines. The opera- 
tion amounts to 650,000 coach miles per month. No trucks are 
owned or operated. The objects sought were coordinated service 
between rail and highway, replacement of unprofitable or un- 
satisfactory branch lines with improved service, and ample 
transportation for the people served by the system. “Bus 
lines constitute gathering and distributing service to the rail 
system.” 


Mr. Neff said that the service is confined to territory of 
the rail lines, and there are only two or three towns among 
500 stations which are off-line.’ He mentioned Eret and Horton, 
on the Rock Island, as points in this exception. “We have no 
situation comparing with that of the Cotton Belt at El Paso.” 
Since the bus service was inaugurated, he stated that 1,000,000 
passenger train miles a year had been discontinued. 

The company is licensed in Nebraska, Kansas, Missouri, 
Illinois, Arkansas, Tennessee, Mississippi and Texas. The bus 
line is a subsidiary owned by the rail system. He added: 


The transportation company itself is not profitable. It is operated 
at a loss. But the bus run in the place of branch lines has affected 
economies. So, there is indirect profit to the railroad. 

As to general bus competition, the revenue of the Missouri Pacific 
proper has decreased from $21,000,000 in 1920 to one-half for this cur- 
rent year. However, not exceeding $3,000,000 is ascribed to bus com- 
petition; the rest, of $7,000,000, is attributed to competition from the 
private automobile and the airplane. 

It is difficult to analyze the effects of truck competition. We 

observe that, in a general way, live stock traffic has been diverted 
to the motor vehicle. This diversion amounted last year in Omaha 
to 35 per cent, East St. Louis 12 per cent. It is increasing. The radius 
of the truck appears to be about 200 miles with the roads improved. 
Milk goes 50 to 60 miles by truck; even coal and furniture are trans- 
ported in motor vehicles. Cotton has been moving to gulf ports by 
truck; last year 1,000,000 bales which formerly moved by rail were 
hauled by truck. The bulk of truck business is transported by contract 
or private carriers; first, private; then contract, then common. Regu- 
lation of the common carrier would not suffice; all kinds of carriers 
should be comprised in it. 
,. , There should be Federal regulation. Because of lack of it, there 
is instability. Price cutting should not only be prevented, but also 
duplication of service. There is a noticeably unsafe condition on 
— oe All classes of transportation should be under the same 
egulation. 


Commissioner Brainerd invited the witness’ opinion on store- 
door delivery and pickup. He asked whether it was not dis- 
criminatory to give this service in intrastate service and not 
in interstate, and Mr. Neff replied “probably.” “If,” queried 
the commissioner, “interstate authority were granted, would 
it be practical?” Mr. Neff gave “yes” as his answer. 
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Examiner Stephan advanced ideas on comparative rates. 
“People,” Mr. Neff stated, “are willing to pay the same by bus 
as by rail. In some places we provide stagger service; there 
the bus handles as much business as the railroad.” 

Mr. Neff caused some amazement by this statement: “I 
think the long haul by bus and truck is increasing. The short 
a by bus is decreasing, owing to the automobile and improved 
roads.” 

“I take it,” remarked the commissioner, “that it makes 
no difference to the Missouri Pacific whether passengers use 
your trains or your buses.” Mr. Neff answered “no.” 


Bus Competition on Wabash 


Passenger Traffic Manager Watts of the Wabash submitted, 
as witness, statistics as to bus competition. The normal pas- 
senger revenue of the road is $9,000,000, he said, whereas this 
year it will be about $5,500,000, estimating the November and 
December business. He thought that most of the loss in local 
travel was due to the private. automobile, while the bus compe- 
tition was detrimental between large cities. Taking St. Louis 
and Kansas City, 282 miles, fare $10.04; Chicago and St. Louis, 
283 miles, fare $10.41, and Chicago and Detroit, 277 miles, fare 
$9.81, the bus competition at $3.50 to $5 has been injurious to 
the carriers. Twenty-five to thirty buses are run daily in the 
inter-city service. 

Mr. Watts alluded to definite- checks of travel on April 
30 and May 1 between St. Louis and Chicago. Thirty-eight buses 
were run, nineteen in each direction, and carried 507 passengers. 
The four railroads on May 4 and May 10 averaged 142 pas- 
sengers. 

Between Chicago and Detroit bus lines carried 288 pas- 
sengers daily, with all the fifteen trains carrying 206. The 
figures did not include the week-end business at rail excursion 
rates. 


Mr. Watts stated that buses with the $5 fare get the minor 
share of the business. Bus passengers ride between Chicago and 
Detroit for $2.50, and between Chicago and St. Louis for $5. The 
responsible lines, he added, make the higher rates. 

Commissioner Brainerd expressed satisfaction with the 
result of the St. Louis hearings. Facts, information and sug- 
gestions of considerable practical value were obtained, and, he 
said, the good beginning should assure success to the inquiry. 


Passenger Service Disruption 


Disruption of traffic conditions, especially as to passenger 
service, in localities and territories where unregulated interstate 
vehicles compete with regulated intrastate service, was the con- 
spicuous feature of the concluding session, on Tuesday, Novem- 
ber 18. 

Information as to consolidated merchandise operations in 
Wabash Railroad depots by forwarding concerns, and statistics 
showing the losses resulting from truck competition were 
brought out, together with facts concerning competition among 
bus lines. The testimony which elicited many questions from 
the commissioner and examiners was that of H. E. Barber, 
president of the Egyptian Transportation Company. Other wit- 
nesses at the closing session were F. G. Maxwell, assistant to 
the general freight agent of the Wabash, and F. H. Millard, 
assistant to the president of the St. Louis Southwestern Rail- 
way. 

Commissioner Brainerd said that several western states, 
including North Dakota, Iowa and Kansas, were represented by 
commissioners or observers, and he invited them to take prece- 
dence if they wished to submit facts or offer suggestions. W. F. 
Parsons of Des Moines and Fay Harding of Bismarck, N. D., 
replied that they had nothing to submit, but might present some- 
thing at a later session. Commissioner Brainerd requested them 
to confer with him before leaving the city. 


Commissioner Outlines Desired Material 


As the material regarding motor vehicles was to be submit- 
ted at this and subsequent meetings, the commissioner suggested 
the line of testimony that was preferred. Facts, he explained, 
were desired as to traffic relations with railroads, if any, by con- 
tract or otherwise; extent of operation, indicating interstate and 
intrastate distances; basis of rates and charges, specifying 
local, interline of railroad or motor, specific off line, and so on; 
maximum and minimum rates, and how tariffs are published or 
filed; liability insurance; accounting; division of revenue, and 
capitalization. In addition, any suggestion based on experience 
or observation would be welcome. The same line of testimony 
was wanted from both independent and contract operators. The 
commissioner explained that his suggestions were not meant to 
limit the testimony, but were merely suggestions. 

F. G. Maxwell, assistant to the general freight agent of the 
Wabash Railroad, offered facts and statistics covering the effects 
of truck competition. The Wabash has no trucks of its own, he 
said, or no coordinated service. The effects of truck competition 
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are most noticeable between St. Louis and Chicago, Chicago and 
Detroit, St. Louis and Kansas City, where the competition is 
keen and there are many truck lines. He cited the situation 
between St. Louis and Columbia, Mo., a distance of 145 miles, 
on less-than-carload business. The volume in 1925 amounted to 
2,500 tons for nine months, which shrank to 600 tons for three- 
quarters of the present year, a decline of 75.9 per cent. .The 
decrease from 1929 he stated at 44.9 per cent. 

Between St. Louis and Kansas City there was no compe- 
tition in 1925, but after this long-haul competition grew with 
the construction of highways. The distance is 279 miles. The 
tonnage decreased from 2,025 tons in 1925 for nine months to 
542 in 1930, a fall of 73 per cent. Compared with 1929, the de- 
crease for 1930 was 24 per cent. Between Chicago and South 
Bend, Ind., the volume declined from 2,900 tons in 1925 to 1,500 
in 1930, or 47.8 per cent. Between Chicago and St. Louis the 
loss was from 13,400 tons in 1925 for nine months to 7,290 in 
1930, or 24 per cent. The same condition prevails between De- 
troit and Toledo. . 

Commissioner Brainerd inquired whether the decline was 
attributed to the motor, Mr. Maxwell replying that 60 per cent 
or more was ascribed to this cause. 

To the question whether the Wabash had store-door deliv- 
ery, the witness replied in the negative, and to another question 
from the commissioner as to rates, he said that the truck rates 
are generally lower. Commissioner Brainerd inquired whether 
there are contract haulers, and, if so, how they operated. Mr. 
Maxwell stated that there are and they may make whatever 
rates and arrangements they please, as they are unregulated. 

Representatives of bus companies raised a point regarding 
use of space in Wabash freight depots by forwarders in consoli- 
dating freight loads and desired to know whether any of the 
loss in merchandise goods could be ascribed to consolidated 
shipments. The commissioner epecially asked information as to 
contracts with forwarders. The witness said that the consoli- 
dated movement had grown greatly in the past few years and 
the traffic was considerable. His road had no traffic contract 
with them, but did lease space in freight depots to a few of 
them; however, this was rental and had no connection with 
traffic. The Wabash, the witness stated, leased space in Chi- 
cago and St. Louis to the Commerce Freight Company and in 
Detroit to the Universal. Commissioner P. W. Coyle of the St. 
Louis Chamber of Commerce Traffic Bureau, propounded a few 
queries touching on the relative advantages of the Wabash 
and Michigan Central freight depots in Detroit, but Commis- 
sioner Brainerd suggested that this was a topic for conference 
and scarcely was admissible at this hearing. 

In interrogation intended to develop what portion of freight 
decline has been due to depression and what to motor compe- 
tition, Mr. Maxwell gave the opinion that 25 to 27 per cent is 
believed to be due to the depression. 

Commissioner Brainerd was anxious to find out advantages 
that may be unreasonably employed by truck companies. The 
witness cited the case of a shipment of radiators from Litch- 
field, Ill., to St. Louis. The rail rate was 19 cents the 100 
pounds, but the truck company made a rate of 12 cents from 
door to door. The commissioner remarked that one of these 
rates might seem reasonable and the other unreasonable. Attor- 
ney-Examiner Flynn asked what the railroads thought of modi- 
fying rules relating to packing. The witness said that they had 
considered this subject, but had come to no decision. Counsel 
Kiskadden of the St. Louis Southwestern Railway developed the 
idea that laxity in packing would increase damage hazards. 

Mr. Millard of the St. Louis Southwestern returned to the 
stand and gave details concerning the contracts of its bus com- 
pany with the Thompson Motor Express Company and Black 
Transfer Company. The object was to show that the railroad 
got the regular proportion required by tariff. 


Bus Executive Scores “Wildcats” 


Interstate bus competition, unregulated, disrupted the whole 
situation in southern Illinois, according to H. E. Barber, presi- 
dent of the Egyptian Transportation Company. Although his 
company lives up to the rules of state commission, “wildcatting 
by the Cotton Belt Railroad and other interstate lines has nearly 
put us out of business.” To the amusement of the commis- 
sioner and the assemblage, he declared that conditions had be- 
come so terrible that he arranged with the Illinois Commerce 
Commission to dispense with tariffs in emergencies. Asked to 
produce a copy of the commission’s order or ruling, he said that 
it was an oral understanding. “When a rate cut is made by an 
interstate wildcat, we just meet it; we keep blank tariffs at 
Springfield and file the rate after it is in force. There’s nothing 
else to do.” 

The Egyptian, said Mr. Barber, obtained certificates in Mis- 
souri, Illinois, Kentucky and Indiana. Starting in 1920 with a 
capital of $10,000, it built up assets of $597,000. There are, he 
continued, four bus lines operating in Southern Illinois—the 
Southwestern Transportation Company, Atlantic-Pacific, Pick- 
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wick-Greyhound, and Smith Transportation Company. He 
alluded to the interstate motor carriers as unauthorized, and 
declared that rate-cutting had unsettled everything. “There js 
three times more service than business, and all this competitive 
business is done at a loss.” He stated that the Cotton Belt 
bus line maintains a rate between St. Louis and Cairo which is 
one-third of the Illinois Central tariff rate. 

The Buck decision started the trouble, he proceeded. “I 
don’t believe that the court ever gave an opinion that warranted 
this outlawry. The court simply held that a state could not in 
its regulation prohibit interstate regulation. We believe that 
the Interstate Commerce Commission could rectify the situation 
under the existing law by assuming authority that it legally 
has.” The commissioner told him to bring out this whole idea 
in a brief. 

“Until this decision was rendered,” he said, “we got along 
all right. The Pickwick-Greyhound, a Missouri licensee, and we, 
an Illinois licensee, were doing right, each fulfilling the require. 
ments of the state commission. It was the wildcatting by inter- 
state carriers that disturbed conditions, and I’d like to make a 
motion to compel the Cotton Belt to submit to regulation be- 
tween St. Louis and Cairo and Memphis.” 

His company does interline business with other bus com- 
panies. At the commissioner’s request, he described how long- 
distance tickets are sold minus tariffs, by ascertaining the rates 
of connecting carriers. The commissioner inquired whether 
settlements were made monthly, and he answered that they 
might be made yearly or not at all. 

In this connection he told the commissioner that a serious 
practice is going on in Chicago. Unscrupulous persons engage 
passengers for the ride to the Pacific coast. “They take these 
travelers out a few hundred miles, and dump them, and paint 
their bus a new color, and go back to Chicago and pick up an- 
other set of victims.” 

His company is losing money where the strong competition 
prevails, but he stated that the earnings in other fields offset 
this loss. He said that the bus fare is generally higher than 
that charged by the rail carriers. 

The Pickwick-Greyhound Lines stated that they will have 
witnesses on the stand at Kansas City. Commissioner Brainerd 
announced that the hearing would be continued at Kansas City, 
Nov. 21, beginning at 10 o’clock in the morning. 


I. Cc. C. TO HEAR TRUCKING ARGUMENTS 


The Traffic World New York Bureau 


The Commission will open public hearings in New York 
next month on coordination of common carriers regulated by 
the Transportation Act and motor vehicle common carriers. A 
bitter fight between the trunk line railroads and motor truck 
transportation companies is forecast. At a meeting of the 
Shippers’ Conference of Greater New York it was asserted by 
shippers that they find it more profitable, on the whole, to use 
motor trucks for transportation of their freight, because it is 
cheaper and more expeditious. 

Some score or more shippers, members of the Shippers’ 
Conference of Greater New York, have offered to give testimony 
before the Commission, but judging by past experience, at a 
hearing in Washington on the same tipic, it is somewhat uncer- 
tain of the attitude of the commission with regard to such 
testimony, according to the statement of William H, Chandler, 
manager of the traffic bureau of the Merchants’ Association, 
who has asked the chairman of the commission to define his 
stand in the matter. Shippers do not want to waste their time 
and energy if the commission does not want to get their angle 
of the question, he suggests. 

“It is not clear to me,” said Mr. Chandler in his communica- 
tion to the commission, “whether this (the commission’s notice) 
refers to motor carriers not owned by the railroads and not 
subject to the jurisdiction of the commission or motor carriers 
directly or indirectly a part of the railroad system. 

“When this subject was previously before the commission 
it asked the assistance of shippers in producing witnesses and 
presenting evidence bearing on all shades of opinion respecting 
the desirability of federal motor truck regulation. However, 
when we began presenting our testimony, the presiding com- 
missioner showed little, if any, interest in the views of our wit- 
nesses and indicated a desire substantially to shorten the record. 
Our time in preparing what we thought would be of interest to 
the commission was largely, if not entirely, wasted. 

“The word coordination, as applied to motor trucks and 
railroads, has been used so loosely that it is difficult to under- 
stand just what is meant by it.” 


MOTOR TRUCK SURVEY 
The transportation division of the Bureau of Foreign and 
Domestic Commerce is making a survey of motor trucking in 
all parts of the country, in cooperation with the Bureau of 
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public Roads of the United States Department of Agriculture. 
Trucking companies, whose opinion of the value of such a 
study Was sought in advance, expressed themselves without 
exception as in favor of it, says an announcement by the Depart- 
f Commerce. 
“eo 3,500 questionnaires were sent out originally to elicit 
general information on types of trucking firms engaged in 
interurban or rural hauling, firms doing a strictly local city 
pusiness being excluded from the study. These questionnaires 
called for information on the number of vehicles of different 
types, i. e., motor trucks, trailers, semitrailers, and tractors; 
their rated capacity; approximate total mileage and total daily 
mileage; percentage of night hauling; number of employes; 
seasonal fluctuations with causes; cost-accounting system; pub- 
lished freight-rate tariff; total gross receipts for 1929; regular 
routes, With mileage and frequency of service; and types of 
service, i. e., general freight or general express, etc. ae 
About 250 questionnaires, chiefly of large firms, indicated 
the maintenance of adequate cost-accounting systems. These 
firms, located in all parts of the country, will be included in a 
special field survey in which more detailed data will be asked 
for. These will include a unit-cost analysis of individual 
vehicles; trip analyses; and miscellaneous data on principal 
commodities carried; seasonal fluctuations; practice regarding 
helpers or relief drivers; arrangements for securing return 
loads; estimated daily time loss due to traffic congestion, urban 
and rural, and the cost of such time loss; gross revenue and 
gross expenses in 1929; number of terminals and whether 
loaned or leased, solely or jointly; garage and warehouse facil- 
ities; official regulating body; and various points regarding 
type of operation. These include whether the company is a 
common carrier or contract carrier; is operating under contract 
for a rail line or a water line, or is a subsidiary or competitor 
of either; or of other common carriers. The question is also 
asked whether the operation is a substitute for rail service. 


HIGHWAY TO ALASKA 


Herbert H. Rice of Detroit, assistant to the president of 
General Motors, and treasurer of and director in the National 
Automobile Chamber of Commerce, has been appointed chair- 
man of the Commission for the United States created to study 
the construction of a highway to connect the northwestern part 
of the United States with British Columbia, Yukon Territory 
and Alaska, according to an announcement made at the Depart- 
ment of the Interior. The other members of this Commission 
are Ernest Walker Sawyer, representing the Department of the 
Interior, and Major Malcolm Elliott, of the army, president of 
the Alaskan Road Commission. 

The distance from Seattle to Fairbanks is approximately 
2,000 miles. When this road is completed a new and novel 
venture will be offered to the automobile tourist, says the In- 
terior Department, and one of the greatést gestures of friend- 
ship between English speaking nations will have been consum- 
mated. The road will tie intd the proposed international Pacific 
highway which is planned as the longest road in the world, 
reaching from Fairbanks to Buenos Aires, toward the other 
end of South America. 


AIR TRAFFIC INCREASES 


Scheduled air transport lines of the United States carried 
more passengers in the first six months of this year than in 
the entire calendar year 1929, according to Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics. A statistical 
study of scheduled airway operations for January to June, 1930, 
just completed by the aeronautics branch of the Department of 
Commerce, shows, he said, that the domestic and American 
operated foreign air lines carried 208,357 passengers in that 
period, and that they transported 3,761,376 pounds of mail and 
1,145,477 pounds of express. 

“The total of 208,357 passengers carried on the scheduled 
air lines in the first six months of 1930 represents a four-fold 
increase over the number carried in the corresponding period 
of 1929,” Mr. Young said. “Direct comparisons are made be- 
tween the first six-month or between the last six-month 
periods of two calendar years, as flying conditions are more 
favorable during the last half of the year, and this fact there- 
fore usually is reflected ir the totals. 

“However, the number of passengers carried in the first half 
of 1930 was greater by 87,425 than the number for the last six 
months of 1929. The number of passengers flown during the 
entire year of 1929 was 173,405. 

“In a study just completed the totals for domestic air lines, 
and foreign air lines operated by American companies were 
separated, instead of being combined as in previous studies. 
The passenger traffic figure for domestic air lines is 185,956 and 
for foreign air lines 22,401, for the first six months of 1930. 

“Air mail poundage also increased during the six months’ 
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period over the similar period last year, but not in so great 
a degree as did passenger traffic. The air lines carried 3,761,376 
pounds of mail from January to June, 1930, as against 3,468,562 
pounds during the first six months of 1929. The mail poundage 
figure for January-June, 1930, includes 3,571,956 pounds of domes- 
tic air mail and 189,420 pounds of foreign air mail. 

“Air express increased from 976,219 pounds carried in the 
first half of 1929 to 1,145,477 pounds in the first half of 1930. 
Most of the express was carried on the domestic lines, which 
flew with 1,142,458 pounds. The foreizn lines contributed 3,019 
pounds to the total. 

“The total miles flown by scheduled air transport planes 
for the 1930 period was 16,902,728, of which 14,595,915 was on 
domestic lines, and 2,306,813 on foreign lines. In the like period 
of 1929, the miles flown were 9,201,338. 

“The figures on scheduled airway operations for January 
to June, 1930, were based upon reports from 38 operators and 
89 domestic air lines, and 9 operators flying 27 routes into 
Canada, Latin-America and in Alaska.” 

More than a million persons in the United States rode as 
passengers in airplanes in the first six months of 1930, according 
to Mr. Young. A study of miscellaneous flying operations just 
completed by the aeronautics branch of the Department of Com- 
merce revealed that these operators carried 924,800 passengers. 
As scheduled air transport operators carried 208,357 passengers 
in the same period, the total number of passengers carrier in 
all types of operations from January to June, 1930, was 1,133,157. 

The total number of passengers carried for hire by mis- 
cellaneous operators was 716,400 from January to June, 1930. 
Passengers making pleasure flights, for which no fare was paid, 
numbered 208,400, making the total number of passengers car- 
ried in miscellaneous operations 924,800. No comparison with 
the first six months of 1929 with respect to passengers carried 
is available, as this information was not then requested of air- 
craft owners by the aeronautics branch. 

Thirty-one scheduled air transport lines flying an average 
of 68,900 miles a day carried 255,631 passengers the first nine 
months of 1930, nearly 100,000 in excess of the entire peak year of 
1929, according to a report issued by the Aeronautical Chamber 
of Commerce of America, Inc. Mail poundage climbed steadily, 
reaching a total of over 5,000,000 pounds in this period, while 
commercial air freight operations eclipsed all preceding yearly 
totals. The airlines carried 122,626 passengers in the third 
quarter or nearly three times the number carried in the first 
quarter of the year. The lines reporting to the Aeronautical 
Chamber of Commerce showed a total of 5,043,074 pounds of 
mail carried in the nine months, 1,919,021 pounds of which were 
carried in the third quarter. This is a substantial increase over 
any previous quarter. 

Express carried during the first nine months totaled 219,086 
pounds. The total for the third quarter was 81,022 pounds, or 
= the same as reported during the preceding three 
months. 


AERONAUTICS REPORT 


Passenger air transport lines are constantly making inroads 
into that large group of people who could travel by air but for 
one reason or other have elected to remain with surface trans- 
portation, says Clarence M. Young, Assistant Secretary of Com- 
merce for Aeronautics, in his annual report to the Secretary 
of Commerce for the fiscal year ended June 30, 1930. 


“Those air lines that render a service clearly advantageous 
in time over other means of travel or which advantageously aug- 
ment surface transportation are doing a substantial business, 
and the tendency points to continued increase,” says Mr. Young. 

“When the provisions of the Watres air mail act are given 
full force and effect, this legislation will have two outstanding 
stimulating features on the industry and also will be beneficial 
to the public: 

“First—Air mail will be extended to various parts of the 
country not now being served, by the utilization of existing air 
passenger transport lines. 

“Second—It will assist materially in the establishment of 
a more comprehensive passenger service throughout the nation 
by placing present air mail carriers in the passenger-transporta- 
tion business. 

“These two features should contribute to the building up 
of the passenger air transport industry to the point where there 
should be’ no question about the completeness and fitness of 
service available for any proper demand that may arise. 

“In regard to the safety feature of civil aeronautics, we are 
hopeful that suitable legislation, dealing with the investigation, 
recording, and publication of the causes of accidents in civil 
air navigation in the United States will be enacted. Such legis- 


lation should give the department more authority with respect 
to the procedure surrounding the investigation of civil aircraft 
accidents than now exists. 


This is desirable in order that the 
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department may effect more complete investigations of such 
accidents. 

“Under its program of airways development, the aeronautics 
branch during the last fiscal year lighted 3,321 miles of airways, 
established and lighted 56 intermediate landing fields, and in- 
stalled and operated 218 standard revolving beacon lights for 
the guidance of airmen after dark. Five thousand six hundred 
and fifty miles of airways were equipped with autoniatic tele- 
graph-typewriter circuits which collect and disseminate weather 
information along the airways, and 13 radio broadcasting sta- 
tions were placed in operation for the broadcast of this weather 
information to planes in flight at regular intervals both day 
and night. Two radio range beacons, which giude pilots along 
the airways by means of radio signals, also were placed in 
operation, and 27 were completed to the point where service 
operation will be started between July 1 and September 1, 1930. 

“As the foregoing aids to air navigation not only have justi- 
fied their existence, but have proved to be indispensable from 
the standpoint of safety and reliability of aircraft operation, 
funds available from current operations have been allocated to 
provide more of these facilities. During the current fiscal year 
3,000 miles of additional airways will be lighted, 33 additional 
radio range beacon stations will be established, 2,800 miles of 
automatic telegraph-typewriter circuits will be placed in opera- 
tion, and 20 radio communication stations will be installed. 
Upon the completion of these 20 additional radio communication 
stations, there will be scarcely a square mile of area in the 
United States where flying is a regular activity, that a pilot 
cannot receive broadcasts of weather information while in 
flight.” 


AIR TRANSPORT DATA 


Thirty-one scheduled air transport lines flying an average 
of 68,800 miles a day carried 255,631 passengers in the first nine 
months of 1930; nearly 100,000 in excess of the entire peak year 
of 1929, according to a statistical report by the Areonautical 
Chamber of Commerce of America, Inc. Mail poundage climbed 
steadily, reaching a total of over 5,000,000 pounds in this period, 
while commercial air freight operations have already eclipsed 
all preceding yearly totals. 

A total of 18,808,425 scheduled miles have been reported 
flown in the first nine months, representing a steady increase 
since January, with a peak of nearly 3,000,000 miles recorded for 
July. 

In July, August and September reporting airlines sompleted 
98.8 per cent of all mileage scheduled, an improvement over 
previous quarters of the year. 

These airlines carried 122,626 passengers in the third quar- 
ter, or nearly three times the number carried during the first 
quarter of the year. Each month in the year has shown a con- 
sistent increase of several thousand passengers over the pre- 
ceding month, with the exception of a slight seasonal decline in 
September. 


A total of 26,665,647 passenger miles were flown in the third 
quarter, as compared with 25,000,000 passenger miles in the 
second quarter. The inclusion of several important short air- 
lines reducing passenger miles for the third quarter, and at 
the same time increasing the number of passengers carried. In 
the first nine months of 1930, the average passenger traveled 
a distance of 245 miles on each trip. 


The lines reporting to the Aeronautical Chamber of Com- 
merce showed a total of 5,043,074 pounds of mail carried in 
this period, 1,919,021 pounds of which were carried in the third 
quarter. This was a substantial increase over any previous 
quarter. 

Express carried in the first nine months totaled 219,086 
pounds. The total for the third quarter was 81,022 pounds, or 
practically the same as reported for the preceding three months. 

New York, Philadelphia and Washington Airway Corpora- 
tion started scheduled service between the above cities in Sep- 
tember; Eastern Air Transport, Inc., opened a passenger line 
between New York and Richmond, Va.; and Rapid Air Trans- 
port, Inc., increased the frequency of the service between Omaha 
and Kansas City on August 1. 

The mail, passenger and express lines reporting to the 
Aeronautical Chamber of Commerce in the third quarter are: 
Air Ferries, Ltd.; Alaska Washington Airways; American Air- 
ways, Inc. (Colonial Air Transport, Inc.; Canadian Colonial Air- 
ways, Inc.; Colonial Western Airways, Inc.; Interstate Air Lines, 
Inc.; Universal Aviation Corporation; Southern Air Transport; 
Embry-Riddle); Boeing Air Transport, Inc.; Delta Air Service, 
Inc.; Eastern Air Transport, Inc.; Gorst Air Transport, Inc.; 
New York, 
New York, 
Pacific Air 


Mamer Air Transport; National Air Transport, Inc.; 
Philadelphia & Washington Airway Corporation; 
Rio & Buenos Aires Lines, Inc. (to August 31); 
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Transport, Inc.; Pan American Airways, Inc. (Pan American: 
New York Airlines: Cia Mexicana); Pittsburgh Airways, Inc.: 
Rapid Air Transit; Robertson Airlines; Southwest Air Fast 
Express (to August 31); Stout Air Services, Inc. (to August 31): 
T. A. T.-.Maddux Airlines; Thompson Aeronautical Corporation: 
Varney Air Lines, Inc.; "Western Air Service Corp.; National 
Parks Airways, Inc. 


AVIATION INCREASES IN DEPRESSION 


“In the face of published statements showing a genera] 
business depression, the ever increasing use of air transportation, 
as witnessed by the steady increase in the use of air mail, offers 
an encouraging contrast,” according to Frederic G. Coburn, 
president of American Airways,. “In October, 1930, our lines 
carried 94,151 pounds of mail, as contrasted with 86,660 pounds 
for the same lines in October, 1929, an increase of 8 per cent,” 
he pointed out. “In this month the poundage carried over the 
entire system totaled 122,409, with 591,603 miles flown and 3,573 
passengers transported.” 

In the first ten months of 1930, according to the statement, 
American Airways’ planes flew 5,913,057 miles in scheduled mail 
and passenger services, averaging 19,451 miles daily, and carry. 
ing 56,200 passengers and 1,007,180 pounds of mail. 

On October 15, the company inaugurated service over its 
transcontinental mail and passenger line extending from Atlanta 
to Los Angeles, and in the first sixteen days of operation trans. 
ported 341 passengers and 11,433 pounds of mail, averaging 21 
passengers and 715 pounds of mail a day. 


CHICAGO-NEW YORK AIR SERVICE 


National Air Transport will inaugurate, December 1, direct 
Chicago-New York air service, which will complete the trans- 
continental service and enable passengers, in conjunction with 
the Boeing lines west of Chicago, to make the trip from New 
York to San Francisco in under two days. Under the schedules 
as arranged, passengers will leave New York at noon, arrive in 
Chicago at 7:02 central time, and spend the night in that city. 
The journey may then be resumed at 9:30 the following morn- 
ing, with arrival in San Francisco on the next morning. The 
eastbound schedule of the Chicago-New York planes is faster, 
the trip being scheduled to take place in six hours and 34 min- 
utes, including stops at Toledo and Cleveland. The eastbound 
plane will leave Chicago at 9:30 a. m. central time and arrive 
in New York at 4:54 eastern time. 


VIOLATION OF AIR COMMERCE ACT 


A report has been received at the Department of Justice 
from the United States attorney at Louisville, Ky., that Paul 
Montgomery, Edward Heckelback, Noble Harris, Ewan Riley and 
E. L. Grant have entered pleas of guilty to indictments in the 
United States District Court for the Western District of Ken- 
tucky charging them with conspiring to violate the so-called Air 
Commerce Act of 1926. This case involved the use of an air- 
plane for the interstate transportation and the subsequent 
dropping of bombs from an airplane with the intent to destroy 
coal mines in Kentucky where a labor strike was in progress. 
The acts of the defendants in this case constituted violation of 
an injunction which had been issued in the matter by the United 
States district court, and to contempt proceedings which were 
instituted against these defendants they also entered pleas of 
guilty. Harris, Riley and Grant were sentenced to serve 18 
months each in the penitentiary on the conspiracy charge, and 
a year and a day each on the contempt charge, these sentences 
to run consecutively and not concurrently. In the conspiracy 
case Montgomery and Heckelback were each sentenced to serve 
a year and a day in the penitentiary. 


FISH TO MOVE BY AIR 


Freshly caught fish from the lakes in northern Saskatchewan 
are to be transported by swift airplanes to the Canadian and 
American markets, according to plans now underway by the 
Brooks Construction and Transportation Company of Prince 
Albert, the Department of Commerce is informed in a dispatch 
from Trade Commissioner John A. Embry, Winnipeg, Canada. 
A fleet of four airplanes will be used for this work; one was 
delivered while the other three are on order. Fish caught at 
Lac la Ronge and Pipestone lake, approximately 300 miles north 
of Prince Albert, will be in the Winnipeg market in less than 24 
hours, according to the present schedule. Hitherto it has taken 
22 days with horses and 14 days with tractors to get the product 
to a railhead. The transportation company handles from 600,000 
to 1,250,000 pounds of fish per season. It is expected that ap- 
proximately 200,000 pounds of choice fish will be shipped by 
airplane express at the beginning of operations. 
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Traffic Policies 


Thirtieth of a Series of Articles on the Relations Between Transportation, Production, and 
Marketing, by Prof. L. C. Sorrell, University of Chicago 


general field of business management to observe the 

frequent attempts to devise some method of judging, 
and, even, measuring managerial efficiency. Several 
reasons have been assigned for such efforts, such as the 
increased scale of modern business establishments, the 
intense competition which narrows profits and compels 
attention to every element of waste, and the separation 
of management from ownership in the modern joint- 
stock corporation. Management, collectively, is simply 
a name for a specialized type of labor ; namely, that which 
directs the labor of others. For more than forty years 
managerial thought has been directed toward a study of 
the individual worker, and toward the development of 
methods and incentives designed to increase his efficiency ; 
and it was inevitable that the same searchlight would 
ultimately be turned upon management itself. Accord- 
ingly management literature today includes not only the 
measurement of tasks, and the prescription of bonus 
and rating systems for manual workers, but also con- 
siders how the performance of managers may be 
measured, and what kind of incentives may be applied 
to this group of workers. 

Three cases particularly demand some more accurate 
basis for judgement than general impressions offer ; 
namely, a measurement of the performance of the indi- 
vidual worker or manager, a measure of the efficiency 
of the business as a whole, and a measurement of the 
effectiveness of departmental performance. For indi- 
vidual workers a variety of rating and bonus systems 
have characterized the development of business adminis- 
tration during the rise of industrialism. They do not 
concern us here, other than to remark that the charac- 
teristic contribution of management proper, that is, 
creative thought, renders the application of measurement 
methods to that function much more difficult than in the 
case of routine workers. Since business, under the 
capitalistic system, is conducted for profit, the profits 
obtained over a series of years have often been regarded 
as a fair test of the general management of the business 
as a whole; if management produces satisfactory profits, 
it is commonly regarded as efficient from the standpoint 
of the capitalist owners, although consumers and wage 
earners might view the case differently. But for indi- 
vidual departments in the enterprise the profit test is 
much less useful; it may be applicable to some depart- 
ments, as sales, and not to others. As one. writer 
remarks :? 


Thus, an individual may be wholly useful though he give 
his entire time to the spending of money, and cannot therefore 
show a profit; or he may be wholly useful even though his 
contribution consist solely in his presence at a particular point 
at a particular time. On the contrary, an individual may be 
consistently busy at necessary work, yet very inefficiently pro- 
ducing. A department, correspondingly, may be useful or even 
necessary, and may operate efficiently, even though individually 
it is conducted at a financial loss. The interrelation of depart- 
ments is an important factor in determining the efficiency of 
any one department. 


|: requires little familiarity with literature in the 


This is recognized in the discussion of profit sharing 
systems to promote executive efficiency. The thought is 
expressed that such incentives should be confined to the 





1J, W. Roe, Mechanical Engineering, November, 1923. Measure- 


ment of Management. 
*Henry H. Farquhar, Vol. 1., Harvard Business Review, p. 331 


higher executives, and other incentives applied, alone or 
in combination with profit sharing to executives of 
departments whose decisions can only remotely affect 
(or with difficulty be traced to) the profits of the concern. 

It may be observed that three situations may involve 
the question of how departmental efficiency is to be 
judged or measured. First, the chief executive may 
desire an audit, preferably by some outside industrial 
counselor, to pass on the policies, organization, person- 
nel, methods, practices, procedures, records and standards 
found in any given department. This might become a 
periodic survey by someone possessing wide familiarity 
with such departments. Secondly, the chief executive 
may require information concerning current performance 
of the several departments; that is, a continuous meas- 
urement of their efficiency. And thirdly, some measure- 
ment of departmental performance may be necessary to 
establish a system of departmental and managerial 
incentives. Our present concern lies largely with the 
second situation. 


Methods of Guaging Departmental Efficiency 


The subject is admittedly complex, and the methods 
are largely in the experimental and controversial stage. 
But most methods that seek something more than mere 
general impressions attempt to set up some index of 
effectiveness. Thus they may single out some single 
function or some single phase of a function, either 
regarded as more important than the rest, or the behavior 
of which is thought to typify the rest. They may devise 
some numerical index of that, and then watch the 
behavior of that index. The factor so chosen may be 
a function of service, or a function of cost, or something 
that reflects both. “It sms certain that the real test 
of management must be the quality and quantity of 
service rendered per unit of material and personal outlay, 
including the supporting charges or carrying charges on 
each of the latter two.”* This would be the method 
adopted were changes in the operating ratio of a railroad 
to be used to measure or test the efficiency of the operat- 
ing department. For this numerical index is a ratio, 
which has revenue—a resultant of service performed— 
for a denominator, and the cost of performing the same 
for a numerator. 

The selection of a single function, phase, or ratio 
may be regarded as too narrowing a process really to 
reflect efficiency of the activities; accordingly, several 
ratios may be taken, expressed as a percentage of some 
standard, weighted according to judgment, and combired 
in a single index. Thus, Mr. Julius Parmelee chose som? 
thirteen ratios to combine into an index of railroad 
operating efficiency, such as car-miles per day, gross ton- 
miles per engine hour, and so on. The units chosen may 
be physical, pecuniary or both. It should be observed 
that such a ratio as the operating ratio is largely mean- 
ingless unless compared with something else. It may 
be compared with the operating ratio in past years, or 
with that prevailing on other railroads regarded as hav- 
ing similar operating conditions. Comparison with the 
past indicates whether performance is improving or 
standing still. Comparison with other companies may 
indicate a performance considerably below standards that 


ue J: Schlink, Management and Administration, August, 1923, 
pb. 
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have been attained; but the comparison may be vitiated by 
dissimilarity of conditions. 


Application to Industrial Traffic and Transportation Activities 


The discussion in the preceding article of this series dwelt 
upon certain tests that have been used in guaging industrial 
traffic departments, such as the activity statement and absence 
of complaints, which supposedly indicate something about the 
quantity or quality or service rendered, and the savings and 
recoveries statements, whcih being compared with the expense 
of the department, may be regarded as service-cost tests. 

Are the traffic and transportation activities suitable ones 
for the application of the profit test? The writer has en- 
countered little discussion of the subject; but the following 
excerpt from a bulletin of the American Management‘ Associa- 
tion embodies the thought of one organization upon this subject. 
While the topic considered was profit sharing for executives, 
the subject is closely related to that of departmental efficiency. 


One of the best illustations of how we work on results is our 
traffic department. Our traffic manager is sufficiently near the top 
and under Mr. Leed’s plan he would come in under the profit sharing 
plan. In our organization we know that the traffic manager con- 
tributes to profits only by virtue of the increase or decrease in 
the cost ratio of transportation to goods shipped. This at any time 
in our business is such a small item, when considering its effect on 
profits, as to make profits just as poor a measuring stick in the traffic 
manager’s case as in that of the punch press foreman. 

The first thing we did was to determine the purpose of our traf- 
fic department. What results did we expect from this department? 
What is the purpose of a traffic department? To regulate your trans- 
portation to the satisfaction of your customers and keep your trans- 
portation cost as low as possible. After analyzing traffic conditions, 
the districts we ship to, less than carload and full carload lots, classes 
of shipments and all other factors involved, it was a comparatively 
simple matter to pay this departmerit for actual results rather than 
on profits, something they have had little to do with. 


The Budgetary Principle’ 


In the last few years considerable attention has been given 
to budgetary methods of executive control in business adminis- 
tration. Essentially the method requires the preparation of 
plans by each department for a prescribed period of time (say 
a year) in the form of estimates, the coordination of these plans 
into a program for the business as a whole, and a comparison 
from time to time between the estimates and the actual results, 
accompanied by such revision of the original estimates as 
changes in conditions may demand. For example, the sales 
department is asked to state what it expects to sell in the com- 
ing year; then the production department prepares a state- 
ment of the materials, labor, and equipment that will be needed 
to carry out the plans of the sales department; in turn, pur- 
chasing prepares an estimate of the purchases it will have to 
make, and the outlays required therefor; and, finally, the finance 
department calculates the amount of funds needed to finance 
such a volume of sales, productiow and purchases. The several 
estimates are then reviewed and revised, if necessary, to bring 
them into harmony with each other, and approved as a program 
for the business. The budget is not regarded as inflexible; but 
until changed it constitutes a standard of expected performance. 

Certain advantages are claimed for this device. First, it 
is affirmed that it brings about a better coordination between 
departments. Production knows what sales expects to sell, and 
therefore aims to adjust its schedule thereto. Purchasing knows 
what will probably be produced and adjusts its program to har- 
monize therewith. Finance is able to plan the procurement of 
the necessary funds. If the pre-planning has been well done by 
each department, sales will not oversell the factory; production 
will not be caught with an over-supply or under-supply of fin- 
ished goods, materials, and goods in process; purchasing will 
not accumulate unnecessary inventories, nor retard production 
by reason of failure to provide materials; and no operation will 
fail because of inadequate financing. This result will accrue if 
the work has been well done; that is, the forecasts have been 
carefully made and revised in the light of general business con- 
ditions. This appears to be the clearest advantage of the 
budget; in fact, some writers seem to regard it as the chief one.® 

A second advantage claimed is that it establishes a standard 
of performance. In some sense this is correct; for the statement 
of an expected result gives a standard by which to gauge actual 
accomplishment. As one’ writer expresses this idea: 


Budgeted material costs are the standard costs; budgeted direct 
labor costs are the standard costs, computed on the basis of rate 
setting, job analysis, time study, previous costs, best cost, average 
cost, or on whatever plan is used for pre-figuring labor expense per 
unit of product; ... budgeted selling expenses are the standard sell- 
ing expenses based on the expected sales quota; budgeted admin- 


‘Incentives for Executives, Annual Convention Series No. 68, 
American Management Association, 1928. The speaker is W. R. 


Tuttle, Works Manager, Edison Electric Appliance Company. 

5J. O. McKinsey, Budgetary Control, p. 8. 

&E. g., L. F. Blake, National Association Cost Accountants’ Bulle- 
tin, Vol. 9, No. 21, p. 1247, July 1, 1928. 

“a E. Gregory, Accounting Reports in Business Management, 
p. 351. 
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istrative expenses are the standards for the executiye and administra- 
tive and general overhead costs. . .. This does not guarantee the 
scientific quality of the standards used in any given case, nor indicate 
the extent to which systematization of the planning work has been 
carried out. But to the degree that standards have been installed, 
the budget is generally an expression of those standards. 


Among thoughtful students of budgeting, as applied to busi- 
ness management, there is a disposition to emphasize what they 
term the by-products of the method. Among them are the 
following: the necessity which it imposes upon departmental 
executives of pre-planning their activities; the stimulus to 
greater cooperation among the departmental! executives, which 
follows the necessary cooperation in working out a budget; the 
fact that it will acquaint departmental heads with the problems 
and phases of the work of other departments, of which they 
would otherwise remain largely ignorant; a similar effect upon 
the chief executive himself, in directing his thought toward the 
functioning of each important department; and in focusing 
attention upon problems of organization that otherwise would 
probably be neglected. 

It should be observed that the installation of budgetary pro- 
cedure often points to the desirability of certain changes in 
organization and in accounting. Some high authority must be 
made responsible for initiating the procedure and getting the 
estimates. This is often assigned to a comptroller, who issues 
to the departments requests for their plans. And it will probably 
require a budgetary committee to consider and approve the 
same. But reorganization may go beyond providing the 
machinery for administering the budget. Usually it requires 
a better definition of executive responsibility. Suppose that a 
company produces four main products, each with a separate 
sales manager and a separate plant organization and without 
centralized authority over either sales or production. While 
a budgetary system could be made to work under that condi- 
tion, the wisdom of greater centralization will probably become 
apparent. A general sales manager with authority over all com- 
modity sales, and a general production manager, with authority 
over all production, may be provided. Or say that the traffic 
manager is charged with procuring or providing transportation 
services at the lowest cost compatible with proper standards of 
service. The shipping department may frustrate that result 
unless instructions are carefully followed; and it may become 
necessary to give the traffic manager direct authority over this 
activity, if the degree of responsibility stated above is really to 
be imposed. And may likewise occasion some revision of the 
accounting scheme. For one function of accounting is to sum 
up costs in terms of those responsible for incurring them; which 
means that the system of accounts must reflect the organization, 
which, in turn, indicates the delegation of authority and respon- 
sibility. This idea is succinctly expressed in the following state- 
ment.*® 


If the budget is to be most effective, the classification of ac- 
counts should, it seems to me, be designed in essential points to 
conform with the mental process of the management in thinking 
about the business. .. . Under present day business methods, when 
management tends more and more to delegate to particular individuals 
the authority and corresponding responsibility for certain activities, 
it becomes increasingly necessary that particular accounts reflect 
these certain activities. 


Applicability of the Budgetary Idea to Industrial Traffic and 
Transportation Activities 


So far as the writer’s acquaintance goes, he has not en- 
countered an instance of a comprehensive traffic and transporta- 
tion budget in an industrial concern. Consultation with in- 
dustrial counselors has not discovered any in their experience.’ 


Some discrimination is needed at once between outlays and 
expenses. Thus the traffic department has clerical. and other 
expenses to incur in carrying on its functions; but sums must 
be paid out to transportation companies for the service pur- 
chased, and these may be termed outlays. The distinction is 
similar, of course, to that between the expenses of the pur- 
chasing department, and the outlays made for the materials 
bought. Traffic expenses supposedly are incurred in watching 
over the transportation outlays. Now budgets of traffic expenses 
are not uncommon; and various departmental budgets include 
estimates of the expenses of receiving, shipping, trucking, pack- 
ing and other transportation sub-departments. Furthermore, 
where trucking is performed by the shipper himself, there may 
be a budget of outlays required to perform this service, although 
it may be denominated an expense budget. 

It should not be very difficult to construct a budget of ex- 
penses for traffic and related departments. If the volume of 
sales and purchases increases, presumably some of the traffic 


8C. E. Weger, National Association of Cost Accountants’ Bulletin, 
Vol. 7, No. 9, p. 333, January 2, 1926. 

*In General Management Series No. 94, American Management 
Association, is a budget presented by J. B. Deacon of the Tide Water 
Oil Company, that has the appearance of including a transportation 
outlay budget. 
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expenses may-inerease. For a greater volume of traffic may 
occasion more claims, tracing, reconsignments, expense bill 
audits. It will necessitate a greater volume of work for shipping, 
receiving and trucking departments. Some of these activities 
may vary more with general transportation conditions than with 
the volume of business. Thus poor transportation may increase 
claims and tracing more than an increase in the volume of busi- 
ness. And there is probably little correspondence between the 
volume of rate legislation work and the volume of business; 
the former reflecting more an unsettlement in rate adjustments. 
But the traffic department should be able to forecast these con- 
ditions and produce a reliable estimate of traffic expenses. 

More doubtful is the utility and practicability of a general 
transportation outlay budget. The usual organization situation 
reveals a scattering of traffic activities among various depart- 
ments, and centralized responsibility for such transportation 
outlays is not generally secured. Transportation outlays are 
concealed in other budgets, notably in the purchase, manufac- 
turing and sales estimates. In the discussion of budgets, indus- 
trial counselors and accountants seldom go beyond production, 
sales, purchasing, finance, and developmental and improvements 
budgets. Nevertheless, they broadly affirm that the device is 
applicable to all departments. And indeed there appears to be 
no substantial reason why the device cannot be applied to any 
department or sub-department. As already shown it is partially 
applied to some of the traffic and transportation activities. 

But the real question here presented is this: Is it desirable 
to set up a general transportation outlay and expense budget 
for an industrial concern, into which shall be thrown all the 
outlays for transportation, of whatever kind, and all expenses 
incurred in the purchase of such services, excepting only factory 
transport? This budget of course would parallel those in the 
selling, production and finance departments. Several traffic 
men with whom the writer has discussed the subject declare 
that the device is impractical and useless. Several accountants, 
on.the other hand, think that it might be useful, and suggest the 
desirability of experimenting with the idea. 

The following article will give further consideration to the 
applicability of the device. 

(To be continued) 


COMMERCE AND TRANSPORT 


“The past year was notable for the progress made in special 
research relating to transportation and communication,” says 
William L. Cooper, director of the Bureau of Foreign and Do- 
mestic Commerce, in his annual report to the Secretary of 
Commerce for the fiscal year ended June 30, 1930. “These two— 
transportation and communication—are elements vital to the 
conduct of every business; and the studies that are being car- 
ried out by the transportation division of the bureau are not 
only receiving recognition from organizations and individuals 
having a major interest in the particular subject under analysis, 
but they are proving of value to interlocking and subsidiary 
activities as well. 

“Research into what is practically a virgin field, that of 
traffic management in industry, was undertaken at the request 
and with the generous cooperation of the Associated Traffic 
Clubs of America, the regional advisory boards of the American 
Railway Association, and the National Industrial Traffic League. 
A handbook based on the data developed by this study will 
appear shortly under the title, ‘Industrial Traffic Management: 
A Survey of Its Relation to Business.’ ” 

The inland waterways section of the division, according to 
the report, cooperating with the domestic commerce division, 
made substantial progress in gathering basic material relative 
to the economics of inland waterways transportation with 
special reference to operating costs. Publication of the report 
thereon is scheduled for the current fiscal year. 

Marked progress has been made in the study relative to 
government aid to merchant shipping, says the report. The 
results of this research, comprising a complete historical review 
of subsidies and subventions by foreign governments to their 
ocean transportation lines, will be published soon. 

In its export packing work the division continued to advise 
exporters regarding this important phase of exporting, says the 
report, adding that in the year several plants were visited by 
division specialists and assistance furnished in desiginng sat- 
isfactory containers and that cooperation was continued with 
the railways and express agencies in further reducing loss and 
damage claims through proper packing and stowage. The divi- 
sion is cooperating with the Bureau of Public Roads of the 
Department of Agriculture in a motor truck survey, based on 
information supplied by truck operators, that should prove of 
value in determining cost factors, radius of operation, and 
classes of commodities moving by this form of transportation. 

The report stated that a number of steamship companies 
recently reported that, owing to their strengthened position 
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through ocean mail contracts under the Jones-White merchant 
marine act, they had obtained more advantageous results from 


their ocean steamship conference efforts. Comment was made 
on the growth of shipbuilding as a result of the aid accorded 
the merchant marine by the government. 


CAR SERVICE REPORT 


Loading of revenue freight for the first 44 weeks of 1930 
total 39,911,074 cars, according to a report of the car service 
division of the American Railway Association made at the 
annual meeting of that association November 19 at the Biltmore 
Hotel in New York. 


Due to business conditions that have existed throughout 
the United States, this was, according to M. J. Gormley, execu- 
tive vice-president, who submitted the report, a reduction of 
5,760,597 cars, or 12.6 per cent under the corresponding period 
last year, and a reduction of 4,121,512, or 9.4 per cent under 
the same period in 1928. 

“All requirements,” said the report, “for both box and open- 
top cars have been amply supplied this year in all sections of 
the country. The movement of wheat to market usually proves 
somewhat of a test of the box-car supply, due to the accelerated 
rate of harvesting under present mechanical methods. This 
year the wheat crop was 33 million bushels, or four per cent 
larger than last year, and 75 million bushels, or nearly ten per 
cent larger than the average of the previous five years. 

“The early movement of wheat to market, starting in June, 
was heavier than last year, and for a time it appeared possible 
that the large supply of cars accumulated by the railroads would 
be inadequate for the task. The terminal markets, large and 
small, absorbed all offerings without delay. The movement to 
Gulf ports was somewhat greater than a year ago, but with 
better export loading, no serious accumulation existed at any 
time. 

“A somewhat larger crop in the northwestern spring wheat 
states moved to market in considerably greater volume than 
last year with no transportation difficulty or terminal congestion. 
During the past year there has been a marked increase in the 
available capacity for grain storage. Approximately 50 million 
bushels’ capacity have been added at important grain markets 
and Gulf ports. This aided materially in the prompt release of 
cars at destination.” 


SPEED OF FREIGHT TRAINS 


The average speed of freight trains for the first nine months 
this year was the highest for any corresponding period on rec- 
ord, amounting to an average of 13.7 miles per hour, according 
to reports by the rail carriers with the Bureau of Railway 
Economics. This represents the average per hour for all freight 
trains between terminals, including yard and road delays, no 
matter from what cause. 

The average speed for the nine months’ period was an in- 
crease of six-tenths of one mile above that for the same period 
last year. The average speed of 13.7 miles per hour for Sep- 
tember was also the highest for any September on record. 

The average daily movement per freight car in September 
this year was 29.9 miles, compared with 34.2 miles for the same 
month last year and 33.8 miles in September, 1928. 

In computing the average movement per day, account is 
taken of all freight cars in service, including cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs and also surplus cars on side tracks for 
which no load is immediately available. The car surplus in 
September this year was greater than in the same month of 
1929 by 184 per cent, which had an undoubted effect on the 
reduction in daily movement per freight car. 

The average load per car in September this year was 26.8 
tons, including less than carload lot freight as well as carload 
freight. This was a decrease of three-tenths of one ton below 
the average for September, 1929, but an increase of one-tenth 
of one ton above that for September, 1928. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period 
November 1-7, inclusive, was 428,293 cars, as compared with 
402,637 in the preceding period, according to the car service 
division of the American Railway Association. No shortage 
was reported. The surplus was made up as follows: Box, 
194,238; ventilated box, 2,297; auto and furniture, 41,537; total 
box, 238,072; flat, 17,517; gondola, 77,782; hopper, 62,116; total 
coal, 139,898; coke, 388; S. D. stock, 20,396; D. D. stock, 3,761; 
refrigerator, 6,710; tank, 443; miscellaneous, 1,108. 

Canadian railroads reported a surplus of 23,050 cars, com- 
posed of box, 19,500; auto and furniture, 2,050; flat, 500, and S. D. 
stock, 1,000. 
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BARGE-RAIL ROUTES AND RATES 
The Traffic World Washington Bureau 


The time has come for a show-down with respect to the 
government barge lines, according to “comments” of south- 
western carriers submitted to the Commission in reply to the 
application in Ex Parte No. 96, application of Inland Water- 
ways Corporation for a certificate of public convenience and 
necessity for operation of barge service on the Illinois River. 
The “comments” were made on behalf of all the rail lines 
operating within the southwest, with the exception of the 
Southern Pacific, the Rock Island, the Y. M. & V., and the 
Louisiana & Arkansas. 

“The barge line has now reached, we believe,” say the 
carriers, “the period of its existence when experimentation must 
cease and the Commission should no longer blindly and without 
justifiable facts before it further engraft it into our transporta- 
tion system. 

“We further believe that the time has come when the 
benefits of this form of transportation must either justify itself 
of its own merit or fall because of its own weakness and for a 
lack of continued nourishment from the public treasury. The 
Commission, we believe, is not longer justified in summarily 
ordering in rates and routes wholesale, as is here proposed, 
without a concise and definite showing by the barge line that 
economies, public interest and necessity require it.” 

The southwestern carriers advised the Commission they 
had adopted as their own the reply of the Southern Railway to 
the application of the barge line agency. (See Traffic World, 
November 8, p. 1172.) 

The carriers asserted that it was up to the Commission to 
determine whether it was better to have the southwestern rail 
carriers to continue to operate at their present and increased 
efficiency, with adequate facilities to handle all the traffic, or 
to have two systems of transportation neither of which would 
be efficient. 

If a certificate is granted applicant and joint through routes 
and rates are ordered, say the carriers, the differentials under 
the all-rail rates should be lower than those sought by applicant, 
as set forth in the Southern Railway’s statement. 

“But we desire to go further,” continue the southwestern 
lines, “and state that there should be circuity limitations on 
said required joint through routes not as liberal, or certainly 
not more liberal than those prescribed by this Commission in 
its formulae in Ex Parte 96, 153 I. C. C. 129, and the fourth 
supplemental report therein, 167 I. C. C. 385. In our opinion 
the circuity involved in the required routes under those 
formulae is far too great, and our statement herein that the 
circuity in connection with any required routes with this ap- 
plicant should not exceed the circuity in those formulae should 
not be taken as an implied indorsement of the too-liberal lim- 
itations on circuity announced in those formulae. 

“This too great disregard of circuity, allowed on an as- 
sumed economy in rail-water transportation as against all-rail 
transportation which has not been proved and cannot be proved 
to exist, results in the establishment of unduly low and wholly 
unwarranted rates which are a forceful inducement to the pub- 
lic to use a most wasteful means of transportation which en- 
dures only because it is subsidized by the federal government.” 


Experience of Private Barge Line 


That the latter declaration is fully justified, assert the rail 
carriers, is illustrated by the application of the Mississippi Valley 
Barge Line, a privately owned water carrier, in which it re- 
quested and obtained a flat differential of 35 cents in connection 
with its routes via Cincinnati and New Orleans, whereas the 
’ full measure of the 20 per cent differential enjoyed by the 
Federal Barge Line would produce a flat differential under the 
all-rail rate of 42 cents. 

“Not only does the privately owned Mississippi Barge Line 
forego the full measure of the differential which it could obtain 
and ask for and obtain rates 7 cents higher, but in its letter 
dated October 15, 1930, seeking a revision of the Ex Parte 99 
order, it rather frankly admits that it cannot survive even on 
rates 7 cents higher than those maintained by the Federal Barge 
Line, and observe the restrictions on circuity of routing imposed 
by the Commission in its Ex Parte 96 formulae,” continue the 
carriers. “It, therefore, seeks to have the limitations on cir- 
cuity liberalized, and seeks greater freedom in reaching the 
territory of origin and destination. 

“Later this same privately owned water carrier, the Mis- 





sissippi Barge Line, of somewhat riper experience, in its applica- 
tion dated October 15, 1930, for a certificate of public conveni- 
ence and necessity to operate via the port of Vicksburg, and for 
orders directing participation of common carriers in through 
routes and joint rates, seeks a flat differential of 30 cents— 
where it could have obtained 34 cents—and still it insists, even 
in connection with its lower differentials and higher rates, that 
the circuity limitations must be liberalized. 

“What more practical proof could be had that the Federal 
Barge Line, were the governmental subsidy withdrawn, could 
not endure, than the instance of one of the first privately owned 
and non-subsidized water carriers first refusing to ask for the 
full measure of differential, and in its second application asking 
a still lower differential and higher rate? 

“Let it be remembered that the offered justification of the 
governmental subsidy is to exploit the possibilities of water 
transportation, as an experiment to encourage private capital 
to invest in and take over the enterprise. Is not this first 
venture of a privately owned and non-subsidized water carrier 
rather cogent and convincing practical business proof that no 
subsidized experiment can mislead private business judgment? 

“These recent practical developments are an interesting 
chapter in inland waterway development which should be con- 
vincing to this Commission that if the government experiment 
is to succéssfully realize its objective, of inducing private capital 
into the enterprise, it must be conducted on a higher level of 
rates.” 

The Santa Fe and other southwestern lines, in reply and 
answer in Ex Parte No. 99 to the petition of the Mississippi 
Valley Barge Line Company for a certificate to operate through 
the port of Vicksburg, etc., ask that the petition be dismissed. 

“We ask the Commission to grant no further liberality in its 
all too liberal treatment of these barge lines,” say the rail lines. 

H. D. Rhodehouse, general traffic manager of the Republic 
Steel Corporation, has asked the Commission to modify its 
decision of July 11, 1930, in Ex Parte 99, so as to permit the 
rail lines in connection with the Mississippi Valley Barge Line 
to provide pipe rates for Youngstown, O., properly related with 
Lorain, O., and other points. 


WATERWAY TRANSPORTATION 


Comparisons of transportation costs on inland waterways 
with costs on railroads show that, if allowance is made for 
circuitous river channels, the costs on the Ohio and Mississippi 
Rivers and the New York barge canal are higher a ton-mile 
than on railroads, according to “An Economic Survey of Inland 
Waterway Transportation in the United States,” issued by the 
Bureau of Railway Economics. 

The publication embraces 238 pages. Indication of the 
scope of the work may be found in the table of contents, as 
follows: The inland waterways of the United States; the several 
phases of transportation in the United States; inland waterway 
transportation prior to the World War, inland waterway 
transportation during the war; the Inland Waterways Corpora- 
tion; coordination of water and rail service; current pro- 
grams of waterway development; the Mississippi-Ohio system; 
the Mississippi and Missouri sections; the Ohio section; the 
intracoastal waterway; the St. Lawrence deep waterway pro- 
posal; the New York state barge canal; government expendi- 
tures for waterway improvement; the rivers and harbors act, 
1930; economic criteria of transportation; comparative transpor- 
tation costs; commerce on the rivers and canals of the United 
States during the calendar year 1928; ton-mileage of land-borne 
commercial freight in the United States; ton-mileage of freight 
carried on the inland waterways of the United States; the Inland 
Waterways Corporation act; government operations on the 
Mississippi and Warrior Rivers; the Denison act of 1928; com- 
merce on the Mississippi-Ohio system and other inland rivers of 
the United States, 1924 to 1928; receipts and expenditures of 
the New York state canals, to September 30, 1902; statement of 
tons of freight moved and amount of tolls collected—New York 
state canals, 1820-1929, and federal expenditures for improve- 
ment of rivers and harbors. 

In the foreword it is stated that the facts presented have 
been drawn, so far as practicable, from official sources, and the 
sources are indicated, and that where official data are not avail- 
able, or where additional data may be helpful to adequate dis- 
cussion the survey utilizes other fully authentic sources of 
information. 
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The inland waterways, rivers and canals of the country 
aggregate a navigable length of 27,400 miles, of which 17,600 
miles are less than six feet in depth, according to the survey. 
Nearly one-half of the total pertains to the Mississippi-Ohio 
River system. That system, made up of the Mississippi, Ohio 
and Missouri Rivers and their tributaries, carries three-fifths of 
the ton-miles of inland waterway traffic, the remaining two- 
fifths being distributed over more than 200 other rivers and 
streams. The bulk of the traffic on the smaller rivers and 
streams, and a large proportion of that on the larger rivers as 
well, consists of low-grade freight, principally sand and gravel, 
stone, coal, logs and poles floated downstream, according to 
the survey. 

“Commercial freight traffic,” it is stated in the summary of 
the survey, “in the United States aggregated 620 billion ton-miles 
in 1928, distributed among the several transportation agencies 
as follows: 
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Government Expenditures for Waterways 

“Since 1824, the federal government has expended $1,555,- 
871,000 on river and harbor improvements. About one-half of 
this total, or $799,368,000, has been spent on inland waterways, 
that is, the Mississippi-Ohio system and other rivers and canals. 
Excluding $211,317,000 spent for flood control on rivers, the 
balance of $588,051,000 represents government expenditures on 
rivers and canals to 1929 for navigation purposes. This total 
navigation expenditure is further subdivided as follows: 


FEDERAL NAVIGATION EXPENDITURES—1824-1929 
Mississippi-Ohio system: 


Cost of new work, maintenance, etc........ $396,687,710 
Operating and care of canals...........00- 72,294,214 $468,981,924 
Intracoastal and other inland waterways: 
Cost of new work, maintenance, etc....... $ 95,385,408 
Operating and care of canals ...........46- 23, 683, 861 119,069,269 
IE TED 6050s sss ceew sacensiesaswedeetsasaebbeud enn $588,051,193 


“Government expenditures for waterways show a generally 
upward trend. During the fiscal year ended June 30, 1929, the 
total expenditure for river and barbor improvements of all 
kinds was $82,615,431. Inland waterways (rivers and canals) 
absorbed about three-fourths of this total, including both navi- 
gation and flood control expenditures. 

“President Hoover’s program for a coordinated or integrated 
system of internal waterways in the United States comprises the 
following principal items: 


. :, All waterway improvements that will show “economic justi- 
cation.’ 

2. Deepening the Mississippi River to 9 feet throughout, and the 
principal tributaries to 6 feet or more. 

. Substitution of private for government operation of the Mis- 
sissippi-Warrior barge line. 

4. Completion of the intracoastal waterway system of canals 
and channels from Boston to Florida. 

5. Deepening of the St. Lawrence River to depths available 
for ocean-going vessels. 


The major projects authorized by the rivers and harbors 
act of 1930 are then outlined. Reference is made to the Inland 
Waterways Corporation, the St. Lawrence deeper waterway 
proposals, the intracoastal waterway from Boston to the Rio 
Grande, and the New York barge canal. Concluding, the sum- 
mary says: 

Economic Criteria of Transportation 


“Economic criteria must be applied to water transportation 
projects as well as to other agencies of transportation service. 

“Are existing agencies rendering present and potential 
service that is adequate, efficient, reliable and continuous in 
spite of weather conditions? If not, what additional agencies 
should be developed, and in what way? 

“What are the comparative costs of transportation by water, 
rail, and highway? 

“To what extent does public policy warrant financial assist- 
ance from the government treasury to develop inland water- 
Ways? 

Applying the Criteria 

“In the matter of reliability, speed, continuity of service, and 
flexibility, rail transportation is generally agreed to hold an 
advantage over water transportation. Railways have more than 
kept ahead of growth in traffic, despite many prophecies to the 
contrary. 

“The question resolves itself largely into a comparison of 
the cost of transportation by water and rail. In making such 
a comparison, all costs should be considered, including (in the 
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case of water transport agencies) the contribution made by 
the taxpayer through the government treasury to the construc- 
tion and maintenance of the waterway. This contribution is a 
hidden, but none the less real, element in water transport costs. 

“A recent joint report of the Corps of Engineers and U. S. 
Shipping Board has laid down the principle that the cost of 
water transportation, when such cost is to be compared with 
the corresponding cost of rail transportation, should include 
interest charges on the capital investment in waterway im- 
provements, plus the annual cost of operation and maintenance. 

“Adopting this basic principle, and applying it to available 
statistics regarding the Mississippi River, the Ohio River, and 
the New York state barge canal, it appears that:— 

“A. Transportation costs on the Mississippi River are not 
less than 11.17 mills per ton-mile, when allowance is made for 
circuitous river channels; on eight railways more or less par- 
alleling that river, the inclusive average freight charge per ton- 
mile is 10.09 mills. 

“B. Transportation costs on the Ohio River, similarly 
determined, are not less than 12.36 mills per ton-mile; on 
seven railways more or less paralleling that river, the inclusive 
average freight charge per ton-mile is 8.83 mills. 

“C. Transportation costs on the New York state barge 
canal are computed at 19.41 mills per ton-mile; on the railways 
of the Eastern District, the inclusive freight charge per ton-mile 
is 10.90 mills.” 


OHIO-MISSISSIPP]| WATERWAYS 


To meet the demand for copies of “Transportation in the 
Mississippi and Ohio Valleys,” prepared by the bureau of opera- 
tions of the Shipping Board and the board of engineers for 
rivers and harbors of the War Department, a second printing, 
under authority of Congress, of the volume has been made. 


IMPROVEMENT OF WATERWAYS 


The Secretary of War, on the recommendation of the chief 
of engineers, Major General Lytle Brown, has approved an 
allotment. of $400,000 for improvement of the Mississippi River 
between the mouth of the Ohio and the Missouri rivers, to 
provide for a channel of 9 foot depth to be obtained by open 
channel work. Operations are in active progress for the pro- 
motion and maintenance of the project, and the allotment being 
made during the present navigation season will enable the 
regulating works on this section of the Mississippi River to be 
pushed as rapidly as conditions will allow. 

In the calendar year 1929, the commercial traffic on the 
Mississippi River above the Ohio amounted to 1,390,262 tons, 
valued at $85,793,392, according to the department. 

It is understood the Secretary of War has in contemplation 
asking Congress for a deficiency appropriation available for ex- 
penditure after the act has been approved to enable the federal 
government to begin work on the authorized federalization of 
the Illinois waterway. Final decision in the matter, it is under- 
stood, hinges, in part, on the outcome of an audit now in prog- 
ress with respect to funds of the state of Illinois that may be 
available for part of the work. The indications are that, how- 
ever, a federal appropriation will be sought at the coming 
session. 


SALT WATER UNLOADING BOAT 


Adaptation of a practice on the great lakes has’ been made 
by the Bulk Transportation Corporation, a steamship subsidiary 
of the DeBardeleben Coal Corporation of Birmingham, Ala., 
according to a bulletin by the National Coal Association. The 
great lakes practice is of having boats equipped with self-un- 
loading apparatus which can discharge parts of their cargo at 
different points. Trial of the boat, acquired from the Shipping 
Board and remodeled, has been made on the Mississippi River. 
The boat, H. F. DeBardeleben, was named in honor of the 
father of "the president of the DeBardeleben Coal Corporation, 
a pioneer in the development of the coal industry in Alabama. 

The ship’s capacity is about 7,500 tons. It is 380 feet long, 
equipped with coal pulverizing machines and _ self-unloading 
equipment. It is said to be the plan of the company to operate 
this ship from Mobile, Ala., and Pensacola, Fla., to other gulf 
ports in the handling of coal, sulphur, phosphate rock and other 
bulk material. While the thought at present is that it will op- 
erate to and from gulf ports, it is said to be able to operate 
anywhere on the high seas or larger rivers. The first cargo 
scheduled to be taken by it was one of coal from Pensacola to 
other Florida points. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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OCEAN FREIGHT DEVELOPMENTS 


The Traffic World New York Bureau 


Current reviews of the full cargo markets find little activity 
to report, beyond an improvement in the number of coal fixtures, 
and even this is not encouraging as it indicates weakness rather 
than strength. Only at low rates can American coals compete 
in the Mediterranean and South American and the renewal of 
activity has had no beneficial effect on freights. 

No fixtures of grain cargoes have been reported during 
the past week and regular liners continue to take the small 
shipments of grain which are moving. Rates from Montreal are 
quoted at 7c to Antwerp-Rotterdam, 8c to French Atlantic ports 
and 10c to the Mediterranean. The Argentine season is only 
about six weeks distant and unless good business is done soon 
it will not be done at all. 

A British steamer took a full cargo of coal for Rio Grande 
do Sul for end November—early December loading on the basis 
of $3.15, and a Greek steamer was fixed at $2.70 for Rio de 
Janeiro for first half December. Further inquiry in this direc- 
tion is expected to materialize within a short time for loading 
the second half of December. Charterers’ ideas for West Italy 
and the Adriatic are about $1.75 to $1.85 for November and 
December. 

The sugar market remains in the doldrums with practically 
no interest shown in trans-Atlantic tonnage from Cuba and no 
prospect of improvement with the extension of the sugar em- 
bargo to November 25. 

Tankers continue inactive, with rates at the bottom level, 
and full cargo inquiry on the Pacific coast is restricted to 
scattered lumber requirements. 


Robert C. Thackara, chairman of the United States Inter- 
coastal Conference, has announced that the Luckenbach, 
American-Hawaiian and Dollar lines have withdrawn their resig- 
nations from the conference, which were to have been effective 
November 14, pending a general meeting of all lines in the trade 
about the middle of January, the date and place to be announced 
later. 


The resignations of the three lines, all members of Group A 
of the conference, have been pending since the middle of June, 
when the Luckenbach Line became dissatisfied with the over- 
tonnaged condition of the trade and announced its intention of 
withdrawing unless steps were taken to remedy the situation. 
The other two A lines followed suit, more as a protest against the 
Luckenbach action than because of actual dissatisfaction on 
their own part. 


The effective dates of the resignations have been extended 
twice. This was reported to have been due mainly to pending 
negotiations for readjustment of the conference agreement at 
the request of members of Group B, who felt that the conference 
pooling plan had worked to their disadvantage, whereas the 
A lines have felt that they were being penalized for the benefit 
of the B group. 

The conference is now composed of three Group A lines and 
six Group B lines. Four other lines are pledged to observe 
conference rates and four others, three of them carrying lumber 
eastbound and the other carrying both lumber and general 
cargo, are operating entirely outside of the conference. 

William E. Friedli, secretary of the United States Atlantic 
and Gulf-West Coast of Mexico, Central and South America Con- 
ference, announces that according to recent Peruvian Govern- 
ment decrees all bills of lading covering merchandise destined 
to Callao must be made out in Spanish and the steamship lines 
will require English translations shown thereon. Bills of lading 
for Callao consigned to order must show name of the ultimate 
consignee. This will be effective on steamers sailing on and 
after November 20 and failure to comply with these regulations 
will result in a fine. 

The passenger and cargo liner President Hoover, first of 
two new vessels ordered by the Dollar Steamship Line for its 
trans-Pacific service, is to be christened by Mrs. Hoover as it 
slides down the ways at the Newport News Shipbuilding & 
Dry Dock Co.’s yard, December 9. The vessel is a twin-screw 
turbo-electric liner of 23,000 tons gross register, and a displace- 
ment of 31,000 tons. She is 653 feet long, 81 feet beam and 
52 feet deep, with accommodations for 1,260 passengers in all 
classes and a crew of 300 men. She will have a speed of 21 


knots, which will make them the fastest in the San Francisco- 
Yokohama service. 





Frederick Henjes was reelected president of the New York 
Freight Forwarders’ and Brokers’ Association by acclamation 
at the November meeting. The by-laws limit the term to two 
years, but as a mark of appreciation of the unusual Services 
rendered by Mr. Henjes during his term a motion to suspend 
the by-laws and reelect him by acclamation was carried unani- 
mously. 

The Merchants’ Association of New York has been informed 
of a change in consular fees for vise of Polish certificates of 
origin, effective November 14. The instruction sheet regarding 
certificates of origin on shipments to Poland sent out by the 
Association on October 23 should be changed so that on page 2? 
the seventh and eighth lines below the line ‘On merchandise not 
subject to duty reduction” read: 


Minimum treasury charge 20 cents plus 30 cents consular charge, 
Maximum treasury charge $4.70 plus 30 cents consular charge. 


This reduces the consular vise charge on merchandise sub- 
ject to duty reduction from 70 cents minimum and $10 maximum 
to 50 cents minimum and $5 maximum. 

Increased volume of raw silk shipments from the far east to 
New York via the Panama Canal route, in October, has directed 
attention once more to the attitude of the railroad lines toward 
proposals for reduction of the transcontinental rate on silk. At 
present the all-water routes is $6 a 100 pounds, while the water- 
rail rate is $12, of which the trans-Pacific steamship lines get 
$3 and the railroads $9. The all-water shipments require about 
forty-five days from the far east to New York, while the water- 
rail shipments require only fifteen to twenty days. The present 
differential of 6c a pound is sufficient to cover the additional 
insurance, interest and other charges involved in the all-water 
routing, leaving a margin of profit. Efforts to persuade the 
railroads to reduce the transcontinental rate to $6, which would 
bring the differential down to 3c a pound have been balked by 
the attitude of the Eastern Trunk Line Association, although 
the Transcontinental Freight Bureau has voted to accept the 
proposed reduction. 

Plans have been filed with the Baltimore Bureau of Build- 
ings for a double decked 1,000-foot pier to be built by the Canton 
Railroad Company for use of the Baltimore Mail Steamship 
Company, which is to start a passenger and cargo service be- 
tween Baltimore, Hampton Roads and Hamburg next spring. 
The pier will be ninety feet wide with a brick front and steel 
superstructure with corrugated sides. The company is to start 
operations with a fleet of five vessels now being rebuilt at the 
Federal shipyard, Kearny. The pier, which is to be known as 
No. 11, Canton, is to be completed by about the first of May. 

Negotiations are reported under way between Paul W. Chap- 
nian and the Hoboken city officials for the leasing of the Ship- 
ping Board piers at Hoboken, in the event of acceptance by the 
board of the Chapman bid. The city is said to have asked a 
rental of $200,000 a year for the forty-year period before title 
will revert to the city under the Chapman proposal, while Mr. 
Chapman is reported to have offered $110,000 for the first year 
and $160,000 a year for the remaining thirty-nine years. 

The Hansa Line (“Hansa,”’ Deutsche Dampfschiff-Farhts- 
gesellschaft, of Bremen), it is learned, will resume its regular 
service from New York and Philadelphia to South and East 
Africa ports on January 1. The details of the service are to be 
announced shortly, Boyd, Weir & Sewell, steamship agents and 
brokers, will represent the line in New York. The Hansa service 
to and from United States ports has been discontinued since the 
beginning of the World War. The Hansa Line is closely affiliated 
with the North German Lloyd, which had a large interest in it 
before entering into its fifty year pooling agreement with the 
Hamburg American. 

Ralph D. Hayes, commissioner of canals and waterways, 
announces the closing of the state canals for the season of 
1930 at midnight November 30. Clearance on the Erie Canal 
from either Buffalo or Waterford for wooden fleets will not be 
issued after midnight, November 25, and clearance for metal 
boats and self-propelled units will not be issued after midnight, 
November 30. Clearances on the Oswego Canal will not be 
issued after midnight, December 3. 

A party of some two hundred representatives of steamship 
companies, manufacturing concerns and others interested in 
water transportation left New York, November 17, as guest of 
the Albany Port District Commission, on board the Hudson River 
Night Line steamer Trojan. On arriving at Albany the party 
was taken for a tour of inspection of the port facilities. The 
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deeper Hudson channel, with a depth of 27 feet at mean low 
water, and a width of 300 to 400 feet, has been completed. The 
docks of the new port have a frontage sufficient for ten 500-foot 
ships and the harbor has a depth of nearly 40 feet and is 740 
feet wide between pierheads. A turning basin, a large grain 
elevator, warehouses and five miles of terminal tracks con- 
necting the docks with the railroads serving the port district 


are part of the general plan. 
OCEAN BILLS OF LADING 
The Traffic World Washington Bureau 


Progress toward getting Congress to act at the coming short 
session on the White bill (H. R. 3830), providing for adoption of 
the Hague Rules governing the carriage of goods by sea, with 
modifications, was made at an all-day conference held November 
14 at the Chamber of Commerce of the United States. The 
conference was called by the chamber with a view to obtaining 
such agreement among all those interested in the proposed 
legislation to the end that a situation favorable to final action 
at the coming session might be created. Fred W. Sargent, presi- 
dent of the Chicago & North Western, presided. 

On motion of R. C. Fulbright, chairman of the legislative 
committee of the National Industrial Traffic League, the con- 
ference adopted the following resolution: 


That it be the sense of this meeting that we recommend to Con- 
gress, and undertake to obtain the enactment of these rules with 
the amendments here recommended, by statute, at the next session 
of Congress. 


Approximately 75 representatives of shippers, marine under- 
writers, trade organizations, bankers, steamship lines and gov- 
ernment departments attended the conference. 

Announcement was made by Colonel A. B. Barber, manager 
of the transportation and communication department of the 
chamber, that notices of the conference had been sent to 270 
chambers of commerce having foreign trade bureaus and to 
approximately 2,000 concerns doing an import and export busi- 
ness. The results of the conference will be communicated to 
all those to whom notices were sent, together with a copy of the 
proposed legislation. 


Various suggestions were made with respect to amendments 
to the White bill. It was urged, however, that if some of the 
amendments proposed were adopted, there would be little chance 
of the bill being acted upon at the coming session. The confer- 
ence approved an amendment offered by D. Roger Englar, 
counsel for the Maritime Law Association, designed to clarify 
language relating to the notice of claim for loss or damage which 
may not be apparent at the time of the removal of the goods by 
the carrier into the custody of the person entitled to delivery, 
being given within three days after delivery. 


In answer to proposals relating to liability on the part of 
the shipowner when goods were on the dock, in warehouses or on 
lighters, it was explained that the bill covered only the period 
from ship’s tackle to ship’s tackle, and that if an attempt were 
made to change that, substantial objection could be expected. 


Amendments agreed upon at hearings held before the House 
committee on merchant marine and fisheries at the last session 
of Congress were approved by the conference. They provide 
that notice of loss or damage may be indorsed upon the receipt 
given by the person taking delivery of the goods; that in the 
event notice of loss or damage is not given as provided in the 
measure, that fact shall not prejudice the right of the shipper 
to bring suit within one year after delivery or the date when 
delivery should have been made; that no immunity shall accrue 
to the carrier from loss or damage caused by strikes, lockouts, 
stoppages and/or restraints, if such disturbances are produced 
by the carrier for his own benefit; and that deviations for the 
purpose of “loading or unloading’—rather than “securing or 
delivering’—cargo or passengers shall be regarded as unrea- 
sonable. 

Mr. Fulbright said the National Industrial Traffic League 
Was opposed to adoption of the Hague Rules by treaty because 
such adoption would not permit of amendment in the future if 
such action were found necessary or advisable. He also ex- 
pressed the opinion that “if we are going to get anywhere in 
Congress we are going to have to air our differences outside and 
not in Congress.” 

Norman Draper, representing the Institute of American 
Meat Packers, who made a number of suggestions with respect 
to the bill, urged that 15 days’ time instead of three days’ time 
be allowed for giving notice of claim for concealed loss or dam- 
age. The conference approved the proposal at first, but reversed 
its action when Charles S. Haight, chairman of the bill of lading 
committee of the International Chamber of Commerce, said that 
to take such action would result in strong opposition on the 
part of shipowners and bring about defeat of the proposed 
legislation. 
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Large ore crane for handling incoming manganese ore, chrome 
and iron ores recently completed by Western Maryland Railway 
at Port Covington, Md., rounding out extensive development of 
port facilities at Baltimore by that line. The crane is a part of 
the bulk cargo pier. Other features of the company’s port facil- 


,500,000 merchandise pier, a 4,000,000-bushel grain 
elevator and a modern coal pier. 


ities include an 


AMERICAN SHIPPING 


The merchant marine of the United States, including all 
kinds of documented craft, as of June 30, 1930, comprised 25,214 
vessels of 16,067,725 gross tons of which 2,105 seagoing vessels 
of 10,233,125 gross tons were of 1,000 tons or over, compared 
with 2,256 vessels of 10,724,030 gross tons on June 30, 1929, 
according to the annual report of the commissioner of naviga- 
tion, A. J. Tyrer, to the Secretary of Commerce, for the fiscal 
year ended June 30, 1930. 


Of the total, 1,117 vessels of 3,008,653 gross tons were en- 
gaged in the foreign trade and 1,292 vessels of 7,473,591 gross 
tons in the coasting trade. 

“Since June 1, 1921,” said the commissioner, “when our 
foreign trade reached its greatest volume, 10,699,596 gross tons, 
there has been a steady decline, until June 1, 1930, it amounted 
to only 3,319,552 gross tons, a falling off of 7,480,044 gross tons. 
The decrease in the foreign trade is due principally to the 
scrapping of large vessels which belonged to the Shipping Board 
and to changes from foreign to coasting trade because of greater 
opportunities in that service. 

“Since June 1, 1921, the coasting trade, exclusive of the 
trade on the Great Lakes, has increased 4,953,981 gross tons. 
During the same nine years the total seagoing tonnage has 
decreased 2,526,063 gross tons. 

“During the year 1,020 vessels of 254,296 gross tons were 
built and documented, and on July 1, 1930, there were building 
or under contract to build in our shipyards 291 vessels of 486,- 
602 gross tons. The corresponding figures for 1929 were 808 
vessels of 128,976 gross tons built and 218 vessels of 169,862 
gross tons under contract to build.” 

Of the 334,780 men shipped before shipping commissioners 
in the fiscal year, native and naturalized Americans accounted 
for 70 per cent, according to the report. 


OCEAN AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 has been approved by the Shipping 
Board: 


Spanish North Atlantic Conference, of which the Spanish Royal 
Mail Line, the Fabre Line, and the Ybarra Line are members. 

The memorandum filed is a compilation of the rules and regula- 
tions governing the application of rates adopted by the participating 
carriers under the basic agreement of the Spanish North Atlantic 
Conference approved by the board May 14, 1930. They prescribe the 
minimum bill of lading charge, parcel receipt charge, valuable cargo 
charge, basis of rates to be applied on cargo not otherwise specified 
in the tariff, heavy lift and extra length charges and the basis for 
determining the measurement of cargo including pipe, wheels on 
axles and lumber. Payment of brokerage is restricted to 1% per cent 
of the amount of freight earned by the initial carrier. Cargo origi- 
nating outside of the United States and Canada (including Newfound- 
land) moving under through bill of lading or in bond is excepted from 
the application of the agreement. The memorandum specifies the base 
ports and transhipment ports covered and prescribes the differential 
over base ports applicable on shipments to transhipment ports. Vessels 
calling at transhipment ports must charge transhipment rates unless 
a minimum quantity of 500 tons is received from any one shipper for 
delivery to a transhipment port, in which case vessels will be adver- 
tised to sail direct and direct rates will be applied on all shipments 
to that port. 

Pacific-Straits Conference, of which the Dollar Steamship Line, the 
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Java Pacific Line, the Kerr Steamship Company, Inc., and the Klav- 
eness Line are members. 

The agreement provides for establishment of a conference to be 
known as the Pacific-Straits Conference to deal with traffic from 
Pacific Coast ports to the Straits Settlements. The parties undertake 
to collect all freight and other charges for transportation of ye 
strictly in accordance with tariff of rates and charges agreed fo by 
the parties, and acceptance of cargo at less than actual gross weight 
or measurement is prohibited. Unjust discrimination against or pay- 
ment of rebates of freight or compensation to shippers, brokers, or 
receivers of cargo is prohibited. Members whose service has been 
discontinued or suspended for a period longer than three months are 
not to have the privilege of voting on matters connected with freight 
rates until resumption of service. The agreement may be changed 
or added to at any meeting by a two-thirds vote of the entire member- 
ship, but no modification within the purview of section 15 is to be 
carried into effect until approved by the board. Any party to the 
agreement may withdraw upon 90 days’ notice and any carrier main- 
taining direct trans-Pacific service of not less than one sailing every 
60 oe may become a party with the consent of two-thirds of the 
parties. 

Rules and regulations attached to and forming part of the agree- 
ment prescribed the order of business at all meetings, describe the 
duties of the secretary and provide for meeting the expenses of the 
conference. Payment of brokerage in excess of 1% per cent, unless 
otherwise authorized at a regular meeting of the conference, is pro- 
hibited except on petroleum and petroleum products. Members are 
to load only at designated loading berths in terminal ports except for 
minimum lots of 500 revenue tons of cargo or 300,000 feet of lumber 
from one shipper. Absorptions are forbidden except as between 
terminal loading ports or on 500 revenue tons of cargo or 300,000 feet 
of lumber from one shipper. Absorptions are also authorized on flour, 
petroleum and petroleum products in accordance with the custom of 
the port of loading. 

Calmar Steamship Corporation with North Pacific Steamship Line: 
Covers through shipments from North Atlantic ports of call of 
Calmar to Aberdeen, Hoquiam, Raymond and South Bend, Wash., with 
transhipment at San Francisco. Through rate is to be local rate of 
Calmar to San Francisco plus arbitrary to cover cost of transportation 
to destination, Calmar to absorb the local rate of the North Pacific 
Line and the cost of transhipment at San Francisco. 

Dimon Steamship Corporation with Matson Navigation Company: 
Provides for through shipments from Hawaiian Islands to Atlantic 
Coast ports upon combination of the local rates of the participating 
carriers except on pineapple, in respect to which specific rate is 
provided. Cost of transferring shipments from Matson dock to Dimon 
dock at San Francisco is to be absorbed by the latter line. 

Bull Insular Line, Inc., with Compania Sud Americana de Vapores: 
Arrangement covering shipments of garlics from Valparaiso, Chile 
to direct ports of call of Bull Insular Line in Puerto Rico. Through 
rate of $30 per 1,000 kilos (2,204 pounds) is to be apportioned 40 per 
cent to Bull Insular and 60 per cent to Compania Sud Americana de 
Vapores, the latter to absorb cost of transfer and customs entry at 
New York. 

United States Lines Operations, Inc. (American Merchant Line), 
with Quaker Line: Through billing arrangement covering shipments 
from Pacific Coast_ports of call of Quaker Line to London, with tran- 
shipment at New York. The arrangement is subject to minimum Dill 
of lading charge of $10. Through rates, which are to be based on 
Pacific coast-European conference direct line rates, and minimum 
bill of lading charge are to be apportioned equally between the lines, 
each of which is to assume one-half the cost of transhipment. 

Each of the following agreements is between Quaker Line and 
a trans-Atlantic carrier and provides for through movement of ship- 
ments from Pacific coast ports of call of Quaker Line to Europe. 
Through rates in each instance are to be based on direct line rates 
and are to be apportioned equally between the participating lines, 
each of which lines is to assume one-half the cost of transhipment 
at New York. The participating carriers and the ports of destination 
are as follows: 

Quaker Line with Norwegian America Line. To ports of call of 
Norwegian America Line in Norway. 

Quaker Line with American-France Line. To Bordeaux and other 
ports of call of America-France Line. 

Quaker Line with Cunard Steamship Company, Ltd. To Liver- 
pool, London, Glasgow and other United Kingdom ports of call of 
Cunard Line. 

Quaker Line with Hamburg-American Line. To Hamburg, Bremen, 
Antwerp and other ports of call of Hamburg-American Line. 

Quaker Line with American Scantic Line. .To Copenhagen, Hel- 
singfors, Leningrad, Stockholm and other ports of call of American 
Scantic Lines. 

Quaker Line with North German Lloyd. To Hamburg, Bremen and 
other ports of call of North German Lloyd. 





SHIPPING SINGAPORE ORCHIDS 


Successful shipment of cut orchids on ice from Singapore 
to New Zealand on ice has suggested the possibility of making 
such shipments to New York, Assistant Trade Commissioner 
Carl H. Boehringer at Singapore advises the Department of 
Commerce. 

“There is a plentiful supply of orchids, principally of the 
popular mauve shade, in Singapore, where they may be pur- 
chased for a few cents a flower,” says the department. “It 
would seem that some scheme of shipping could be devised 
whereby the flowers would be placed in individual vases, each 
flower being covered with a sheet of waxed paper to prevent 
excess transpiration. The vases could be mounted in a wooden 
case, which, after being placed in storage, in ships having re- 
frigerated cargo space, would not need further attention until 
it arrived in New York. Some experimenting would be neces- 
sary, but the resulting business would, in the opinion of Sing- 
apore shippers, probably justify a considerable expenditure in 
working out the details.” 


AIDS TO NAVIGATION 


The completion of six lightships equipped with the most 
up-to-date machinry was one of the outstanding accomplish- 
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ments of the lighthouse service of the Department of Commerce, 
in the last fiscal year, according to th annual report of George 
R. Putnam, Commissioner of Lighthouses. In no other year, 
Commissioner Putnam pointed out, were such a large number 
of lightships completed, the new ships being radical departures 
from the types employed in the past. 

Radiobeacon and sound-in-air signals, the report shows, were 
synchronized at five additional stations during the past fiscal] 
year, an arrangement whch makes it possible for navigators 
to determine their distance from the sending stations at any 
time when the signal can be heard. Much favorable comment 
has followed the installation of such signals on the Great Lakes, 
the great density of traffic there making them exceptionally 
valuable. 

At the close of the year the lighthouse service had 19,556 
marine aids to navigation in service, an increase of 555 over the 
preceding year. The radiobeacon system was also increased 
materially, 14 new stations having been established, and 17 being 
under construction. Airways facilities were extended and light- 
ing installations were completed on about 3,300 additional miles 
of airways. 


SAFETY IN SEA TRAVEL 


Enhanced safety in sea travel is assured as a result of the 
material expansion of the steamboat inspection service, accord- 
ing to the annual report of Supervising Inspector-General D. K. 
Hoover to the Secretary of Commerce. The report shows that 
forty-five new assistant inspectors have been added to the or. 
ganization’s staff, which will permit more frequent reinspections 
of vessels not heretofore properly covered. For many years, it 
is pointed out, excursion and ferry steamers in addition to 
an annual inspection have been subjected to three separate re- 
inspections. This same system will henceforth be applied to 
all passenger vessels, both foreign and American, a procedure 
which was impossible with the former personnel of the service. 

For the last fiscal year officers of the service inspected 
nearly 7,000 vessels of all types and made 2,500 reinspections. 
In addition they performed various other duties, including the 
testing of marine boiler plates, and the inspection of new life 
preservers and other marine apparatus. 

During the period covered by the report, 136 persons lost 
their lives on steam vessels. On the basis of the total number 
of passengers carried by these craft, this means that for every 
life lost, two million passengers were safely carried. 





ACTION AGAINST BOAT LINE 


The Shipping Board has instituted proceedings against the 
Norfolk and Washington Steamboat Company to require it to 
file with the board its maximum rates, fares, and charges in 
compliance with section 18 of the shipping act of 1916. The 
board’s resolution directing this action is as follows: 


reas, on December 18, 1925, the board in American Peanut 
Capen vs. Merchants’ & Miners’ Transportation Company et _ 
1 U. S. S. B. 90, decided and affirmed Chesapeake Bay to be —_ 
seas within the meaning of Section 1 of the shipping act, 1916; an 
Whereas, from information before the board it appears the Nor- 
folk and Washington (D. C.) Steamboat Co. is a common carrier en- 
gaged in interstate transportation by water of passengers and property 
on regular route from port to port, operating in part over the — 
of Chesapeake Bay, ubi supra the high seas; notwithstanding whic 
said operation said carrier has after notice neglected and still neglects 
to file with the board and keep open to public inspection its maximum 
rates, fares, and charges in compliance with Section 18 of the shipping 
act, 1916 (39 U. S. Stat. L., 728), which said neglect is hereby alleged 
to be a violation of said Section 18; now, therefore, it is 
Resolved, That under authority of section 22 of the shipping act, 
1916, the board on its own motion hereby institutes a proceeding of 
investigation to inquire into the facts and hear argument concerning 
the status of the Norfolk and Washington (D. C.) Steamboat Co. 
under the said shipping act, to establish such facts and argument 
of record, and to make such order or orders respecting compliance 
by said company with said section 18 as may by such facts and argu- 
ment be warranted; in pursuance of which proceeding the board’s 
bureau of regulation is directed to hold hearing, receive argument, 
procure service of subpoenas if and as necessary, and otherwise con- 
duct the same in consonance with the board’s rules of practice. 


OCEAN RATES ON COTTON WASTE 


Dismissal of the complaint in No. 60, Atlas Waste Manu- 
facturing Co. vs. New York & Porto Rico Steamship Co. et al., 
has been recommended by Examiner Charles B. Gray, of the 
bureau of regulation of the Shipping Board, based on a finding 
that unreasonableness of assailed rates on cotton waste from 
New York to San Juan and Aguadilla, Porto Rico, had not been 
shown. 





PROPELLER CLUB PRAISED 


The following message has been sent to the Propeller Club 
by Chairman T. V. O’Connor, of the United States Shipping 
Board, on the occasion of the club’s annual convention held at 
New Orleans, La., November 20 and 21: 


May I convey to you and the members of your organization what 
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must be the sentiment of all friends of the American merchant marine, 
that the Propeller Club of the United States has been one of the 

eat influences for good in bringing to a realization the present 
advancement and splendid future prospects of our merchant fleet. 
Before our expectations reach their fullness, we must bear in mind 
that the American lines bringing out new ships with the aid of the 
government must have the patronage of American shippers and 
travelers. This support is necessary to enable our merchant marine to 
compete successfully with the ships of other flags. 


SHIPS AND FARMERS 


The interest of the farmer, as an exporter of agricultural 
products, in the development of an adequate American mer- 
chant marine, was discussed by Chairman O’Connor, of the 
Shipping Board, in an address delivered November 18 at 
Rochester, N. Y., before the annual convention of the National 
Grange. The chairman told of the steps being taken to get the 
government out of the shipping business and the development 
of the merchant marine through government aid. 


PORT CHARGES AND WAREHOUSEMEN 


The Commission has granted the petition of the American 
Warehousemen’s Association for further argument on the issues 
of storage and dockage charges, in No. 12681, charges for wharf- 
age, handling, storage, and other accessorial services at Atlantic 
and Gulf ports. 


TRANS-ATLANTIC AIR MAIL 


In connection with a report of negotiations for a trans- 
Atlantic air mail line via Bermuda and the Azores, it was stated 
at the Post Office Department that the subject was one in which 
the department was interested and to which considerable study 
had been given by it. It is understood that Pan-American Air- 
ways, Inc., had practically completed negotiations with Imperial 
Airways, Ltd., for a joint operation between the United States 
and Bermuda. The status of the project east of Bermuda is 
not known to the department, but it would appear that it is 
naturally a subject in which Aero Postale of France is inter- 
ested, according to Post Office officials. 

Postmaster-General Brown has been approached on the 
possibility of trans-Atlantic air mail, and has indicated an in- 
terest in any proposal that would speed up the carrying of these 
mails. 

Assistant Postmaster-General Glover stated that the depart- 
ment had not been in conference with representatives of either 
the English or French concerns, but that it realized there was 
a strong likelihood that Pan Amerian Airways, the international 
air transport operators of the United States, would cooperate 
with the international air transport operators of France and 
England in this proposed service. 

Air mail service over the route from Paramaribo, Dutch 
Guiana, to Santos, Brazil, whose inauguration was postponed 
on account of unsettled conditions in the cities affected, will 
begin with the flight leaving Paramaribo on November 27 and 
Para November 28, it was announced by Mr. Glover. 


AIRIPLANE CONTRABAND 


An announcement by the Department of Agriculture says 
that more than 4,000 airplanes from other countries were in- 
spected by the plant quarantine and control administration of 
the department in the fiscal year 1930 and contraband material 
was taken from 400 of them. Customs officials cooperate with 
the plant inspectors to prevent the entry by airplane of fruits, 
flowers, shrubs, and vegetables that may be infested with insects 
and plant diseases. 


VOLUME OF FREIGHT 


The volume of freight traffic handled by the Class I rail- 
roads of this country in September this year amounted to 
36,219,944,000 net ton miles, according to reports received from 
the railroads by the Bureau of Railway Economics. 

Compared with September, 1929, this was a reduction of 
8,002,066,000 net ton miles or 18.1 per cent, and a reduction 
ee net ton miles or 17.3 per cent under September 

In the eastern district, the volume of freight traffic handled 
in September this year was a reduction of 20.5 per cent com- 
pared with the same month in 1929, while the southern district 
reported a reduction of 19.3 per cent. The western district 
reported a reduction of 14.6 per cent. 

The volume of freight traffic handled by the Class I rail- 
roads in the first nine months of 1930 amounted to 321,480,411,000 
net ton miles, a reduction of 48,210,240,000 net ton miles or 
thirteen per cent under the corresponding period in 1929 and a 
reduction of 27,837,372,000 net ton miles or eight per cent 
under the same period in 1928. 

Railroads in the eastern district for the nine months’ period 
in 1930 reported a reduction of 13.3 per cent in the volume of 
freight traffic handled, compared with the same period in 1929, 
while the southern district reported a decrease of 13.5 per cent. 
The western district reported a decrease of 12.5 per cent. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Perishables—Liability of Carrier for Injury Thereto 


Oregon.—Question: Your opinion, with any court decisions 
in point, would be appreciated on the following situation: 

We have filed a number of claims this year, as in past years, 
account breakage in transit of watermelons in bulk carload ship- 
ments. The customary allowance of about 25 broken melons 
was made for ordinary hazards of shipment in addition to shrink- 
age in weight and decay. Now, however, the carrier is declining 
all such claims for excessive breakage when carrier’s inspection 
shows notation, “no apparent shift.” We contend that the num- 
ber of broken melons checked at destination as compared with 
the percentage of decay should be considered the best indica- 
tion of whether or not the car was roughly handled en route. 
The fact is that sometimes a car will show considerable shift 
with comparatively light excess breakage of melons, while 
then again a car will check 100 or more broken melons with 
little or no shift of load. We feel that the nature of jars or 
bumps sufferd by the car en route will cause this condition. 


In any event, we feel that the carrier is liable for such dam- 
age when the maturity of the melons indicates that the damage 
is not due to the “inherent nature of the commodity,” regardless 
of a “no shift” notation. For your information, the carrier’s 
inspector himself checks the number of broken melons and the 
number of decayed melons left in the car on unloading. 

Answer: We cannot locate cases specifically in point. How- 
ever in Daily vs. C. St. P. M. & O., 194 N. W. 674, the court said: 

The presumption of negligence on defendant’s part in handling 
this shipment of cows is not rebutted by evidence introduced in its 
behalf. The train records and notations of no rough handling are 
entitled to but little weight or probative force because they were 
confined to the breaking of, or some actual damage done to some part 
of a car, or the uncoupling of a car. There could be much rough 


handling amounting to negligence on defendant’s part without obtain- 
ing any of these results which would injure cows not pregnant. 


A carrier is responsible for injury to goods not resulting 
from the inherent nature of the goods or from one of the 
excepted causes for the consequences of which it is under the 
law not liable, such as an act of God, the negligence of the ship- 
per, etc. 

That there was “no apparent shift’ does not release the 
carrier from liability, the burden resting upon the carrier to 
prove, where it is shown that goods were delivered to it in 
an uninjured condition and were delivered in an injured 
condition, that the injury did not result from some cause for 
which it is liable. St. L.-S. F. vs. Cole, 294 S. W. 357; American 
Ry. Express Co. vs. Rouw, 294 S. W. 401. 


Allowance for Dunnage on Iron and Steel Articles 


Michigan.—Question: No doubt you are aware it is com- 

mon practice for sheet steel manufacturers to ship in open top 
equipment, using various kinds of banding and tying devices, 
utilizing paper for protection against the weather, making 
about six units to the car for capacity loading. 
* In box car loading the dunnage used is added to the weight 
of the material for billing purposes. On open top equipment we 
are not showing any dunnage, just the actual weight of the 
sheet steel. The weight of the bands, skids and covering varies 
from 150 pounds to 600 pounds per car. Some of our customers 
demand that we put waster sheets on the top and bottom of 
these piles. The reason for not showing dunnage on bills of 
lading covering open top equipment is that we take advantage 
of Exception to Rule 10 as shown in item 135-A of supplement 
No. 11 to Jones’ Freight Tariff No. 130-T. 

To my best knowledge the railroads have not sanctioned 
this particular type of loading. We feel, however, that there 
should be steps taken whereby we know definitely how to pro- 
ceel, as some of the steel manufacturers are eliminating the 
dunnage and others are showing it. Any information that you 
may have along this line will be greatly appreciated. 

Answer: Item 130-A of Agent Jones’ Freight Tariff 132, 


I. C. C. 2248, is an exception to rule 30 of the Official Classifica- 
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tion and apparently removes the application of rule 30 as to 
iron and steel articles, in so far as tariffs carrying rates thereon 
are governed by Agent Jones’ tariff. 

Item 135 relates to the use of blocking, bolsters, bracing 
bearing pieces, stakes, standards, strips or supports, no ref- 
erence being made therein to dunnage, as in section 2 of rule 
30 of the Consolidated Classification. . 

In so far as the present application of rule 30 of Agent 
Jones’ tariff is concerned, while the terms “blocking, bolsters 
and bracing” might be construed to include skids which are 
being used to ship sheet steel in open top equipment, there is 
nothing in Item 135-A of Agent Jones’ tariff which provides for 
an allowance for the weight of the bands and covering. There- 
fore, unless item 135-A of Agent Jones’ tariff removes the ap- 
plication of rule 30 of the classification only to the extent of 
the terms used therein, i. e., blocking, blosters, bracing, etc., 
and the term “dunnage,” as used in rule 30 of the classification, 
will include bands and covering, there is no provision at the 
present time for an allowance for the weight of the so-called 
dunnage which is being used at the present time in shipping 
sheet steel in open top equipment. 

We can locate no case which defines the term “dunnage.” 

If the carriers are willing to make an allowance for the 
weight of this dunnage, if it is such, the provisions of item 135-A, 
of Agent Jones’ Tariff I. C. C. 2248 should be amended so as to 
clearly provide therefor. 


Damages—Released Valuations 


Vermont.—Question: We ship granite in carloads from this 
territory to Central Freight Association territory upon rates 
predicated upon restricted valuation of $2.25 per hundred pounds. 

If, in case a single package, weighing 1,000 pounds, in one 
of these cars is damaged in transit, can we receiver only on 
the restricted valuation basis or can we recover for the actual 
value of the damaged piece? 

I seem to recall reading a ruling on this question in The 
Traffic World some time since, but I cannot now locate the same. 
Your advice will be appreciated, with such citations as you can 
handily make. 

Answer: We have reviewed a large number of cases; in 
fact, practically all of the cases in which damages for loss of 
or injury to articles covered by released ratings have been 
sought before the courts, and find that the cases fall into two 
classes, namely, those in which recovery in so far as injury 
or shortage is concerned was allowed for the actual loss, not 
to exceed the released value of the shipment, and those in which 
a proportional amount of the released value, based on the ratio 
which the value of the goods injured or lost bore to the value 
of all the goods shipped. 


Representative of the two classes of cases are the following: 
First class—Visanaka vs. Southern Express Co., 75 S. E. 
962; Huguelet vs. Warfield, 65 S. E. 985. 


Second class—Stratton vs. C. M. & St. P., 168 N. W. 757; 
Frank vs. Michigan Central R. Co., 154 N. Y. S. 701; Western 
Transit Co. vs. Leslie & Co., 242 U. S. 448. 

Some of the cases holding that the amount of the damage, 
not to exceed the released value of the entire shipment, can 
be recovered, call attention to the fact that no ratio of recovery 
is prescribed and that, therefore, it is to be understood that 
the full amount of the damage, not to exceed the released value 
of the entire shipment, may be recovered. See Candee vs. D. 
L. & W., 109 At. 202; Illinois Central vs. H. E. Wilson & Co., 
176 S. W. 1036. Other cases, however, do not mention this 
factor. See Dee vs. S. P. L. A. & S. L. R. Co., 167 Pac. 246. 

The Railway Express Agency has in paragraph (b) of rule 
9 of Express Classification No. 31, adopted the basis last re- 
ferred to above. This paragraph reads as follows: 


In case of partial loss or damage, the express company will be 
liable for the actual value of goods lost or damaged, up to, but not 
exceeding, the total value declared at time of shipment. 


Which of the two points of view is the correct one, in so 
far as transportation by freight is concerned, can only be de- 
termined definitely by a decision of the Supreme Court of the 
United States. That court has rendered decisions in two cases, 
namely, K. C. S. Ry. Co. vs. Carl, 227 U. S. 639, and Western 
Transit Co. vs. Leslie & Co., 242 U. S. 448, holding specifically 
in the latter case that the ratio basis is the proper one, par- 
ticularly where the goods are homogeneous and seemingly so 
holding where the goods were not homogeneous, i. e., in the case 
of household goods covered by the decision in the Carl case. 
In that case the court said: 


It is difficult not to see, when we read the bill of lading and 
the release, with its note, in the light of the filed rate sheets and 
the rate paid upon the shipment corresponding to the lower of two 
rates upon household goods, that the consignor and the carrier 


mutually understood that these boxes and barrels contained house- 
hold goods of the average value per hundredweight of five dollars. 
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It is to be observed that the released rating on household 
goods in the Carl case was $5 per hundred pounds, the court 
holding that the goods were understood to be of the average 
value of that figure, and in effect held that where one box weigh. 
ing 200 pounds, out of a total of two boxes and one barrel weigh. 
ing collectively 400 pounds, the carrier was liable for only the 
value of the 200 pounds based on the released valuation of $5 
per hundred pounds, or 5 cents per pound. 

Where goods are damaged the method for determining the 
amount of the loss under the ratio theory is to determine the 
ratio of the released value to the actual value and apply this 
ratio to the actual damage to the shipment 

The two views as to the measure of damages for injury 
to a shipment are comprehensively set forth in the case of 
Castner vs. O. W. R. & N. Co., 155 Pac. 167. 

Our conclusion is that, if the question is presented to the 
Supreme Court of the United States, it will hold that where 
an article moving under a rate or rating which carries a re. 
leased valuation is damaged, the basis of recovery is the ratio 
which the actual depreciation in the value of the article bears 
to the released value of the article, arrived at by determining 
the ratio of the released value to the actual value of the article 
and then using this per cent to determine the amount of depre- 
ciation based upon the released value of the article by applying 
this ration to the actual depreciation in the value of the article. 

In this connection see the article on page 946 of the October 
18, 1930, Traffic World, under the caption “Agreed or Released 
Value,” relating to the denial of a writ of certiorari by the 
Supreme Court of United States for the review of the decision 
of the Supreme Court of New York in the case of Elsie Aronstein 
vs. New York Central. 


Damages—Delay 


Illinois.—Question: A shipper sells a car of eggs for delivery 
to an eastern market at price of 28 cents per dozen. The deliver- 
ing carrier has a delay in their yards at destination of 11% days 
(exclusive of Sunday) before effecting delivery. The car was 
refused because of this delay, making it necessary to place the 
eggs in storage, they being sold a few days later at 27% cents 
per dozen. There was no market decline during this interval, 
therefore, the carriers disclaim responsibility on that score. 
There was no damage to the eggs, proven by the fact that the 
eggs were subsequently sold at within one-half cent of the origi- 
nal sale. Therefore, there is no damage element. 

Still the shipper has been damaged financially to the ex- 
tent of one-half cent per dozen on the eggs, storage charges and 
commission on the second sale, totaling nearly $350. 

The original consignee says the eggs were not as repre- 
sented, which caused him to turn the car down. However, this 
is disproved by the subsequent sale and subsequent purchaser, 
which leaves the delay as the only cause for refusal and quality 
of the eggs as a subterfuge. How can the shipper collect the 
financial damage under these conditions? 

Answer: For unreasonable delay in the transportation of 
goods the shipper is entitled to recover the difference between 
the market value of the goods at the time and place at which 
delivery should have been made, and their market value when 
delivery was actually made. 

Delay in delivery of the goods, even though it is such as to 
render the carrier liable, does not constitute conversion, and 
the person entitled to the goods cannot on that account refuse 
to receive them and sue for the full value. Buston vs. Pa. R. 
Co., 116 Fed. 235; St. Louis, etc., R. Co. vs. Dreyfus, 132 Pac. 
491; Hackett vs. B. C. & M. C. R. Co., 35 N. H. 390; Fishman 
vs. Platt, 90 N. Y. S. 354; Chesapeake, etc., R. Co. vs. Saulsburg, 
103 S. W. 254; Spalding vs. Chicago, etc., R. Co., 75 S. W. 274, 
and other cases cited. 

The carrier’s liability is to compensate for the damages 
growing out of the delay, and not for loss; and the remedy of 
the party entitled to the goods is to sue for the damage he has 
sustained by reason of the delay. (Moody vs. Southern Ry. Co., 
60 S. E. 711; Southern Express Co. vs. Hanaw, 67 S. E. 944.) 
This, as a rule, is the difference between their market value at 
the time they should have been delivered and when they were 
delivered, with interest from the former date, less the freight, 
if unpaid. (E. T. V. & G. Ry. Co. vs. Johnson & Shehan, 11 
S. E. 809; Gooden vs. Sou. Ry. Co., 54 S. E. 720.) 

A carrier who unreasonably delays the transportation of 
goods shipped under a contract of sale is not liable for any 
special damages occasioned by the loss of the sale, as, for in- 
stance, any profits the shipper would have made by delivery 
of the goods at destination according to the contract of sale 
unless, at the time of the shipment, the carrier was notified of 
the existence of the contract and that the goods were being 
shipped in accordance therewith. 

Unless the notice referred to in the preceding paragraph is 
given the measure of damages is that which is ordinarily recov- 
erable, namely, the difference between the market value of the 
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goods at-the time they should have been delivered and their 
value at the time they were actually delivered or tendered for 
delivery, to which amount should be added interest and from 
which amount the unpaid cost of transportation is to be de- 


ducted. 

In the instant case the shipper’s remedy, in our opinion, 
lies in an action against the buyer, based on the contract of 
sale, and not against the carrier, unless there was a difference 
in the market value at the time the goods were tendered for 
delivery as compared with the market value on the date the 
goods should have been delivered. Unless there was a differ- 
ence in the market value on these two days, delay in transporta- 
tion cannot be said to be the proximate cause of the shipper’s 
loss, the proximate cause being the refusal of the goods by the 
puyer, in violation of the contract of sale. 


Routing and Misrouting—Erroneous Delivery by Carrier 


New York.—Question: Our company regularly runs a car- 
load which makes two stop-offs at points intermediate to final 
destination. Frequently, the carriers, through error, run the 
carload through to its ultimate destination without making the 
stop-offs. This injured us in that we reship from each stop-off 
point to make certain schedule dates of arrival. When a car 
goes through to destination without stopping, the carriers offer 
to make separate cars of the portions for each stop-off point and 
card direct to those cities. This does not help very much, be- 
cause quite some time elapses before the original car can be 
unloaded, about two days, and our shipments arrive late. 

Will you kindly advise if we have recourse against carriers? 
The old conference ruling 509, we believe, should cover a move- 
ment of this sort and we would like to know if we will be justi- 
fied in reshipping all shipments via express or freight from 
final destination to which the car is carried, billing the carrier 
for the difference in charges. The commodity shipped consists 
of magazines, the very nature of which indicates that unusual 
delays are harmful. 

Answer: The decision of the Commission in Taunton Dye 
Works & Bleachery Co. vs. N. Y. N. H. & H. R. R. Co., 42 I. C. C. 
367, seems to hold that a demand on the carrier to make the 
delivery contracted for in the bill of lading is essential to a 
recovery of extra expenses to which the shipper has been put, 
resulting from the carrier’s error in the routing of a shipment, 
whereby the shipment is tendered for delivery at a point other 
than that at which it should be delivered under the shipper’s 
routing instructions. 

We do not believe that you could, without notice to the 
carrier, reship the goods to the intermediate points, and recover 
the cost thereof. The carrier should, we believe, have the op- 
tion of returning the goods by freight service and subjecting 
itself to liability for unreasonable delay resulting from its er- 
roneous handling of the shipment (Badger Lumber & Coal Co. 
vs. A. T. & S. F,, 156 I. C. C. 427) or of authorizing the reship- 
ment of the goods by your company at its expense. 


Limitation of Actions—Ninety-Day Provisions of Section 16 of 
Act 


Michigan.—Question: We would Mke to know to what ex- 
tent shippers are protected under section 6, paragraph 3, under 
the following circumstances: 

The carriers are now presenting bills for undercharges on 
shipments that moved as far back as 1927. However, those 
bills which cover cars that moved prior to the three-year limi- 
tation period are void. The carriers at this time, through their 
inspection bureau, are endeavoring to change the description 
of a certain commodity, which effects higher rates and charges 
than those that accrued on the original description used and on 
which basis charges have been paid. 

It is the contention of the shippers that the description that 
the carriers are now endeavoring to have applied on the com- 
modity in question is not proper or otherwise legally applicable. 
The question, therefore, to be decided is whether the original 
description used by shippers is correct or the description en- 
deavored to be applied by the carriers resulting in undercharges 
aggregating several thousand dollars. 

Under the circumstances may the shippers at this time or 
within ninety days from the time of action by the carriers to 
recover the claimed undercharges, file a formal complaint in 
which allegation of unreasonableness, undue prejudice and viola- 
tion of section 6 will be made, together with a prayer for the 
Commission to authorize the carriers to waive the now outstand- 
ing undercharges as well as any that may or are now 4ac- 
cruing on the alleged improper description. In other words, it 
is alleged that the statute of limitation of two years with respect 
to reparation, or the waiver of undercharges, has not run against 
the bills that cover shipments that moved two years ago or 
longer if complaint is now filed or filed within ninety days 
from the time the carriers instituted suit for the recovery of 
the supposed undercharges. 
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As the carriers, through their inspection bureau, did not 
make this correction until this late date, the shippers have had 
no opportunity to protect their interests. 


Answer: Under the decision of the Commission in Texas 
Company vs. A. T. & S. F. Ry. Co., 93 I. C. C. 691, a formal com- 
plaint containing the allegations and a prayer for the relief set 
forth in the fourth paragraph of your letter, would receive the 
consideration of the Commission and result in a finding in your 
favor should the allegations of your complaint be proved. In 
this case the complainant filed a complaint with the Commission 
following an action by the carrier for the recovery of charges 
on certain shipments, the complaint being filed within ninety 
days from the time the carrier began its action, the Commission 
finding that the rates assailed were unreasonable and author- 
izing the carriers to waive the outstanding undercharges. 

Tariff Interpretation—Application of Rule 20 of the Classification 

Utah—Question: Is it not true that the Interstate Com- 
merce Commission has ruled that a commodity rate is an ex- 
ception to the classification? In other words, if a shipment 
moved under class rate subject to rule 20 of the classification 
for which a commodity rate is published covering any part of 
the article packed separately, does not that part of the article 
move under the commodity rate and the remainder of the ship- 
ment billed at classification rating, assuming, of course, that the 
remainder is specifically covered by an item in the classification? 

We would appreciate your furnishing us with any rulings 
that have been made along this line. 

Answer: In our opinion, under the principle of the decision 
of the Commission in McNeel Marble Co. vs. A. & R. R. R. Co., 
49 I. C. C. 125, if a commodity rate applies on a part of an 
article and a classification rating and class rate applies on an- 
other part of that article and there is no commodity rate on the 
complete article, the classification rating and class rate applica- 
ble to the complete article, if there is such, must be applied on 
the two parts, if both parts are delivered to the carrier as one 
shipment on one bill of lading under the provisions of rule 20 
of the Consolidated Classification. 


Liability of Carrier for Injury to Goods While Being Unloaded 
by Consignee 


illinois.—Question: Will you please tell us what, in your 
estimation, is the carrier’s liability in the facts covered by the 
following shipment? 

One of our branches in Canada made a shipment of heavy 
machinery to another point in Canada where there was no un- 
loading platform at which the shipment could be unloaded. Our 
dealer built a temporary platform and while attempting to un- 
load the machinery, the platform gave way, damaging the 
machinery. 

We entered claim with the railroad company for this dam- 
age, which claim was declined. We feel, however, the carriers 
are liable, inasmuch as they accepted the shipment for a point 
which they knew had not the proper unloading facilities for 
handling the shipment upon arrival. They should have notified 
us to that effect at the time of ordéring the car, so that we 
could decide whether to make shipment or to ship to another 
point. 

Will you please give us your opinion on this, together with 
any authoritative reference you may have? 

Answer: Section 3, of rule 13, of the Canadian Classifica- 
tion states that unless otherwise provided, owners are required 
to load into or on cars and to unload from cars all freight car- 
ried at carload ratings. Section 4 of this same rule provides that 
owners are required to load into or on cars and to unload from 
cars freight weighing 2,000 pounds or over, per piece or package. 

It would appear that under either of the above provisions, 
depending upon whether the shipment was a carload or less- 
than-carload shipment, at was the duty of the consignee to un- 
load the goods from the car. 

While unloading platforms are provided by the carriers at 
many points, we know of no obligation on the part of the car- 
riers to provide such facilities at all of its stations for the 
unloadng of freight by a consignee. Therefore, we doubt very 
much whether in the instant case, recovery can be had for the 
injury sustained by the machinery while it was being unloaded. 
We can locate no cases relating to the question. 


Tariff Interpretation—Application of Term N. O. |. B. N. in 


Transcontinental Tariff 


California.—Question: We apparently did not make our- 
selves clear when we requested your opinion as to the inter- 
pretation of the terms N. O. I. B. N. and N. O. S. as shown in 
Transcontinental Tariff No. 1-G, I. C. C. No. 1224, H. G. Toll, 
agent, page 167, and which you furnished us in The Traffic 
World of September 13, on page 642. 

To illustrate: We frequently have shipments of paper 
poker chips moving from Group D territory to the Pacific coast. 
It is our contention that this commodity is properly described 
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in item 4410, sub-item No. 138, as “paper goods, N. O. I. B. N. 
flat or folded flat, in boxes,” interpreting N. O. I. B. N. to mean 
not otherwise indexed by name under the heading of paper and 
paper articles in the Western Classification. The carriers, par- 
ties to this tariff, have refused to accept this interpretaton and 
claim that this term means not otherwise indexed by name 
in the classification irrespective of heading. Under this ‘inter- 
pretation paper poke chips are provided for under item 29, page 
75, Consolidated Freight Classification No. 5, as being ratable 
at first class. 

It is our opinion that a carrier is not permitted to give 
such a broad interpretation to the term N. O. I. B. N., and we 
shall greatly appreciate receiving your further views on this 
subject. 

Answer: In our opinion the carriers are correct in their 
contention that the rate proposed in item 4410 of Transconti- 
nental Tariiff 1-G, Agent Toll’s I. C. C. 1224, will not apply on 
paper poker chips. This for the reason that the term N. O. I. 
B. N., used in connection with the commodity description “paper 
goods, flat or folded flat, in boxes,” provided for in section 1, of 
item 138, means not otherwise indexed by name in the current 
Western Classification, and poker chips are given a rating in 
the Western Classification. 


Tariff Interpretation 


Ilinois.—Question: Will you kindly give your interpretation 
of the following rate items: 

Item 270 of Ce G. W. R. R. tariff 91-E, I. C. C. 5120, and 
item 390 of C. G. W. tariff 91-F, I. C. C. 5256. 

Is it your view that rates named in these items apply from 
Chicago to destinations shown or between Chicago, IIl., and 
stations shown? 

Answer: While the origins and destinations contained in 
the items to which you refer appear under the headings, “Be- 
tween (except as noted)” and “And (except as noted),” inasmuch 
as the commodity description, under the heading “Commodity,” 
contains the words, “for feeding and reshipment,”’ the applica- 
tion of the rates is limited, in our opinion, to movements from 
Chicago to the other stations named in the item. The commodity 
description reads: 


Sheep, carloads, for feeding and reshipment to Chicago, Ill. (via 
Cc. G. W. R. R.), per car (see Route 45). 


N. I. T. L. MEETING 


(Continued from page 1284) 


with fraudulent intent that a good, hard ribbon copy. It said 
a bill of lading was an evidence of title and as such should be 
legible and not easily altered. The committee said that it was 
its opinion that there was no justification for using carbons in 
making original bills of lading, and that it was, therefore, 
recommended that the League take no action in the matter and 
that the subject be stricken from the docket of the committee. 
The League adopted a recommendation of the executive com- 
mittee simply stating that no action be taken and that the sub- 
ject be stricken from the docket, the language as to there being 
no justification for using carbons being stricken out. 


As to omitting contract terms from the bill of lading form, 
the committee said there was merit in the suggestion as the 
terms were fully set forth in the Consolidated Classification, 
but that informal inquriy of the Commission indicated that the 
suggestion would not be well received if formally raised by the 
League. It said the opinion there seemed to be that because 
shippers received bills of lading who knew nothing of the Con- 
solidated Classification they should have the terms and condi- 
tions plainly printed on the bill of lading. The committee said: 
It would seem to be sufficient answer to this argument that 
a shipper was also charged with the knowledge of the applicable 
rates, although he might never have seen a railroad tariff. How- 
ever, in view of the apparent attitude of the Commission and the 
long established custom of printing the conditions on the bill 
of lading form, the committee said no effort should be made 
by the League to obtain a change in the practice, and recom- 
mended that the matter be dropped from its docket. This was 
approved. 

The twenty-fourth annual dinner of the League was held 
Thursday night, with W. H. Day, president, in the role of toast- 
master. 

William P. MacCracken, Jr., who was the first assistant 
secretary of commerce for aeronautics, speaking on “Air Trans- 
portation and Industrial Traffic,” pointed out how air trans- 
portation services might be used with profit to carriers and 
shippers. 

In a period when other business was falling off, said he, 
air mail and air passenger traffic were showing appreciable in- 
creases. With increase in speed, reduction of the accident haz- 
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ard, and decrease in the cost of users of air service, he predicteg 
that certain classes of industrial traffic would come to move jn 


substantial volume by air. He said the air operators must de. 
velop service at a cost industrial traffic could afford to pay, 
From the shipper’s viewpoint, he continued, the problem was 
how much of the traffic needed to be moved with greater speeq 
and what premium the shipper could pay for such service. 

Chicks, seafood, flowers and certain types of machinery 
were now being moved by air, said he. Use of air service was 
being resorted to by concerns wishing to have materials anal. 
yzed and returned to them quickly and seasonal goods also were 
moving by air, he added. Producers, he said, were afforded the 
opportunity of increasing the radius of their activities through 
analysis of what part of their traffic could move profitably by air. 

In concluding his remarks, Mr. MacCracken made a plea for 
cooperation between shippers and air carriers to the end that 
the necessity for burdensome regulation of air transportation 
might be avoided. 

The other speaker of the evening was James G. Lewis, east- 
ern manager of the national advertising department of the 
Scripps-Howard Newspapers, who discussed interestingly the 
selling problem now faced by American business. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. O. Swift, 
Pres.; S. A. Brigham, Secy. and Treas. 

Albany, N. Y.—Capital District Traffic Association. 
Wright, Pres.; J. E. Hanrahan, Secy.-Treas. 

Anderson (Ind.) Traffic Club. John Peters, Pres.; Fred 
Waugh, Secy. 

Atlanta—tTraffic Club of Atlanta. H. A. Manning, Pres.; 
F. B. Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. 
C. F. Johnston, Secy. 

Baton Rouge Traffic Club. D. S. Reymond, Pres.; R. J. 
Eisworth, Secy.-Treas. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club. E. A. 
Goodrich, Pres.; E. F. Rainey, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. J. E. 
Springer, Pres.; W. E. Francis, Secy. 

Birminngham, Ala. The Women’s Traffic Club of. 
Wade, Pres.; Mary Legar, Secy. 

Blackwell (Okla.) Traffic Club. E. R. Walcher, Pres.; C. E. 
Schofield, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. A. Anderson, Pres.; W. M. Macomber, 
Secy.-Treas. 

Bridgeport (Conn.) Traffic Association. E. F. Deyo, Pres.; 
A. Winter, Secy. 

Brooklyn—Traffic Club of Brooklyn, Chamber of Commerce. 
Louis Harber, Pres.; A. C. Welsch, Secy. 


Buffalo Transportation Club. F. O. Dutcher, Pres.; M. B. 
Mason, Secy-Treas. 


Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
H. P. Ross, Secy. 

Canton (O.) Traffic Club. F. J. Bailey, Pres.; M. L. Under- 
wood, Secy. 

Central Ohio Traffic Club. C. K. Smaltz, Mansfield, Pres.; 
D. H. Jones,, Mt. Vernon, Secy.-Treas. 

Chattanooga Traffic and Transportation Club. R. L. Gard- 
ner, Pres.; E. B. Hyden, Secy.-Treas. 
. Chicago Traffic Club. C. T. Bradford, Pres.; R. W. Campbell, 

ecy. 


Chicago Junior Traffic Club of. Edwin Strook, Pres.; J. E. 
Paulen, Secy. 


. Cincinnati Traffic Club. R. C. Barnard, Pres.; J. E. Dorset, 
ecy. 

Cincinnati—The Traffic League of. 
L. A. Emig, Secy. 

Clarksburg (W. Va.) Traffic Club. R. C. Gaylord, Pres.; 
L. K. Auten, Secy.-Treas. 

Cleveland Traffic Club. Walter Rushforth, Pres.; 
Potts, Secy. 

Columbus, O., Transportation Club. J. W. Skeen, Pres.; 
W. A. Bickel, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. R. E. Olsen, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. W. R. Martin, Pres.; D. W. Mackey, 
Secy.-Treas. 


LP. 


E. A. Seidl, Pres.; 


Bertha 


Charles Forster, Pres.; 
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Decatur (Ill.) Transportation Club. R. F. Watt, Pres.; 


H. E. Bloomquist, Secy. 
Des Moines Transportation Club. Warde Gillam, Pres.; 
J. Kelleher, Secy.-Treas. 
Denver Traffic Club. W. F. Burr, Pres.; 


Secy. and Treas. 
Denver Commercial Traffic Club. W. W. Anderson, Pres.; 


Cc. J. Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. J. L. McKee, Pres.; 
Secy. 

Detroit, Mich., Motor-City Traffic Club. E. W. Martin, Pres.; 
N. A. Murphy, Secy. 

Elmira (N. Y.) Traffic Club. C. N. Ellis, Pres.; M. J. 
Wilson, Secy.-Treas. 

El Paso Traffic Club. J. R. Dalby, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. J. J. Burgoyne, Pres.; W. M. Eismann, 


W. H. Brewer, 


T. R. Cochrane, 


Secy. 

Evansville (Ind.) Transportation Club. D. B. Hevron, Pres.; 
P. W. Lawrence, Secy.-Treas. 

Flint (Mich.) Transportation Club. L. S. Bryan, Pres.; 
H. U. Wilcox, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. W. H. Ginger, 
Pres.; C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. W. B. Kellett, Pres.; D. H. B. 
Todd, Secy.-Treas. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Transportation Club. J. E. MacGregor, Pres.; 
John Timmers, Secy. 

Hamilton, Ont., Traffic Club. B. G. Wright, Pres.; W. E. 
Murray, Secy.-Treas. 

Houston Traffic Club. J. W. Daniel, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. W. P. Basch, 
Pres.; R. C. Johnston, Secy. 

Jackson (Mich.) Transportation Club. C. H. Berry, Pres.; 
G. L. Baldwin, Secy. 

Jacksonville (Fla.) Traffic Club. C. E. Muller Pres.; H. W. 
Lee, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. James Kelly, Pres.; O. M. 
Odell, Secy.-Treas. 






sonable or unjustly discriminatory. 













hensive manner. 


Commission. 


210 Mills Bldg. 


The Traffic World 


Shippers Who Believe Their Rates Are Improperly Adjusted 


Should first approach the carrier with a carefully considered and comprehensively prepared 
concrete proposition showing how or why the existing rates are disadvantageous or are unrea- 


Where any of these elements are involved, if the shipper sets forth the facts in a clear and 
convincing manner, he is usually far more successful, saves more time and money, and suffers 
much less chagrin and disappointment than if he merely insists that his rates are out of line, 
demands readjustment, and, failing in that, complains to the Commission. 


Proceedings before the Commission at best are slow and expensive. 
up with unfair rates rather than become involved in formal proceedings. Furthermore, this plan 
does not make for better cooperation between carriers and shippers. 


The Traffic Service Corporation will make a thorough analysis of any rate situation, point out 
any mal-adjustment, suggest the remedy, and set up the analysis and data in a clear and compre- 
If the plan suggested above does not prove successful in your case, you can 
then use the analysis and exhibits that we have prepared in presenting the matter to the 


THE TRAFFIC SERVICE CORPORATION 


“At Your Service’’ 
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Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. C. H. Winslow, Pres.; Arthur Wol- 
cott, Secy. 

Kansas City Traffic Club. A. C. Burrows, Pres.; A. A. Lut- 
trell, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. A. J. 
Kohler, Pres.; A. H. Spinner, Secy. and Treas. 

Lansing (Mich.) Traffic Club. C. T. Sherman, Pres.; Melroy 
Lewis, Secy. 

Little Rock (Ark.) Traffic Club. J. P. Waggoner, Pres.; 
J. E. Eberle, Secy.-Treas. 


Los Angeles Transportation Club. W. H. Andrews, Pres.; 
L. G. Wilson, Secy.-Treas. 


Los Angeles, Calif. Harbor Traffic Club. H. W. Pate, 
Pres.; H. H. Dallas, secy.-treas. 

Los Angeles Women’s Traffic Club. Gertrude Mason, Pres.; 
Maybelle Butterfield, Secy. 

Louisville Transportation Club. E. M. Haynes, Pres.; S. A. 
Cash, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; A. D. Caddell, Secy. 

Marion (0O.)-Central Ohio Traffic Club. C. K. Smaltz, 
Pres.; D. H. Jones, Secy. and Treas. 

Memphis Traffic Club. D. L. Gatewood, Pres.; M. Lamon, 
Secy. 

Memphis—Women’s Traffic Club. Lucille Geraghty, Pres.; 
Cornelia J'ones, Secy.-Treas. 
» Miami Traffic Club. E. W. Lins, Pres.; J. N. Hatcher, Secy.- 

reas, 

Milwaukee Traffic Club. H. J. Gamm, Pres.; E. A. Rueber, 
Secy. and Treas. 

Milwaukee Advancement Traffic Club. G. B. Thomson, Pres.; 
E. N. Stevenson, Secy.-Treas. 

Minneapolis Traffic Club. A. B. Ayres, Pres.; J. C. Me- 
Nulty, Secy. 

Minneapolis junior Traffic Club. N. G. Weber, Pres.; H. N. 
Johnson, Secy. 

Mount Vernon (N. Y.) Traffe Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

















Many are inclined to put 





Washington, D. C. 
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Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard ta his rates and those of his 
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in the making of your own rates? 


(e) 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
important items. 
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[el 
competitor. 
° , i} 
When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 
([2) . a) 
The Traffic Bulletin 
he [raffic Bulle 
; , oe 
he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 
(e) (el) 
Are you taking advantage of 
this privilege of having a voice 


than ten other 


ie 
ele 
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May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Mobile Traffic Club. J. E. Paterson, Pres.; E. E. Quincy, 
Secy. and Treas. 

Montreal, Can., Traffic Club of. C. W. Johnston, Pres,; 
&. T. Parker, Secy.-Treas. 

Muskegon Transportation Club. W. H. Long, Pres.; G. p, 
Elliott, Secy.-Treas. 

Newark Traffic Club. Wm. Hildebrand, Pres.; W. W. Pierce, 
Secy. 

Newark, N. J. New Jersey Industrial Traffic League. Wm. 
Hildebrand, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. N. W. Hawkes, Pres,; 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. Carl Giessow, Pres.; E. C. 
Marks, Secy. 
. New York Traffic Club. C. A. Swope, Pres.; R. H. Goebel, 
ecy. 

New York Traffic Forum. S. Moss, Pres.; C. Metz, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York, N. Y.—Metropolitan Traffic Association of New 
York. T. A. Drescher, Pres.; C. J. Baker, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. W. B. Jester, Pres.; 
P. V. Fitchett, Secy. 

Oakland (Calif.) Traffic Club. G. D. Cron, pres.; F. W. 
Gleason, Secy. 

Oil City-Franklin (Pa.) Traffic Club. J. W. Fawcett, Pres.; 
Frank Baldwin, Secy. 

Oklahoma City Traffic Club. W. R. Heyman, Pres.; E. C. 
Wolfe, Secy. 

Omaha Traffic Club. W. H. Brown, Pres.; W. V. C. McCor- 
mack, Secy. and Treas. 

Peoria Transportation Club. J. L. Collyer, Pres.; O. B. 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. A. J. Ball, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial] Traffic Managers of Philadelphia, 
J. B. Zink, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 

Phoenix (Ariz.) Traffic Club. W. L. Hamilton, Pres.; W. 
Downing, Secy. 

Pittsburgh Traffic Club. A. L. Doggett, Pres.; A. H. Orr, 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. A. Leech, Pres.; G. F. Spetz, Secy. 

Port Huron. Mich.—St. Clair River District Transportation 
Club. F. W. Dunkel, Pres.; C. D. Tuer, Secy. 


Portland (Maine) Traffic Association. G. A.. Shaw, Pres.; 
G. H. Thompson, Secy. and Treas. 

Portland (Ore.) Industrial Traffic Club. U. O. Rogers, 
Pres.; J. L. McConnell, Secy. 

Portland (Ore.) Transportation Club. F. O. Curtis, Pres.; 
L. L. Brosby, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, Secy. 

Racine Traffic Club. H. F. C. Brown, Pres.; C. P. Henn, 
Secy. 
Richmond (Va.) Traffic Club. J. W. King, Pres.; W. B. 
Lee, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. E. D. Davis, Chairman; F. W. Burton, Secy. 

Sabine District Traffic Club (Beaumont, Orange, Port 
Neches, Port Arthur). H. C. Eargle, Pres.; Ted Schwachofer,, 
Secy. 

Saginaw (Mich.) Traffic Club. L. M. Bushroe, Pres.; D. 
MacDonald, Secy.-Treas. 

St. Joseph, Mo., The Traffic Club of. J. J. Goodrich, Pres.; 
F. W. Schmidt, Secy.-Treas. 

St. Louis Traffic Club. Edward Clemens, Pres.; S. E. Wil- 
son, Secy. 

St. Louis, Junior Traffic Club of. G. A. Florida, Pres.; 
J. F. Kueper, Secy. 

St. Paul Transportation Club. A. A. Connell, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. J. Gugenheim, Pres.; 
G. H. Doyle, Secy.-Treas. 

San Diego (Calif.) Traffic Club. W. C. Ricks, Pres.; A. F. 
Chessman, Secy. 

San Francisco Transportation Club. H. H. Pierson, Pres.; 
R. C. Bray, Secy. 

San Francisco-Pacific Traffic Association. W. C. Hubner, 
Pres.; L. H. Wolters, Secy. 

San Francisco Women’s Traffic Club. 
Pres.; Beaulah Morris, Secy. 

San Francisco Industrial Traffic Club. L. H. Wolters, Pres.; 
R. M. Guest, Secy.-Treas. 
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Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Me 
Donald, Secy.-Treas. 

Seattle, the Transportation Club of. H. C. Vincent, Pres.; 
A. D. Stewart, Secy.-Treas. 

Seattle Industrial Traffic Managers’ Association. L. C. Mon- 
roe, Pres.; Edw. Kavet, Secy. 

Sheboygan Traffic Club. E. A. Moynihan, Pres.; C. B. 
Engeswick, Secy.-Treas. 

Sioux City Traffic Club. H. L. Jackson, Pres.; A. A. Runge, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. W. W. Waterson, Pres.; 
F. E. Young, Secy.-Treas. 

Springfield, Ill. The Transportation Club of. A. L. Peter- 
gon, Pres.; M. L. Pieper, Secy. 

Springfield (Mass.) Traffic Club. W. EB. Sheehan, Pres.; 
G. T. Smith, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Stamford (Conn.) Traffic Club. A. Kanzler, Pres.; J. W. 
Renwick, Secy. : 

Syracuse Traffic Club. E. D. Mulvihill, Pres.; F. M. Varah, 
Secy. 

Tacoma Transportation Club. E. R. Cronkite, Pres.; E. J. 
Pole, Secy. 

Terre Haute Transportation Club. C. H. Witt, Pres.; I. L. 
Dunnington, Secy. 

Toledo Transportation Club. Dan Desmond, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. J. B. 
McLaren, Pres.; William G. Hamilton, Secy. 

Trenton (N. J.) Traffic Club. C. A. Hunt, Pres; G. E. 
Mace, Secy. 

Tri-City Traffic Club (Moline, Rock Island and Davenport). 
Cc. L. Ruppert, pres.; A. J. Christiansen (Moline), Secy.-Treas. 

Tri-State Traffic Club (Kansas-Missouri-Oklahoma). K. F. 
Burnett, Pres.; W. B. Schreier, Secy.-Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. D. Grubb, Pres.; 
M. R. Rhoades, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.: G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. Paul). 
Mrs. Sarah O. Seamer, Pres.; Miss A. Sundquist, Secy. 

Utica (N. Y.). Traffic Club of Utica Chamber of Commerce. 
C. E. Carr, Pres.; C. E. Darrigrand, Secy. and Treas. 

Waco Traffic Club. L. R. Hardin, Pres.; C. D. Hicks, Secy.- 
Treas. 

Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. J. E. Garbesi, Pres.; 
E. C. Jepson, Secy. 

Wichita Traffic Club. H. E. Morris, Pres.; H T Reeves, 
Secy.-Treas. 

Wilmington, Del., The Traffic Club of. T. W. Hetherton, 
Pres.; J. R. Hanna, Secy. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; A. A. Shafer, Secy.-Treas. 

Winston-Salem Traffic Club. S. P. Collier, Pres.; T. B| 
Jenkins, Jr., Secy. and Treas. 

Worcester (Mass.) Traffic Association. T. R. Higgins, 
Pres.; Ernest Opitz, Secy. 
P York (Pa.) Traffic Club. 8. P. Davin, Pres.; B. N. Gingerich, 
ecy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.: 
P. B. Wait, Secy.-Treas. 


COURSE IN BOXING AND CRATING 

A six-day course in “economical and efficient boxing and 
crating practice and transportation hazards of car movement” 
will be given at the U. S. Forest Products Laboratory, 
Madison, Wis., beginning January 12. It will be conducted by 
the container research staff of the laboratory and the course 
is open to anyone with an industrial or transportation connection 
who requires knowledge in the subjects covered. More than 
400 have attended the courses in the past, the last of which was 
given in the spring of 1929. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 


The Traffic World 











HERE IS 


Real Traffic Service 


1. A staff of practical and legal traffic experts at 


your call for consultation on any matter that 
may bob up in your office at any time. 


. A running report of progress in any matter 


before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


. A careful watch kept and a report made on any 


development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


. A place where you may obtain without charge 


single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


. An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact 


it is part of every 
subscription for the 


AFFIC WORT 


=—— TRAFFIC BULLETIN =" 


which is, in itself, the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or ornissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The agents have been classified according to the types of pub- 
lications or the association they represent. The names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names appear only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 
Official Classification Committee, D. T. Lawrence, New York, 
Y 


Southern Classification Committee, E. H. Dulaney, Atlanta 

Ga. 

Western Classification Committee, R. C. Fyfe, Chicago, Ill 
MAJOR FREIGHT ASSOCIATIONS: 

Southern Freight Association: Atlanta Freight Tariff Bu- 
reau, J. H. Glenn, agent, Atlanta, Ga.; Louisville Freight Tariff 
Bureau, F. L. Speiden, agent, Louisville, Ky.; Richmond Freight 
Tariff Bureau, J. J. Cottrell, agent, Richmond, Va.; New Or- 
— Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, 


Canadian Freight Association, G. C. Ransom, Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, II. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 


™ North Pacific Coast Freight Bureau, 8. J. Henry, Seattle, 
” — Freight Tariff Bureau, F. W. Gomph, San Francisco, 
alif. 
Southwestern Freight Bureau, J. E. Johanson, St. Louis, Mo. 
Transcontinental Freight Bureau, H. G. Toll, Chicago, III. 
Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 
Western Trunk Line Committee, E. B. Boyd, Chicago, III. 
MINOR FREIGHT ASSOCIATIONS: 


Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, III. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B.), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 

Virginia Lines (Virginia ports and cities), C. E. Lowry, 
Richmond, Va. 


LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, L. A. Lowrey, Chi- 
cago, Ill. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, III. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 

cinnati, O. 


Continental Line, Central State Dispatch (B. & O. R. R.), 
A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R,), M. S. O’Connor, Cleveland, O. 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 

Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C.-L. L.), 
(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.), 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 

Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 
W.S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 

Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 
York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 

Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 


American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
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Rules for Certain Short Line Railroads), B. H. Henshall, Wash. 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi. 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum. 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
N. Y. 

National Perishable Freight Committee, R. C. Dearborn, 
Chicago, Ill. 

Official 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran- 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: ; 

Tank Car Gauge Book, E. B. Boyd, Chicago, II. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


¥reight Tariff Directory, G. B. Guthrie, Wash- 





Doings of the Traffic Clubs 





Dr. Henry Schmidt, dean of forestry, University of Minne- 
sota, was the speaker at the noon meeting of the Traffic Club 
of Minneapolis November 17. The meeting was in charge of 
representatives of Twin City lumber manufacturers. On Novem- 
ber 25 the club will hold a party at the Cafe des Boulevards 
Paris. The date for the annual dinner has been set for 
December 4. R 





A nominations committee has been appointed to bring in a 
slate of officers for the Traffic Club of Wichita, the election to 
be December 4. The club is considering holding an evening 
meeting at Hutchinson. 





The annual election of officers for the Traffic Club of New 
York will take place at the Hotel Commodore November 25. 
There will be a dinner for members only and the annual meet- 
ing of the club will follow. Musical entertainment, under the 
direction of the entertainment committee, John J. Granville, 
chairman, will be furnished. 





The seventeenth annual banquet of the Grand Rapids Trans- 
portation Club will be held at the Hotel Pantlind December 11. 
Jesse Pugh, banker, of Chicago, will be the speaker. J. H. Dun- 
lap, president of the club, will be toastmaster. Entertainment 
will be by the Ollie Woods Dancers and the Rythm Boys. 





Ladies have been invited to attend the weekly luncheon of 
the Traffic Club of St. Louis at the Jefferson Hotel November 24. 
The occasion will be a Thanksgiving celebration. Rev Frank 
L. Eversull will be the speaker. In addition to the usual attend- 
ance prizes for members, three attendance prizes will be 
awarded to the ladies. 





The seventh annual dinner of the New Britain Traffic Asso- 
ciation will be held at the Hotel Burritt December 4. The 
speakers will be: E. G. Buckland, chairman of the board of the 
New Haven; C. J. Brister, vice-president, New York Central, and 
Clifford F. Beattie, vice-president and general counsel, Lehigh 
and Hudson River. Isaac Black, vice-president of the American 
Hardware Corporation, will be toastmaster. Musical performers 
will be from the Boston and Maine. 





The tenth annual dinner of the Traffic Club of Syracuse will 
be held at the Syracuse Hotel January 22. 





At a meeting of the Metropolitan Traffic Association of New 
York November 20, final arrangements were made for the asso- 
ciation’s annual entertainment and “turkey distribution,” to be 
held at the 69th Regiment Armory November 25. 





The Transportation Club of Toronto will stage its first 
annual “industrial dinner” in Arcadian Court December 4. C. 
L. Burton, chairman of the Toronto Industrial Commission and 
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Last Opportunity to Get the 


COMPARATIVE CLASS 








RATE BOOK 








AT THE SPECIAL INTRODUCTORY PRICE 


OMPILED by Stephen D. Rice, assisted by the 

carriers’ traffic officials and tariff agents in 

C.F. A., T. L., & N. E. territories, in determining 
the short-line mileages. 


Shows present class rates and proposed new 
class rates as prescribed by the I. C. C. in the 
eastern class rate decision. 


Rates are presented in tabular form between 
eighty carefully selected base points in official 
classification territory, affording instant com- 
parisons. 





Actual size 814%” x 11”—black levant fabrikoid loose-leaf binder— 


celluloided index—183 pages. 


Enables shippers and receivers to estimate what effect the new rates will have upon 
their business, sufficiently in advance to determine future delivery costs, selling prices 


and distribution plans. 


THE BIGGEST OFFER EVER MADE TO THE SHIPPING PUBLIC 


ENABLES THE TRAFFIC MANAGER 


To estimate new class rates between any points in Official Territory. 


P é ouene costs. 
To determine most advantageous warehouse locations and facilities. 


ENABLES THE SALES MANAGER 


To adjust selling prices where affected by increased transportation 


To equalize distribution costs with those of competitors. 


To compare instantly the new class rates with the present rates. To quote delivered costs to customers. 


To figure quickly most economical consolidated carload distribution. 


ENABLES THE WAREHOUSEMAN AND 


FORWARDER 


ENABLES THE PURCHASING AGENT To develop new clients by calling attention to increases in Ist to 


To take advantage of the new rate situation either by holding up 
orders or making purchases before new rates become effective. 


4th classes and decreases in 5th and 6th classes, making ware- 
house distribution a necessity. 


To promote the use of consolidated car service by the pooling of 


To make comparisons of transportation costs with other purchasing shipments so as to take advantage of the spread between car- 
and competitive points. load and less-than-carload rates. 
Read What These Users Say! 
“Very beneficial to us.’”—Dry Goods, “Worth many times the _price.”—Wire “Extremely satisfactory—wouldn’t be with- 
MARYLAND. Manufacturer, PENNSYLVANIA. out it.”—Toilet Goods, CONNECTICUT. 


“Has saved many hours of drudgery in “Very valuable in connection with raw “Ry 
endeavoring to formulate the proposed materials moving from different points very company would be benefited by 
rates.” — Chain Manufacturer, CON- in the East.”—Gum Manufacturer, ILLI- having it.”—Food Products, MICHIGAN. 
NECTICUT. NOIS “Help t E ae 

“It has paid for itself in the short time “Great time saver in preparing rate com- ; a : wags in ascertaining mig! wanes 
we have had it.”—Wholesale Fixtures, parisons.”—Industrial Traffic Manager, sometime in advance of the tariffs.”— 
PENNSYLVANIA. NEW JERSEY. Tariff Publishing Agent, NEW YORK. 

“Any traffic manager who is interested in “Gives a picture of the effect of the new 


determining the effect of the new rates 
on his business can save himself much 
time and trouble by using this publica- 


rates and their relation to the former 
rates, which would be very difficult to 
obtain from the tariffs.’"—Shoe Manu- 


tion.”—Trade Association, NEW YORK. facturer, MASSACHUSETTS. 


Name and address of any above furnished upon request. 





FURNISHED INDIVIDUALLY, THIS BOOK 
WOULD COST YOU SEVERAL THOUSAND DOLLARS 


APPROXIMATELY 100,000 INDIVIDUAL RATES 
AT YOUR FINGER TIPS 


Required the services of a staff of six over a period of 


ten weeks to figure out the more than 6,200 separate and 
distinct mileages and to check and recheck the rates from 
more than 600 lawful tariffs now in effect and on file with 
the Interstate Commerce Commission. 





Introductory Offer Positively Withdrawn Dec. 15, 1930 


On and after this date price will be $17.50 





NOW—BEFORE IT’S TOO LATE 


SHIPPING SERVICE ORGANIZATION 
25 W. 43rd St., New York, N. Y. 


Yes, send me a copy of the new 
COMPARATIVE CLASS RATE BOOK $ 50 
for which I will remit upon receipt 1222 
rr 


ER eaGa ose tees oor ae ae Coker eweeeee 


ME otnatsnccs chewspesuns og, Lee eee 
MAIL THIS COUPON BEFORE DEC. 15, 1930 
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past-president of the Toronto Board of Trade, will be the 
speaker. 





J. S. Turner, convention secretary of the St. Paul Associa- 
tion of Commerce, spoke on “Conventions as an Industry” at 
the weekly luncheon of the Transportation Club of St. Payl at 
the Hotel Lowry November 18. 





More than two hundred members and guests attended the 
last dinner and meeting of the Women’s Traffic Club of Los 
Angeles at the Alexandria Hotel. E. C. McStay, field secretary 
of the Automobile Club of California, spoke and exhibited motion 
pictures of the international Pacific highway expedition into 
Mexico. The next meeting of the club will be December 3. 





The Junior Traffic Club of Chicago held a meeting at the 
Palmer House November 20 to lay plans for the production of a 
1931 minstrel show. The club’s basketball team will meet the 
team of the Grand Trunk Railway at White City arena the 
evening of November 26. 





Motion pictures taken at the picnic of the Traffic Club of 
Kansas City last summer were shown at the noon meeting and 
luncheon of the club at the Baltimore Hotel November 17. 





The annual meeting of The Jamestown (N. Y.) Traffic Club 
will be held at the Hotel Jamestown December 4, preceded by 
dinner. Following the election of officers there will be a pro- 
gram of music and specialty entertainment. The speaker will 
be Merwin C. Morrison, director of WBEN broadcasting station, 
Buffalo, N. Y., whose subject is “Imaginative Reasoning.” 





The annual dinner of the New York Railroad Club will be 
held at the Commodore Hotel December 17. George Le Bou- 
tillier, newly elected president of the club, will preside. The 
speaker will be Judge Harold B. Wells, of Trenton, N. J., of 
the New Jersey Court of Errors and Appeals. 





The annual dinner of the Indianapolis Traffic Club will be 
held December 10 at the Hotel Antler. The principal speaker 
will be W. E. Fuller, assistant to executive vice-president, C. 
B. and Q. 





“Less than carload tonnage on western railroads, in 1929, 
was approximately nine million tons less than the average an- 
nual tonnage of this character on these lines in the five years 
ending December 31, 1920, and there was a resulting loss of 
revenue of $102,616,871,” said C. D. Morris of Chicago, in an 
address at a “Stock Yards Dinner” of the Traffic Club of Sioux 
City November 17. ‘“‘Not only has freight traffic ceased to in- 
crease from year to year in anything like the same ratio it 
formerly did,” he continued, “but, so far as less than carlot 
freight is concerned, it has been absolutely decreasing in the 
last decade.” Mr. Morris, who represents the Western Rail- 
ways’ Committee on Public Relations, attributed this showing 
to the increasing freight business done by motor truck. “As 
an example,” said he, “it is shown that 64.5 per cent of the 
hogs sold on the Sioux City live stock market in 1929 were 
delivered by truck. In former years a very large percentage 
of these hogs would have been transported to market by rail. 
Again, there was delivered in 1928 over 15 million head of live 
stock to the ten largest stock yard centers by truck, a sufficient 
number to have filled 142,000 double-desk freight cars. While 
live stock shipped by rail is usually in carload lots, it should 
be remembered that the trucks now transporting live stock to 
central market cities usually transport merchandise and other 
commodities, ordinarily shipped in less than carload lots, on 
their return from the market place to the points at which the 
live stock originated, thereby carrying a cargo in each direc- 
tion, thus operating to reduce rail tonnage in both carlot and 
less than carlot shipments,” he said. 





Personal Notes 





Charles W. Brown, formerly general superintendent of the 
Lehigh and New England, has been appointed general manager 
of the Western Maryland at Baltimore. 

R. H. Tuttle has resumed his duties as superintendent of 
the Los Angeles division of the A. T. and S. F. 


Frederick N. Melius, formerly assistant general manager of, 


the New York terminal district of the New York Central, has 
been elected president of the United States Freight Company 
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and its subsidiary, the Universal Carloading and Distributing 
Company. 

Arthur D. Allen, coal freight agent for the C. and E. I., died 
at Chicago, November 17. 

The Wabash Railway has announced the following appoint- 
ments: R. W. Owens, relieved at his own request of duties of 
assistant general freight agent, Kansas City, and appointed special 
traffic representative at Kansas City; W. E. Alderson, appointed 
assistant general freight agent at Kansas City; E. J. Quinn ap. 
pointed traveling freight agent at Milwaukee; J. G. Rohlman 
appointed superintendent at Buffalo; L. J. Ferritor appointed 
special representative at Buffalo. 

E. R. Bardgett, general freight agent, Cunard Line, New 
York, has been appointed. general traffic manager, Western 
Maryland Railroad, Baltimore, effective December 1. 





Digest of New Complaints 





No. 23803. Sub. No. 2. Ware Bros. Agency, Tuscumbia, Ala., vs. A. 


Cc. L. et al. 
Rates in violation of sections 1 and 6, old wor “bags, Roches- 
ter, N. Y., to Tuscumbia, Ala. Asks rates d reparation. 


No. 23803. Sub. No. 3. Ala., vs. 
A. B. & C. et al. 
Rates in violation, sections 1 and 6, old wern.qut bags, Newark, 

J., to Tuscumbia, Ala. Asks rates and reparation. 

. 23997. Regenhardt Construction Co., Cape Girardeau, Mo., vs. 
St. L.-S. F. et al. 
Unreasonable rates and charges, highway_building equipment 
glares and Rolla, Mo., to Dix, Ill. Asks ratéS“and reparation. 
No. ; re The Retort Chemical Co., Gainesville, Fla., vs. A. C. L. 
et al. 

Unreasonable rates and charges, etfafcoal, Gainesville, Fla., to 
Cascade Mills, N. Y. Asks reparation. 

No. 23999. American Cross Arm Co., Jacksonville, Fla., vs. C. & O. 
et al. 

Unreasonable rates and charges, wood cross arm insulator 7 
Buena Vista, Va., to Mount Vernon, N. ¥y~-and-Philadelphia, Pa. 
Asks reparation. 

No. 24000. McConnell & Co., Inc., New York, N. Y., vs. New Haven. 

Unreasonable rates and charges, rough’ granite, Milford, Mass., 
and Stony Creek, Conn., to Harlem cal Station, New 
Torn, HN. Y. Asks rates and reparation. 


No. 24001. Le Paperboard Co., Inc., New York, N. Y., vs. C. & 
N. W. et al. 


Rates in violation sections 1, 4 and 6, waste paper, Chicago, 
Ill., to Wabash, Ind. Asks rates and reparatiOnru_.,_ 


No. 24013. Federal Barge Lines, Warrior River Terminal Co., New 
Orleans, La., vs. A. & R. et al. 

Alleges that defendants are refusing to observe divisions agreed 
upon or eo to decisions and findings of the I, C. C. in 83 
I. C. C. 744, 100 I. C. C. 491, and 144 I. C. C. 431, in respect to 
sugar, transported. under barge- rail-rates upon which the storage 
in transit privilege has been accorded at Memphis, Birmingport or 
Holt, and are retaining for the rail portion of haul on such traffic 
divisions which are in violation of section 1 of act; also alleges 
that divisions in question are unduly prejudicial to ‘complainants 
and unduly preferential of comepting rail carriers which partici- 
pate in the all-rail transportation of sugar between the same 

points. Asks reasonable and equitable divisions and reparation. 


No. | ey i 4. Ware Brothers Agency, Tuscumbia, Ala., vs. 
« Ko ie OE OL 
Unreasonable and inapplicable charges, on less than carload 


shipments of old scrap burlap, gunny or jute cloth, Emporium, 
Pa., te Tuscumbia, Ala. Asks for reasonable rates and reparation. 
No. 23610. Sub.-No. 2. Vermont Marble Co., Proctor, Vt., vs. D. & H. 
et a 
Unreasonable and unduly prejudicial rates and charges,finished 
marble, less than carloads, from points of origin in Vermont to 


points in official classification territory. Asks for reasonable rates 
and reparation. 


No. 23913. Sub.-No. s. Bright-Brooks Lumber Co., Inc., 
Ga., vs. A. & W. P. et al. 

Unreasonable rates, in violation of fourth section, roygh lumber, 

Thomson, Ga., to Gadsden, Ala. Ask for reparation. ——— 


. 23922. Sub.-No. 1. Thrall & Decker et al., 
Pennsylvania et al. 

Unreasonable rates, nes, Indiana districts, to Charleston 
and Marshall, Ill. Ask for reasonable rates and reparation. 


No. 24002, A-B Stove Co., Battle Creek, Mich., vs. Erie et al. | 
Unreasonable rates, also in violation of sixth section, akuminum 
coated — steel from Niles, O., to Battle Creek, Mich. Asks for 
reparation. 
No. 24003. A. J. Allred & Co., Birmingham, Ala., vs. C. & A. et al. 
Unreasonable rates, Dodge City and Kinsley, Kan., to 
Birmingham, Ala. Asks for reasonable rates and reparation. 
No. +" Reliance Coke & Furnace Co., Pittsburgh, Pa., vs. Erie 
et al. 
aedingasonable and unduly prejudicial rates and charges, pig 
n, Sharpsville, Pa., to Canton, O. Asks for reparation. 
No. 24005. Booth & Olson, Ine. (no address given), vs. C. & N. W. 
Charges on contractgrs’ outfits, second hand, Gettysburg, S.. i., 
° Winona, Minn., in Violattor-of sixth section. Asks for repara- 
on. 
No. 24006. ow’. Fy ee and Franklin Coal Co., Chicago, IIl., 


vs. E. 
Inapplicable ~ agg Daggett, Ind., to Joliet, Ill., recon- 
signed to Red Oak, or reasonable rates and reparation. 
No. 24007. The Grace Sseneemealioa & Supply Co., Ft. Wayne, Ind., vs. 
Indiana Service Corporation et al. 
Middlepoint, O., 


Unreasonable rates, crushed stone 
Siding, Ind. Asks for reparatfon. ; 
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BE READY! 


WETZEL DROP FRONT TARIFF FILES 


‘THE EASIEST WAY” 


Saas 


T1—Top Section 


[elealoele| 
= 


SEES 


T4—Tariff File Section With 12 4-Inch Drop Front Tariff Files 
T5—Sliding Shelf Sectien 


ETT «$A 
[= | — 


T6—Twe Drawer Sterage Section 


oh 


T7—Low Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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There Is a Shorter Way to 
SOUTH and CENTRAL AMERICA 


—In Time 
—In Distance 


—In Red Tape 


It’s through HOUSTON 


Just across the Gulf of Mexico lie South and 
Central America, a great and growing 
market for American products. 


IT’S A GREAT MARKET 


and it’s reached directly by regular sailings 


from 
PORT HOUSTON 


In addition, the consulates of 7 of these 
Latin Countries are concentrated through 
a single office at Houston, an advantage 
which means a very real saving in time and 
red tape for you. 


IF YOU ARE INTERESTED IN SHIP- 
PING TO OR FROM SOUTH AMERICA 


let us give you more information. Write to 
the nearest member of the Houston 
Port Bureau, below: 


Address: 


JOHN C. MAYFIELD 
1512 Whitehall Bldg., New York, N. Y. 


T. P. BARTLE, 
433 Board of Trade Bldg., Kansas City, Mo. 


F. C. DEZENDORF, 
Cotton Exchange Bldg., Dallas, Texas 


T. L. EVANS, 


Chamber of Commerce Bldg., Houston, Texas 
OR 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON - - - TEXAS 
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No. 24008. Carolina Cotton & Woolen Mills Co. et al., Spray, N. C., 

vs. Southern et al. 

Unreasonable and unduly prejudicial rates, _salt,Lydlowville, 

N. Y., and Watkins Glen, N. Y., to Spray and Leaksville, N. C. 
Ask for reasonable rates and reparation. 

No. 24009. The O. A. Smith Agency, Cincinnati, O., vs. I. Cc. et al. 

Unreasonable rates, bituminous-rock, Big Clifty, Ky., to Dunbar 
and other points in West Virginia. Asks for reparation. 

No. 24010. Glens Falls Portland Cement Co., Glens Falls, N. Y., vs. 
B. & A. et al. 

Unreasonable and unjustly discriminatory rates, fame, Glens 
Falls, N. Y., to metropolitan district, the rates being alleged to 
favor competitors at Howes’ Cave, Hudson, Upper Hudson, and 
Alsen, N. Y., Northampton, Pa., and other points in_ so-called 
Lehigh district of Pennsylvania and New Jersey, and York, Pa. 
Ask for reasonable and non-prejudical rates and reparation. 

No. _te —- Brick & Tile Co., Jacksonville, Fla., vs. A. B. 
& C. et al. 

Unreasonable rates, hollow tile and other clay articles, Colum- 
bus, Ga., and Daisy, Tenn., to in Florida. Asks for 
reasonable rates and reparation. 

No. 24012. P. L. Zimmerman Co., St. Louis, Mo., vs. M. P. et al. 

Unreasonable rates, bul ; Galatea, Colo., and other points 
in Colorado to points in Missouri and Lllinois. Asks for reparation. 

No. 24014. Southern Desk Co., Hickory, N. C., vs. C. P. et al. 

Unreasonable rates, built-up (native) wood, Newport, Vt., to 
Hickory, N. C. Asks for reasonable rates’ and reparation. 

No. 24015. Albers Bros. Milling Co., San Francisco, Calif., vs. S. P. 

Unreasonable demurrage charges on grain and grain products, 
t Oakland, Calif. Asks for reparation. 

N le panes Chain Co., Inc., et al., Bridgeport, Conn., vs. B. 
. et al. 

Unreasonable rates, iron and steel coiled rods, pickled, lined and 
baked, also alleged to be in violation of the sixth section. Ask 
or reasonable rates and reparation. 

No. 17. American.Cotton Waste & Linter Exchange, Boston, Mass., 
vs. C. & N. W. et al. 

Unreasonable ratings and rates, cotton d other waste 
materials, between points in Arkansas, I6wa, Minnesota, Missouri 
and Wisconsin and from those states and from points on or east 
of the Mississippi River to the states mentioned. Asks for just 
and reasonable ratings and rates. 

No. 24018. Cameron Joyce & Co., Keokuk, Ia., vs. L. & N. et al. 

Unreasonable rate, contractors’ outfit from Caruthersville, 
Mo., to Opdyke, Ill. Asks for reasemerbTeé rate and reparation. 





Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


wovgather 22—Ojo Caliente, N. M.—State Corporation Commission of 


Finance No. 8354—A plication Denver & Rio Grande Western R. R. 
for authority to abandon its branch line between Taos Junction 
and La Madera, N. M. 


November 22—Argument at Washington, D. C.: 
22450—Mississippi Vegetable Shippers’ Bureau et al. vs. A. & R. 
R. R. et al. (and cases grouped therewith). 
22702—Greene County Chamber of Commerce vs. Southern Ry. 


November 24—Laredo, Tex.—Examiner Davis: 
Finance No. 8482—Application N. O. T. & M. Ry. for authority to 
acquire control of the Rio Grande & Eagle Pass Ry. by purchase 
of capital stock (further hearing). 


November 24—Tulsa, Okla.—Examiners Koebel and Taylor: 

13535—Consolidated southwestern cases. (Joint petition and Fourth 
Section Appliction 14144 of T. & N. O. R. R. and interested con- 
nections, dated March 1, 1930, seeking modification of findings 
in consolidated southwestern cases and fourth section relief re- 
spectively.) 

22159—Texas Industrial Traffic League vs. A. & S. Ry. et al. (hear- 
ing or further hearing). 

13535—Consolidated Southwestern Cases et al. 

Supplemental Fourth Section Order 9500-9600—Rates from, to and 
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between points in Southwestern territory. (Further hearing, upon 
question of reasonable all-rail rates for application between 
Atchison, Leavenworth and Kansas City, Kans., and St. Joseph 
and Kansas City, Mo., on one hand, and points_in Oklahoma, 
— Texas and Louisiana west of Mississippi River, on other 
and.) 


November 24—Louisville, Ky.—Examiner McChord: 
23706—Standard Oil Co. (Ky.) vs. A. G. S. R. R. et al. 
23821—Pan American Petroleum Corp. vs. A. G. S. R. R. et al. 


November 24—Argument at Washington, D. C.: 
22389—Tri-State Traffic Co. vs. Pa. R. R. et al. 
22402 2)—Tri-State Traffic Co. vs. Norfolk Southern R. R, 
et al. 
23032—Louisville Water Co. vs. B. & O. R. R. et al. 
23056—Ashland Refining Co., Inc., vs. B. & O. R. R. et al. 


November 24—Washington, D. C.—Examiner Simons: 
1. & S. 3511 and 3 Sup orders—Coke between points in C. F. A, 
and Illinois territories. 
22052—Alabama By-Products Corporation et al. vs. L. & N. R. R, 


et al. 

23160, Sub. 1—Metropolitan Utilities District of the City of Omaha, 
Neb., vs. I. C. R. R. et al. 

23173 (and Sub. 1)—Ashland By-Products Coke Co. et al. vs. A. T. 
& S. F. Ry. et al. 

a a 1)—Central Alloy Steel Corp. et al. vs. A. C. & 

. Ry. et al. 
23888—Ashland By-Products Coke Co. et al. vs. A. C. & Y. Ry. et al. 
November 25—Los Angeles, Calif.—Examiner Hagerty: 
23799—California Fruit Wrapping Mills, Inc., vs. G. N. Ry. et al. 


ovember 25—Argument at Washington, D. C.: 

22779—Richmond Mica Corp. vs. A. C. L. R. R. et al. 

22932—J. M. Card Lumber Co. vs. N. C. & St. L. Ry. 

23066—Egyptian Tie & Timber Co. vs. Mo. Southern R. R. et al. 
November 26—Paducah, Ky.—Examiner McChord: 

23877—Paducah Box & Basket Co. vs. C. B. & Q. R. R. et al. 


November 26—Los Angeles, Calif.—Examiner Hagerty: 
23828—W oodward-Bennett Packing Co. et al. vs. U. P. R. R. et al. 
November 26—Argument at Washington, D. C.: 
1. & S. 3502—Coal from points on L. & N. R. R. in Harlan and Bell 
counties in Ky. to southeastern destinations. 
21630—American Tar Products Co. vs. A. B. & C. R. R. et al. 
= oe Sub. 1)—Falling Spring Lime Co., Inc., vs. C. & O. Ry. 
et al. 
November 28—Memphis, Tenn.—Examiner McChord: 
23816—R. Abramson Co. et al. vs. A. D. & N. R. R. et al. 
oe ee ae Bureau for Southern Coal Co. et al. vs. A. 
a . CC al. 
November 28—Ft. Worth, Tex.—Examiner Hansen: 
1. & S. 3529—Live stock from and to points on the Texas-New Mexico 
Ry. in connection with Santa Fe lines or St. L.-S. F. Ry. 


November 28—Richmond, Calif.—Examiner Hagerty: 
23797—-City of Richmond vs. Bay Cities Transp. Co. et al. 


November 28—Argument at Washington, D. C.: 
Valuation No. 1060—In re tentative valuation of property of Union 
Pacific R. R. (and cases grouped therewith). 


nee 28—Dallas, Tex.—Commissioner Brainerd and Examiner 
ynn: 
23400—Coordination of motor transportation. 
November 28—Houston, Tex.—Examiner Davis: 
Finance No. 8394—Application Trinity Valley Northern Ry. for au- 
thority to construct a line of railroad from Cleveland to Havens, 
Liberty county, Tex. 


November 29—Huntington, W. Va.—Examiner Fleming: 
* 23627—Abrahams & Co. et al. vs. C. & O. Ry. et al. 


November 29—Washington, D. C.—Examiner Wilbur: 
23482—O. A. Smith Agency, Inc., vs. Southern Ry. et al. 


December 1—Washington, D. C.—Examiner Olentine: 
23858—A. P. Silverstein & Son vs. C. & O. Ry. et al. 


December 1—Dallas, Tex.—Examiner Davis: 
Finance No. oe Southern Pacific Co. for authority to 
acquire control of St. Louis Southwestern Ry. (further hearing). 


December 1—Washington, D. C.—Examiner Kephart: 
Finance No. 5934—Excess Income of Etna & Montrose R. R. 
Oecember 1—New Orleans, La.—Examiners Koebel and Taylor: 
13535—Consolidated Southwestern Cases et al. 

Supplemental Fourth Section Order 3500-9600—Rates from, to and 
between points in Southwestern territory. (Further hearing, upon 
question of reasonable all-rail rates for application between 
Atchison, Leavenworth and Kansas City, Kans., and St. Joseph 
and Kansas City, Mo., on one hand, and points in Oklahoma, 
i 1 oe Texas and Louisiana west of Mississippi River, on other 

and. 


December 1—Philadelphia, Pa.—Examiner Sullivan: 
23848—Quaker City Quality Cracker Co. vs. B. & O. R. R. et al. 


December 1—Washington, D. C.—Examiner Brinkley: 
Finance No. 3773—Excess income of the Ironton Railroad Co. 


December 1—Cincinnati, O.—Examiner Fleming: 

23807—Cambria Clay Products Co. vs. A. & W. F. R. R. et al. 

1. & S. 3521 (1st supplemental order)—Clay, concrete or shale prod- 
ucts, between points in southern classification territory and points 
in official classification territory. 

1. & S. 3521—Clay, concrete or shale products, between points in 
southern classification territory and points in official classifica- 
tion territory. 


December 1—San Francisco, Calif.—Examiner Hagerty: 
~~ —_ _— 1)—Andersen, Smith & Hamilton, Inc., vs. C. & N. 
. Ry. et al. 


December 1—Miami, Fla.—Examiner Brennan: 
23885—L. W. Hancock vs. F. E. C. Ry. et al. 
December 1—Jackson, Miss.—Examiner McChord: 
23608—Jackson Traffic Bureau for Planters’. Package Co. vs. G. M. 
& N. R. R. et al. 
December 1—Lincoln, Neb.—Examiner Crowley: 
23812—Lincoln Chamber of Commerce et al. vs. B. & O. R. R. et al. 
December 1—Boston, Mass.—Examiners Steer and Paulson: 
22824—-State of N. J. vs. N. Y. C. R. R. et al. 
23040—N. J. Traffic Advisory Committee vs. Same. 
23327—City of Boston et al. vs. Same. 
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Can YOU Use 
Extra Money? 


HE Transportation Law Institute of Chicago has 

openings for representatives in many of the prin- 

cipal cities to handle the sales of its 40 Volume- 
Unit Transportation Law Reference Series ‘Federal 
Regulation of Commerce.” 


v v v 


No sales experience is necessary. The work is 
enjoyable and can be made very lucrative. Representa- 
tives may devote either full time or part time, whichever 
they prefer. This is an excellent spare-time money 
making opportunity, for men employed with large 
corporations who can introduce the work to their 
associates. Compensation is on a commission basis. 


v v v 


“FL R. C.”" covers the entire field of interstate com- 

merce law including practice and procedure before the 
Interstate Commerce Commission. The work is in use 
in all sections of the country by leading traffic and rail- 
road men, commerce attorneys, etc., and is highly 
endorsed by leaders in the profession. The Institute 
sells the set on low monthly terms so that it is within the 
reach of everybody, thus making sales easy for the 
representatives to obtain. The number of prospects 
for the work is practically unlimited. 


v v v 


The Institute provides a complete sales demonstration 
kit containing a very elaborate sales manual, sample 
“FL R. C.” Volume-Units, letters of endorsement, 
application forms, descriptive literature, etc. A few 
hours study of this material will enable any man to 
present ‘“F. R. C.”’ intelligently and effectively. 


v v v 


Applications will be considered only in the order of 
their receipt. As there may not be enough territory to 
accommodate every applicant, send in your request for 
further details at once, giving your age, education and 
experience. 


Address the Director of Sales 


TRANSPORTATION LAW INSTITUTE 


(Affiliated with Blackstone Institute) 
307 North Michigan Avenue 
Chicago, Ill. 
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December 1—Washington, D. C.—Examiner Walton 
21917—Accounting for rebuilding freight cars 3 the C. & O. Ry. 
(further hearing). 
December 2—Dallas, Tex.—Examiner Hansen: 
1. & S. 3530—Reciprocal switching charges at Houston and San An- 
tonio, Tex. 
December 2—New Haven, Conn.—Examiner Rogers: 
* 22455—In the Matter of Reciprocity in purchasing and routing (to 
Ly _ principally to matters involving N. Y. N. H. & H, 
December 2—San Francisco, Calif.—Examiner Hagerty: 
23756—Albers Bros. Milling Co. vs. S. P. Co. 
December 2—Washington, D. C.—Examiner Wilbur: 
23811 (and Sub. 1)—S. "A. Ripple & Bros. et al. vs. A. T. & S. BF. 
Ry. et al. 
December 2—Omaha, Neb.—Examiner Crowley: 
—— Furniture & Carpet Co. et al. vs. B. & O. R. R. 
et al. 
December 3—Washington, D. C.—Examiner Boyden: 
Finance No. 3799—Excess income of La Salle & Bureau County R. R. 
a od 3—New Orleans, La.—Commissioner Brainerd and Examiner 
ynn: 
23400—Coordination of motor transportation. 
December 3—New Orleans, La.—Examiner McChord: 
1. & S. 3532—Stopping in transit to partly unload rice, in carloads, 
at points in W. T. L. territory. 
Sooeeeet 3—Washington, D. C.—Commissioner Meyer and Examiner 
alsh: 
* Finance No. 8481—N. Y. C. R. R. Acquisition of Boyne City, Gaylord 
& Alpena R. R. 
December 3—Cincinnati, O.—Examiner Fleming: 
23741—Leland G. Banning va. B. & O. R. BR. 
23825—Linton Lumber Co. vs. B. & O. R. R. 
December 3—Jacksonville, Fla.—Examiner Brennan: 
23502—Columbus Brick & Tile Co. vs. Alabama Central R. R. et al. 
Fourth Section Application Nos. 14156 “~" 14166. 


December 3-4—Argument at Washington, c.; 
19610—Switching rates in Chicago auitching District (and cases 
grouped therewith). 
December 4—Dallas, Tex.—Examiner Hansen: 
22584—Simms Oil Co. vs. C. & E. I. Ry. et al. 


December 4—Allentown, Pa.—Examiner Smith: 
23607—-A. D. Gomery, trading as Gomery Bros., vs. C. R. R. of N. J. 


et al. 
23464—National Slate Assn. et al. vs. A. & R. R. R. et al. 


December 4—Washington, D. C.—Examiner Wilbur: 
19957—Northwestern Ohio Lime Manufacturers et al. vs. Pa. R. R. 


et al. 

19951—Ohio Hydrate & Supply Co. vs. Pa. R. R. et al. 

20234 (and Sub. 1)—Acme Glass Co., Inc., et al. vs. Pa. R. R. et al. 

20246 (and Sub. 1)—Washington Building Lime Co. vs. Pa. R. R. 
et al. (further hearing solely in respect to rates on fluxing lime 
having no value for chemical or building purposes). 

16170 (and Sub. al en Lime Manufacturers Traffic Bureau 
et al. vs. A. & B. B. R. R. et al. (as to rates on agricultural and 
fluxing lime having no commercial value for building or chemical 
purposes). 

December 4—New Orleans, La.—Examiner McChord: 
23602—W. H. Hodges & Co. et al. vs. C. M. St. P. & P. R. R. et al. 


December 4—Cincinnati, O.—Examiner Fleming: 
23652—-Rathkamp Bros. Co. et al. vs. N. & W. Ry. et al. 
December 4—St. Joseph, Mo.—Examiner Crowley: 
23680 (and Sub. 1)—Artesian Ice & Cold Storage Co. vs. St. J. & G. 
I, Ry. et al. 
December 4—Albany, N. Y.—Examiner Sullivan: 
23650—R. E. Weber vs. B. & A. R. R. et al. 
23772—O-Gas-Co Sales Corp. et al. vs. C. R. R. of N. J. et al. 


December 5—Argument at Washington, D. C.: 
17936—In re refrigeration charges of fruits, vegetables, berries and 
melons from south. 
Finance No. 8055—C. & W. C. Ry. Co. control. 
Finance No. 8056—C. & W. C. Ry. Co. bonds. 
* 1. & S. 3315—Charges for protective services and equipment (in 
connection with No. 17936). 


December 5—Portland, Ore.—Examiner Hagerty: 
23853—Crown Mills vs. S. P. & S. Ry. et al. 


December 5—Amarillo, Tex.—Examiner Hanson: 
23631—Hardeman King Co. vs. C. R. I. & G. Ry. et al. 


December 5—Kansas City, Mo.—Examiner Crowley: 
23581—-Pittsburgh Boiler & Machine Co. vs. K. C. S. Ry. et al. 
23804—United Brick and Tile Co. vs. M. P. R. R. et al. 


December 5—New Orleans, La.—Examiner McChord: 
23589—-American Creosote Works, Inc., vs. La. & Ark. Ry. et al. 


December 6—Valdosta, Ga.—Examiner Brennan: 
23795—Tart Cooperage Co. vs. N. & A. R. R. et al. 
December 6—Ft. Wayne, Ind.—Examiner Fleming: 

1. &S. 3501—Switching charges at Ft. Wayne, Ind. 

23636 — Sub. 1 and 2)—Perrine Armstrong Co. vs. C. & E. R. R 
et a 

December 6—Kansas City, Mo.—Examiner Crowley: 

23734 — Sub. 1)—Southwest Rendering Co. et al. vs. A. V. I. Ry. 

et al. 

December 6—Providence, R. I.—Examiner Sullivan: 

23891—-J. D. Crosby +“ vs. Pa. R. R. et al. 

December 8—New York, Y.—Examiner Rogers: 

* 22455—In the Matter of “Reciprocity in purchasing and routing (to 
be devoted principally to matters involving Erie, L. V., and D. 
L. & W. R. R.s). 

December 8—Mobile, Ala.—Examiner McChord: 

1. & S. 3518—Phosphate rock and related commodities (coastwise 
traffic) from the Gulf ports to Memphis, Tenn., St. Louis, Mo., 
and East St. Louis, III. 

December 8—Lubbock, Tex.—Examiner Davis: 

Finance 8448—Application Texas & Pacific Northern Ry. for au- 

thority to construct certain lines of railroad in west Texas. 





Ll ~ 


MUNDELEIN gf SOO uNE 








jan An- 


ing (to 


& S. F, 
5 ae 


y R.R. 
caminer 


arloads, 
caminer 


Gaylord 


. et al. 


1 cases 


of N. J. 


> 4 
ng lime 


Bureau 
ral and 
hemical 


t. et al. 


i. 


ies and 


ent (in 


al. 


al. 


ing (to 
and D. 


astwise 





MUNDELEIN 


November 22, 1930 






Y our, plant'in the 
center of one of 
the world's great 
markets 


For 90 miles, between Chicago and Mil- 
waukee, the Chicago, North Shore and 
Milwaukee operates a double track, high 
speed, rock ballasted, heavy rail electric 
line. Thirty-five miles of the territory are 
served by two separate lines—the Skokie 
Valley and the Lake Shore divisions. 


One of the world’s great markets centers on 
the two great industrial cities and the 
territory served by the North Shore Line. 


On these lines there are very desirable 
locations for manufacturing plants, for dis- 
tribution centers. They are ideal locations; 
markets and sources of supply are close at 
hand. There are the best of living condi- 
tions, unlimited power and by direct inter- 
change connections with trunk lines and 
Chicago's Outer Belt Railroad (E. J. & E.) 
incoming and outgoing freight avoid all of 
the congestion usually found in connection 
with desirable industrial locations. 


Maps, data and all other information 


relative to industrial locations are avail- 
able on request. 


CHICAGO 
NORTH SHORE 
& 
MILWAUKEE 
RAILROAD 


C. H. Schildgen, 
Industrial Agent, 
1539-72 West Adams Street, 
Chicago, Illinois 


C. G. Finnegan, 
Ass't Industrial Agt. 


Milwaukee, Wisconsin 
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The Egg in 
the Coffee 
for Many Shippers 


Naturally one thing about M-A-T service that 
appeals to a great many shippers is the fact that 
the direct transfer of their freight from the freight 
car to an M-A-T freighter and at destination from 
freighter to freight car is fast, with a minimum of 
handling. 

Another thing they like is the fact that the entire 
handling, including unloading, loading, and stow- 
ing, of freight is under the direct supervision of our 
own forces. 

But the one thing that settles it for many shippers 
is the fact that 988 miles of water between Buffalo 
and Duluth represent a most satisfactory saving in 
freight, coupled with a fast, dependable service. 
The advantages we offer shippers are many, but 
this is most important, as you know if you are 
using M-A-T service. 


MINNESOTA-ATLANTIC 
TRANSIT COMPANY 


Detroit and Security Trust Company and 
A. Miller McDougall, Receivers 






























New York, N.Y. 


Minneapolis, 
Minn. Philadelphia, 
( 









St. Paul, Minn. 
Duluth, Minn. 
Chicago, i. 


THE 


Buffalo, N. Y. 
Detroit, Mich. 
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SHIP THROUGH 


WILMINGION 


on the Delaware : 


The Port gual Service 
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We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 


































AUSTRALIA and NEW ZEALAND 


PASSENGERS AND FREIGHT 
TRANSATLANTIC STEAMSHIP CO., LTD. 

















" M.S. # M.S. * S.S. M.S. 

Sailing From EKNAREN | TISNAREN | UNDEN |MIRRABOOKA 
PORTLAND ........ +  < 2 ae Dec. 9 Jan. 
oo eee Ss 2 eee Dec. 12 Jan. 
VANCOUVER ....... SS. are Dec. 13 Jan. 
SAN FRANCISCO... Nov. 20 Nov. 25 Dec. 20 Jan. 
LOS ANGELES HBR. Nov. 24 Nov. 22 Dec. 23 Jan. 

Due to arrive 
Ferrer ee Dec. 20 —_ 18 Feb. 

eoccce f coescccccccs an. 










OTS Jan. 17 
#Calls Devonport and Beaty Point. ‘Calls Bluff. 


GENERAL STEAMSHIP CORPORATION, LTD. 


Pacific Coast Agents 
240 Battery Street, San Francisco 
E. L. McCONNAUGHEY & CO., INC. J. H. SCHAEFER & CO. 
327 S. La Salle St., CHICAGO 905 Majestic Bldg., DETROIT 


PEW YOR 
TITTY 


Three NEW liners 
all 33,000 tons 
in size 
S. S. CALIFORNIA—S. S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York—Havana— Panama Canal—Bal- 
boa—San Diego (Westbound)—Los Angeles—San 
Francisco. Regular fortnightly sailings. 13 days Coast- 
to-Coast in either direction. Thoroughly modern freight 
facilities. Luxurious passenger accommodations. Special 
garage decks for carrying automobiles uncrated. 


Proposed Sailing Dates: 


Eastbound from 
San Francisco—Los Angeles 


Pennsylvania Nov. 29 Jan. 10 
California... Dec. 13 Jan. 24 
Virginia..... Dec. 27 Feb. 7 


from Los Angeles 2nd day following 


fonama facifie fine 


* ALL NEW STEAMERS - 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
fost 23rd St.) Tel. Chelsea 6760 Tel. Digby 2840 
song. 180 N. Mi Ave. Boston, 84 State Street 
Philadelphia, Public Ledger Bldg. Baltim Chamber of Com- 
San‘Francisco, 311 California St. merce Bldg. 
Los Angeles, Central Bldg. 


































Westbound from New York 


Virginia..... ..Dec. 6 Jan. 17 
Pennsylvania.Dec. 20 Jan, 31 
California ....Jan. 3 Feb. 14 
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December 8—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 897—In re valuation of the properties of the Wabash 
Railway Company et al. (further hearing). 


December 8—New York, N. Y.—Examiner Smith: 
23762 one Sub. 1)—Mexican Petroleum Corp. vs. A. C. L. R. R., 
et al. 


December 8—Boston, Mass.—Examiner Sullivan: 
23458—Green Hamilton & Co., Inc., vs. S. A. L. Ry. et al. 
23547—Green Hamilton & Coé., Inc., vs. A. G. S. R. R. et al. 


December 8—Kansas City, Mo.—Examiner Crowley: 
23696—-Larabee Flour Mills Co. vs. C. B. & Q. R. R. et al. 
23838—Sonken-Galamba Corp. vs. A. T. & S. F. Ry. et al. 
December 8—Roswell, N. M.—Examiner Hansen: 
_— — Sub. 1 and 2)—Howard Payne et al vs. A. T. & S. F. 
y. et al. 
23675—Charles Donald vs. A. T. & S. F. Ry. et al. 
ae od 8—Atlanta, Ga.—Commissioner Brainerd and Examiner 
‘lynn: 
23400—Coordination of motor transportation. 
December 8—Savannah, Ga.—Examiner Brennan: 
23836—-Savannah Sugar Refining Corp. vs. Inland Waterways Corp. 
et al., operating Federal Barge Lines et al. 


December 8—Cleveland, O.—Examiner Fleming, 
23883—Astrup Co. et al. vs. B. & O. R. R. et al. 
December 9—Washington, D. C.—Examiner Glover: 
Fourth Section Application Nos. 66, 680 et al. (adjourned hearing), 
Fourth Section Application No. 13439, filed by N. Y. C. & St. L. R. R. 
(in connection with Fourth Section Application Nos. 66, 680 et al). 
December 9—Roswell, N. M.—Examiner Hansen: 
23523—-Las Vegas Lumber Co. et al. vs. A. T. & S. F. Ry. et al. 


December 9—New York, N. Y.—Examiner Smith: 
23729—-Tennessee Extract Corp. et al. vs. L. & N. R. R. et al. 


December 9—Kansas City, Mo.—Examiner Crowley: 
23819—Bunker Clancey Mfg. Co. vs. A. T. & S. F. Ry. et al. 


December 9—Mobile, Ala.—Examiner McChord: 
23688—Economy Oil Co. vs. La. & Ark. Ry. et al. 


December 9—Boston, Mass.—Examiner Sullivan: 
23572—W. W. Benjamin Co. vs. Pa. R. R. et al. 


December 10—Argument at Washington, D. C.: 
Finance No. 6486—Application of P. & W. V. Ry. for authority to 
— control of the Wheeling & Lake Erie Ry. and L. & W. V. 
y. 
December 10—Washington, D. C.—Examiner Wilbur: 
23715—Read Phosphate Co. vs. A. T. & S. F. Ry. et al. 
December 10—Kansas City, Mo.—Examiner Crowley: 
1. & S. 3528—Grain and grain products from St. Louis, Mo., E. St. 
Louis and Thebes, IIl., to southwestern destinations. 


December 10—Washington, D. C.—Examiner Booth: 
Finance No. 4001—Excess Income of Laurinburg & Southern R. R. 


December 10—Mobile, Ala.—Examiner McChord: 
23682—American Warehousemen’s Assn. vs. St. L.-S. F. Ry. et al. 
23699—State Docks Commission vs. G. & S. I. R. R. et al. 

1. & S. 3513—Cancelation of routing via M. & O. R. R. on lumber 
from A. T. & N. points in Alabama. 

1. & S. 3533—Wharfage charges on lumber and other forest products 
at the port of Mobile, Ala. 

December 10—Boston, Mass.—Examiner Sullivan: 
23532—Batchelder-Whittemore Corp. vs. N. Y. N. H. & 
23533—Franklin Park Hay & Grain Co. vs. L. & N. E. 


December 10—Columbia, S. C.—Examiner Brennan: 
23892—Hoffman Lumber Co. et al. vs. A. C. L. R. R. et al. 


December 10—New York, N. Y.—Examiner Smith: 
23893—-Federated Metals Corp. vs. Chicago Jct. Ry. et al. 
23624—-Federated Metals Corp. vs. M. P. R. R. et al. 
December 10—Chicago, Ill—Commissioner Meyer and Examiner Hoy: 
17000 (Part 13)—Rate structure investigation, salt (and eases grouped 
therewith) (hearing or further hearing). 
23419—M. N. Baldwin Co. et al. vs. A. T. & S. F. Ry. et al. 


December 10—Spokane, Wash.—Examiner Hagerty: 
—— Pine Manufacturing Co., Ltd., vs. 
et al. 


December 10—Youngstown, O.—Examiner Fleming: 
23291—Youngstown Sheet & Tube Co. vs. B. & O. R. R. et al. 


December 11—Youngstown, O.—Examiner Fleming: 
* 1. & S. 3537—Iron and steel articles from C. F. A. territory to 
Michigan, Minnesota and Wisconsin via rail and lake carriers. 


December 11—Argument at Washington, D. C.: 
Finance No. 7470—Missouri Pacific Unification. 
December 11—New York, N. Y.—Examiner Smith: 
23871—Monmouth County Farmers’ Exchange et al. vs. Pa. R. R. 


December 11—Detroit, Mich.—Commissioner Brainerd and Examiner 


ynn: 
23400—Coordination of motor transportation. 


December 11—Boston, Mass.—Examiner Sullivan: 
23507—H. B. Smith Co. vs. N. Y. N. H. & H. R. R. et al. 


December 12—Argument at Washington, D. C.: 
Fourth Section Applications No. 1757, 1561 and 928—Coal and coke 
a! Va., W. Va., and Ky. to destinations in Va., N. C., S. C. and 
a. 
Il. & S. 3130—Part 2—Southwestern rates (slabs, concrete) 
13535—Consolidated southwestern cases (and cases grouped there- 
with) (glass, bottles, etc.). 


December 12—Boston, Mass.—Examiner Sullivan: 
23410—Epstein-Douglas Co., Inc., vs. B. & A. R. R. et al. 


December 12—New York, N. Y.—Examiner Smith: 
23701—-Barrett Co. vs. A. G. S. R. R. et al. 


December 12—Trinidad, Colo.—Examiner Hansen: 
23731—-Trinidad Bean & Elevator Co. vs. C. B. & Q. R. R. 
23744—Trinidad Brick & Tile Co. vs. A. T. & S. F. Ry. 


December 12—Carthage, Mo.—Examiner Crowley: 
23895—-Smith Bros. Manufacturing Co. vs. A. & R. R. R. et al. 


December 13—Argument at Washington, D. C.: 
20965—Frank B. Clinton et al. vs. B. & O. Ry. et al. 
23126—Rates on and classification of certain commodities from and 
to points in Southern Peninsula of Florida. 
1. & S. 3238 (and ist, 2nd and 3rd supplemental orders)—Charge 


H. R. R. et al 
R. R. et al 


B. & O. R. R. 
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When you ship to the Orient via 
Seattle on ‘President Liners’? you New York New Orleans 
are assured of fast, dependableservice - 
over the short route to Yokohama, Boston and San F rancisco 
Kobe, Shanghai, Hong Kong and 
Manila. The service is direct and fre- and 
pang —_ ao — —- 
vals each alternate Saturday. : ° : 
Thru bills of lading issued to all me Havana and Santiago, Cuba; Jamaica, Panama, 


ports. Colombia, Costa Rica, Guatemala, Honduras, 
In addition a fleet of express ‘‘Cargo British Honduras, Mexico, Nicaragua, Salvador 


Liners’’ to serve you. ; ; . 
’ and via transhipment at Cristobal to West Coast 
T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G.ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. Ports of Central and South America. 
a — 110 ~ ag St. 
troit, Mic icago, Ill. For rates and other information address: 
L. BATES, General Freight Agent f é 


L. 
1519 Railroad Avenue South, Seattle, Washington 


se cleada 5 east at sear sone FREIGHT TRAFFIC DEPARTMENT 
| Ef American Mail Line | *"S.. "5.2" 


aminer 


General Offices: One Federal St., Boston, Mass. 


Boston, Mass. Chicago, Ill. 
umber 


oducts 


, et al 
t al 


Fast Freight Service : Mexico 


» Hoy: 


-ouped : Through the Ports of Tampico 
Rey and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City 23 hours 
Pachuca- - 23 hours 
Puebla - - 20 hours 


From Tampico to: 


Mexico City 47 hours 
Pachuca- - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
. total territory of the Republic. 
Weekly services: New York (Ward Line) 


New Orleans (Cuyamel Line—American ‘ . . : 
Fruit & Steamship Corporation.) For complete information, communicate with 


F.P. De Hoyos, Gen. Agent F. N. Puente, Gen. Agt. F. C. Lona, Gen. Agt. 
‘i 7 ‘ 1515 Penn Building 441 Monadnock Bids- ‘Room 4 tle Bid 
Through bills of lading issued by New York City San Francisco, Cali eR ells g. 
steamship lines to all destinations A. Horcasitas, Com. Agt. _F. Alatorre, Com. Agt. 
g. dg. V. H. Moscosso, Com. Ag 
g- 


A : : 414 Whi k Bi 815 Pacific Electric B 
ontheNationalRailwaysof Mexico ‘'* Moitesy Ben, Lee Anbice Calif. RoomA-21, 1-RailwayExch 


New Orleans, 
Louis, 
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What you want to 
know about 
AIR LINES- AIRRATES 
AIR SCHEDULES. 
AIR TAXIS 


Complete information—including 
Maps—Air Passenger, Mail and 
Express services. Revised and Pub- 
lished monthly. Send 50c for 
sample copy. Subscription $5.00 
per year. 


THE OFFICIAL 
AVIATION 
GUIDE 


Room 1304—105 W. Adams St. Chicago, Ill. 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


CALMAR LINE 


INTERCOASTAL SERVICE 


















SAILS ARRIVES 

STEAMER Voy. i- ila- Seattle 

No] Bate | delabia | Argties [Prensteco|akland|Portland ss 

ALAMAR.......... 3 [SAILED|SAILEDjNov. 8IDec. 1)Dec. 5jDec. 8 
TEXMAR.......... 11 |SAILED|SAILED)Dec. . 14|/Dec. 17/Dec. 20/Dec. 23 
CUBORE......... 11 |SAILEDINov. 30/Dec. 29iJan. ljJan. 4jJan. 7 
VERMAR.........] 3}|Dec. 6/Dec. 15}Jan. 13}Jan. 16jJan. 20)Jan. 23 
FLOMAR.......... 4|Dec. 20/Dec. 30)Jan. SiJan. 31|Feb. eb. 7 
PORTMAR........ 4\Jan. 5jJan. 15]Feb. 3iFeb. 16|Feb. 20|/Feb. 22 
LOSMAR.......... 4|Jan. 20jJan. 30/Feb. ‘eb. 28|Mar. 3|Mar. lar. 9 


Subject to change without notice. 


All of us have much to be thankful 
for and this is the time of year we 
realize it most. 


For information regarding rates, etc., apply to nearest office: 


Calmar Steamship Corporation 


moore & MeCORMACK CO., INC., GEN. SWAYNE AND HOYT, INC., AGTS. 


Baltimere, Md., 15 8. Gay St. Los Angeles, Cal., 631 Central Bidg. 
Chi iu., 333 No. Michigan Ave. Bidg. Oakland, Cal., ist and Market Sts. 
Detrett,’ Mich.. 2502 Barium’ Tower Portland, Ore., 911 Bd. of Trade Bidg. 
New York, N. Y., 5 Broadway San Francisco, Cal., 240 Front St. 
Philadelphia, Pa., Bourse Bldg. Seattle, Wash., 201 Central Bids. 
Pittsburgh, Pa., Oliver Bidg. 


Regular Pliers 
Pacific Coast 
Los Angeles—230B Terminal Iisiand 


aki Terminal 
‘ortiand, Oren Ne. “T/Oeuante Terminal 


San Franciseo—Pier Neo. 
Seattio—Atiantie Doek Terminal 


Atlantic Coast 
Baitimore—Pier 7, West Md. Ry., Port 
Cevington 


Phitadelphia—Pier 27N, Reading Ce. 
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for furnishing refirigerator cars for shipments of fresh seafoods 
from L. & N. R. R. stations. 
22552—United States Fisheries Assn. et al. vs. A. C. L. R. R. et al, 


December 13—Pueblo, Colo.—Examiner Hansen: 
23767—G. V. Hallenbeck et al. vs. D. & R. G. W. R. R. et al. 


December 13—Joplin, Mo.—Examiner Crowley: 
23732—Clark Fruit Co. et al. vs. A. V. I. Ry. et al. 


December 13—Greensboro, N. C.—Examiner Brennan: 
23896—Greensboro Cut Stone Co. vs. I. C. R. R. et al. 

December 15—Argument at Washington, D. C.: 
22177—International Motor Co. vs. A. T. & S. F. Ry. et al. 
22510—Federal Foundry Co. vs. A. G. S. R. R. et al. 
22596 (and Subs. 1 and 2)—Keystone Slag Co. vs. A. C. R. R. et al, 

(and cases grouped therewith). 

December 15—Norfolk, Va.—Examiner Konigsberg: 

23818—State Corporation Commission of Virginia vs. Pa. R. R. et al, 


December 15—Greensboro, N. C.—Examiner Brennan: 
23833—-American Scrap Metal Co. et al. vs. A. & Y. Ry. et al. 
December 15—Cape Girardeau, Mo.—Examiner Crowley: 
23663 (and Sub. 1 to 4, incl.)—A. L. Hill vs. C. & E. I. Ry. et al, 


December 15—Denver, Colo.—Examiner Hansen: 
23847—Denver Fire Clay Co. vs. Apache Ry. et al. 
December 15—Glendive, Mont.—Examiner Hagerty: 

Finance No. 7707—Application of Northern Pacific Ry. for a cer- 
tificate to construct a line of railroad from Woodrow to Bloom- 
field, Mont. 

December 15—Birmingham, Ala.—Examiner McChord: 
23344—Henry G. Brabston et al. vs. L. & N. R. R. et al. 


December 15—Boston, Mass.—Examiner Sullivan: 
23506 (and Sub. 1)—Independent Coal Tar Co. vs. B. & A. R. R. et al. 


December 15—New York, N. Y.—Examiner Smith: 
23727—Kellogg & Miller, Inc., vs. N. Y. C. R. R. et al. 


Coogee 15—Boston, Mass.—Commissioner Brainerd and Examiner 
ynn: 

23400—Coordination of motor transportation. 
December 16—Washington, D. C.—Examiner Wilbur: 

23761—Eastern Box Co. vs. B. & O. R. R. et al. 


December 16—Argument at Washington, D. C.: 
22911—Capon Water Co. vs. B. & O. R. R. et al. 
23044—-Blue Ridge Glass Corp. vs. A. & B. B. R. R. et al. 
23157—Smoot Sand & Gravel Corp. vs. B. & O. R. R. et al. 


December 16—St. Louis, Mo.—Examiner Crowley: 

1. & S. 3517—Furnishing cars at variance with shippers orders (two 
for one rule, etc.), from, to, and between points in southwestern 
territory. 

1. & S. 3517 (1st supplemental order)—Furnishing cars at variance 
with shippers’ orders (two for one rule, etc.), from, to, and be- 
tween points in southwestern territory. 

December 16—Washington, D. C.—Assistant Director Pitt: 

Fourth Section Application Nos. 4309 et al., or portions thereof. 
(Cotton fabrics, rayon and rayon yarn and dry goods, etc., be- 
tween points in southern territory, on one hand, and all points in 
U. S., on other.) : 

Fourth Section Applications Nos. 542 et al. 

* Fourth Section Appl. 2410 filed by St. L.-S. F. Ry. 


December 16—Boston, Mass.—Examiner Sullivan: 
23448—West Dudley Paper Co. vs. N. Y. N. H. & H. R. R. 


December 16—Birmingham, Ala.—Examiner McChord: 
23591—-W.. P. Brown & Sons Lumber Co. vs. C. R. I. & P. Ry. et al. 


December 16—Denver, Colo.—Examiner Hansen: 
23740—Gates Rubber Co. vs. A. C. & Y. Ry. et al. 
December 17—Birminghain, Ala.—Examiner McChord: 
1. & S. 3525—Proportionai rates on clay, concrete and shale products 
from southern classification territory to Florida basing points. 
* No. 23947—Alabama Brick & Tile Co. vs. L. & N. R. R. et al. 
23923—W. S. Dickey Clay Manufacturing Co. vs. A. B. & C. R. R. 


et al. 
21377 (and Sub. 1)—W. S. Dickey Clay Mfg. Co. et al. vs. A. & R. 
R. R. et al. ss 


December 17—Birmingham, Ala.—Examiner McChord: 
* 24011—Columbus Brick & Tile Co. vs. A. B. & C. R. R. et al. 


December 17—Argument at Washington, D. C.: 
— Sub. 1)—Southern Traffic Association vs. N. Y. C. R. R. 


et al. 
22753—J. F. Solley & Co., Inc., et al. vs. B. & O. R. R. et al. 
er ge nen Slate Co., Inc., et al. vs. A. & R. R. R. 
et al. 
22972—-Boston Excelsior Co. vs. A. C. L. R. R. et al. 


December 17—St. Louis, Mo.—Examiner Crowley: 
23798—Manassa Timber Co. vs. A. T. & N. R. R. et al. 
Fourth Section Application 14170, filed by F. A. Leland. 


December 17—New York, N. Y.—Examiner Smith: 
238531—Twin Coach Corp. et al. vs. B. & O. R. R. et al. 


December 17—York, Pa.—Examiner Fleming: 
21224—Pfaltzgraff Pottery Co. vs. Pa. R. R. (further hearing). 


December 18—Argument at Washington, D. C.: 

‘Winnsboro Granite Corporation vs. Southern Ry. 
23027—Republic Creosoting Co. vs. Camas Prairie R. R. et al. 
23061—Tom Huston Peanut Co. vs. I. C. R. R. et al. 
23095—MatConville Coal Co. vs. Iowa Southern Utilities Co. 
Finance No. 7957—Joint application of New Mexico and Arizona R. R. 

and Southern Pacific Co. for authority to abandon a line of rail- 
road in Santa Cruz county, Ariz. 


December 18—Presque Isle, Me.—Examiner Sullivan: 
18256—Aroostook County Chamber of Commerce et al. vs. A. & R. 
aA = _ (further hearing, on question of amount of repara- 


December 18—Riverton, Wyo.—Examiner Hansen: 
ee Service Commission of Wyoming vs. C. B. & Q. R. R. 
December 18—St. Louis, Mo.—Examiner Crowley: 
23857—East St. Louis Columbia & Waterloo Ry. vs. L. & N. R. R. 
ee yy 1 to 10, incl.)—Malden Ice Mfg. Co. et al. vs. C. & E. 
a R al. 
December 18—Norfolk, Va.—Examiner Brennan: 
23759—Norfolk Port-Traffic Commission vs. A. C. & Y. Ry. et al. 
23759 (Sub. 1)—City of Newport News, Va., vs. A. C. & Y. Ry. et ab 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


H. D. DRISCOLL EDWARD A. HAID PAYSOFF TINKOFF 


© C : ATTORNEY wAT LAW 
ommerce Counse Especial attention to rate and railroad 
and Attorney CERTIFIED PUBLIC ACCOUNTANT (ILL.) 


matters generally. SPECIALIZING 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office: 1704-6 Boatmen’s Bank Building INTERSTATE Commerce CLAIMS 
al i FEDERAL TAX 
EE Speers Tenney eeee ST. LOUIS, MO. 1540 BUILDERS’ BUILDING ECHICAGO, ILL. 








JOS. C. COLQUITT |THOMAS M. WOODWARD} HARRY C. BARNES 





ATTORNEY AT LAW ATTORNEY AT LAW FP actrees ences 
Freight Classification Matters Formerly Attorney for the Director General ae aes Se Sam Ge 
Interstate Commerce and of Railroads and Attorney and Examiner PRACTICE IN ALL COURTS 
Departmental Practice for the Interstate Commerce Commission. slate ak Gites Oueis Daa 
810 Eighteenth St.. WASHINGTON, D. C. | Transportation Building WASHINGTON, D. C.| 307 Nerth Michigan Avenue, Chicage, Illineis 
Frank A. Leffingwell Dick Dixon ERNIE AD AMSON MANGHUM, MANGHUM & SHANDS 
COMMERCE ATTORNEYS 
LEFFINGWELL & DIXON 140 Nassau Street Teamspertation Bailing, Wedhingten, B. ©. 
ATTORNEYS AT LAW New York City State-Planters Building, Richmond, Va. 
SPECIALIZING IN RATE, CLASSIFICATION —— ve Mason Manghum, formerly with Interstate Com- 


merce Commission and Virginia Commission. 


INTERSTATE COMMERCE CASES H. E. ———,. a eae Somat, 


AND VALUATION CASES 
Nineteenth Floor, Santa Fe Bldg., Dallas, Texas 


GEORGE H. PARKER] You can reach Traffic World| JOHN ANDREW RONAN 








ATTORNEY AT LAW readers each week LAWYER AND 
unioe RANSEORTATION ANALYST «| Through the use of an advertise- COMMERCE ATTORNEY 


ment in this space at the small 


B Office: R 418-19, 131 State Street 
onton O*Telephone? ee expense of about one-fortieth of i South La Salle Street, Chicago, IIl. 


Telephone: Hancock 0297 








pie mae Fig oe a United ‘States eR nz oa a cent per subscriber. Telephone Randolph 0844 
HARRY C. AMES THOMAS L. PHILIPS WARREN H. WAGNER 
ATTORNEY AT LAW — port -oamgenage vend — _ ATTORNEY AT LAW 
et S le © foe state Commerce and Federal Trade Commis- | Investment Building, Washington, D. C. 
Formerly Attorney and Examiner sions, rates, price fixing and _ valuation. 
Interstate Commerce Commission PRACTICE IN ALL COURTS Formerly Assistant Chief Examiner 


Transportation Bldg., Washington, D. C.| Liberty Central Trust Co. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 








DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS BISHOP & BAHLER T. D. GEOGHEGAN 


TRAFFIC MANAGERS 





CONSULTING ENGINEER caters Txaific and Transportation Matters | COMMERCE SPECIALIST 
t Relati nterstat mmerce an mmission Cases 
eo Se : ms E. W. HOLLINGSWORTH Matters Before State and Federal 
o Rates—Consolidations an Commerce Attorney —_ 
Commissions and Departments 
643 TRANSPORTATION BLDG. 1006 Fifth Street, Sacramento, Calif. 
319 Fourteenth Street 369 Pine Street TRANSPORTATION BUILDING 
WASHINGTON, D. C. Oakland, Calif. San Francisco, Calif. WASHINGTON, D. C. 








YOUR ANNOUNCEMENT | W.N. PENDLETON | JEROME E. LANE 


711 Commerelal Exohange Bidg., Atlanta, Geergla | FEDERAL VALUATION OF RAILROADS 


in this directory for 52 consecutive Trafic Manager — Forwarding Agent— Ocean freight broker General Offices, Berwyn (Chicago Suburb), Ill. 
s : first cl Traffic problems domestic or export relating to the south- lel 0. Box 277 

issues will cost less than t class east handled. Export affelant room engaged, _coean. rates Fle id Omens: kansas City, Mo... Atignta, Ga, 
postage to mail a single communi- Make HBF ry and capert freight Socher in 7 Speciailat on Velontion 
cation to each one of our readers. this section. ; 8 


WE KNOW THE SOUTHEAST Registered Practitioner before Interstate Commerce Commission 


LEONARD’S GUIDE | TRUCKING 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 

















- 1857 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL ST.—TEL. WABASH 7960 


CHICAGO 

























5A Se Tie Tite Weld 


OUR CAR RECORD SHEET enables you to carry a complete 
record of every car, dates and charges, time of arrival and unloading, 
etc., at a cost of one cent for 24 cars. Loose leaf binder supplied, 
if desired. Send for a sample of this form and 18 others which have 
been designed and approved by authorities. The Traffic Service Cor- 
poration, Merchandise Department, 418 South Market St., Chicago, II. 


PITTSBURGH DISTRIBUTION 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 


Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittsburgh, Pennsylvania 


B> storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor — 


FOR EVERY TRAFFIC MAN 


There Is a Better Position 
—Better Pay 


Every man’s services are worth just what he makes them. When 
@ traffic man, by virtue of superior knowledge, gets his firm’s 
products to their destinations more quickly, more cemiunaealie, 
obviously he has increased his value to the company. 

Materials and manufactured products go thousands of miles to 
market nowadays and opportunities for trained traffic men blossom 
in rapidly increasing numbers. 

ge is a slow teacher in traffic work. Speed up your 

rogress, shorten the time by study. Mr. E. T. Hayes, of the 
rafhic Department of the Sefton Manufacturing Co., Chicago, Ill., 
says of our way of teaching TRAFFIC MANAGEMENT: 


“| have completed courses in traffic at other schools but yours is 
far superior in that it is so practical and can actually be applied to 
the present-day problems in traffic.”’ 

How we teach, whom we have taught and what you will gain 
by either our Resident Course or our Extension Course our 
Catalog tells. In sending for the Catalog there 
isnoo ligation, write for it today—you will find FREE 


much of interest in it. 
COLLEGE 
ADVANCED TRAFFIC 


330 South Wells St. 


CHICAGO 
Telephones Harrison 8649-8650 


To Traffic Managers we say:—Many traffic managers are 
adding to the Ss - and importance of their 
positions by a full knowledge of Traffic Law and the 
privilege of practice before the prneentete Commerce 
Commission. Our course in TRAFFIC LAW—resident 
or extension—is complete, it leads to admission to |.C.C. 
practice. Send for the details of this course. 
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eae muunes ener THRU RATES AND 








THAMES RIVER LINE, INC., PIER 32 E. R.. NEW YORK CITY, ERNEST E. FUCHS, President 
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ee. 18—New York, N. Y.—Commissioner Brainerd and Examine; 


23400--Coordination of motor transportation. 


December 19—Marshfield, Wis.—R. e Commission Ry Wisconsin: 
* Finance No. 8460—A pplication Cc. a. F. & F& R. for authority 
to abandon a line of railroad in Mwood and Giark counties, Wis, 


December 19—St. Louis, Mo.—Examiner Crowley: 
23840—Illinois Powder Mfg. Co. vs. A. & E. R. R. et al. 


December 19-20—Argument at Washington, D. C.: 
Fourth Section Applications Nos. 13638 and 13639—Southern Pacific 
Transcontinental Cases. 


December 20—Florence, Ala.—Examiner McChord: 
23763—Ware Bros. Agency vs. C. & A. R. R. et al. 
23800—Ware Bros. Agency vs. A. B. & C. R. R. et al. 
23803—Ware Bros. Agency vs. B. & O. R. R. et al. 
23824—Ware Bros. Agency vs. A. B. & C. R. R. et al. 

December 22—Argument at Washington, D. C.: 
23131—Glidden Co. vs. S. P. Co. et al. 
23261 (and Sub. 1)—Atlas Tack Corp. et al. vs. A. C. & Y. Ry. et al, 
23323—Hudson Veneer Co. vs. Southern Ry. et al. 
23335—Cumberland Cement & Supply Co. vs. Pa. R. R. 


December 23—Argument at Washington, D. C.: 
23097—Glenshaw Glass Co., Inc., et al. vs. B. & O. R. * et al. 
23139—North American Cement Corp. vs. B. & O. R. ' et al. 
oa F. Paszek, trading as Paszek & Son, vs. B. & O. R.R 


23370 United States Tile & Marble Co., Inc., vs. Pa. R. R. et al. 


January 5—Chicago, Ill.—Commissioner Brainerd and Examiner Flynn: 
23400—Coordination of motor transportation. 
January 6—Chicago, Ill.—Examiner Fuller: 
21939—Sand, gravel and crushed stone from Indiana and Illinois 
points to destinations in Illinois. 
Il. & S. 3093—Sand, St and crushed stone from Indiana points 
to destinations in Illinois. 
ee a a — Stone Co. and Mid-West Crushed Stone (Co, 
c.. &. & & L. Ry. et al. (further hearing). 
* 23707—Dickason Sand & Gravel Co. vs. B. & O. R. R. et al. 


January 7—Washington, D. C.—Examiner Peck: 
a el wT Pennsylvania Coal Producers’ Assn. et al. vs. B. & 
R. et al. (adjourned hearing). as 
21077 New gnenas Paper & Pulp Traffic Assn. et al vs. B. & M. = 
et al. 
23024—-State of New Hampshire vs. B. & O. R. R. et al. 
(Hearing or further hearing—for introduction defendants’ case 
and a pe rebuttal in 23430. When this evidence received, — 
hearing will be adjourned to Hotel Statler, Boston, Mass., for 
introduction of defendants’ case and complainants’ rebuttal in 
21077 and E wi 
(Sub, No. 1)—Western Pennsylvania Coal Traffic Bureau et al. & 
vs. B. & O. R. R. et al. — 
ee of Commerce of Chambersburg vs. B. & O. R. R. §& 
& 
Portions Fourth Section Application 1570 et al. 


January at 12—St. Paul, Minn.—Commissioner Brainerd and Examiner 


23400—-Coordination of motor transportation. — 
January 12—San Francisco, Calif.—Commissioner Meyer and Examiner 




















































417000" (Part 13)—Rate structure investigation, salt (and cases grouped 


therewith) (hearing or further hearing). — 
— N. Baldwin Co. et al, vs. A. T & S. F. Ry. et al. 
oy: 


Chicago's and Kansas City’s Most Modern Warel Warehouses 


MERCHANDISE STORAGE ano ipa 



















zweczteet ~DOOL CAR DISTRIBUTION |} 

wl 

Crooks TERMINAL WAREHOUSES |f 

CHICAGO, TLL. __ TC RANSAS CITY, MO. CA 

BE 

TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. H 

ST. JOSEPH, MISSOURI m 

GEOGRAPHICALLY of 

LOCATED TO RENDER pa 
DISTRIBUTORS 

DISTINCTIVE WAREHOUSE CA 

AND FORWARDING “ 


SERVICE 











— DIRECT WATER ROUTES 


South Norwalk, Bridgeport, Né 
WESTERLY fi rom London and lena — Hi 


C. F.A., W. T. L., Inter-Mountain, ns 
to South and Southwest 


coone STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 
ov ouR Own usTOR TUCKS U){q] MALLORY and MORGAN S. S. LINES 








